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Measure DECATUR according to the strictest specifica- 
tions. Check us on organization ... on equipment... on 
experience. Check our reliability . .. the scope of our 
coverage ... the number, locations and completeness of 
our terminals. Check, too, the quality of the customers 
we're constantly serving. On every point you'll like the 
DECATUR setup. On every count you'll find us big, ade- 
quate, capable ... a veritable army of expert traffic 
engineers, pilots, helpers, handlers . . . precisely co- 
ordinated . . . moving mountains of war and civilian goods 
every day for leading shippers . . . demonstrating con- 
sistently that "FOR SHIPMENTS MIDWEST, DECATUR IS 
BEST." 


Buy More 
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WORLDS BUSIEST HIGHWAY 


Over such highways —230,000 miles of them —more freight and passengers are mov- 
ing today than ever moved before anywhere on earth by any means of transport. ¢ 
In 1944, the railroads hauled nearly three times as much inter-city freight, and nine 
times as much war freight, as all other carriers combined. e That is one of the great 
lessons to come out of the war—what modern American railroads can do. ¢ And one 


of the things to remember after the war is won is that in peacetime, too, America 





needs and must have the kind of transportation which only its railroads can deliver. 
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® Huge and vital as it is, the load of military 
materiel being transported by America’s rail- 
roads is only part of our tremendous wartime 
job. Record-breaking amounts of industrial and 
civilian supplies must also be delivered, quickly 
and dependably. 


We of the Nickel Plate Road are giving our 
very best to the task. But that, too, is only part 
of the job. For it is your best—the splendid 
cooperation of you shippers and receivers— 
that’s helped us get so much out of every car. 
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By heavier loading and unloading—and by 
better labeling, packing and handling—you’ve 
helped enormously to make each precious piece 
of rolling stock do a lot of extra duty. And that, 
in the face of continued manpower and equip- 
ment shortages, grows more important daily. 


Every railroad in America owes you a big 
vote of thanks. Here is ours—with the carnest 
hope that you’ll keep up the fine work! Only by 
our combined efforts can we lick the big job 
still ahead. 


Nickel Rate Roap 


CLEVELAND 1, OHIO 
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Executive Control of I. C. C. 


Reports again are in circulation that plans are un- 
® der way in the executive branch of the government 
in Washington to bring the Commission and other fed- 
eral regulatory agencies under control of the Chief 
Executive. The proposals range from suggestions that 
the Commission and the other agencies involved be 
placed within existing cabinet departments, such as the 
Department of Commerce, to creation of a transporta- 
tion department, to include the Commission, headed by 
a cabinet officer. A specific report that the Bureau of 
the Budget was working on a plan for inclusion of the 
Commission within the Department of Commerce was 
denied at the office of the Director of the Bureau of the 
Budget, as reported elsewhere herein. However, it is 
believed that proposals, that would affect the Commis- 
sion if put into effect, are at least being talked about in 
government circles, and it probably is not too early to 
proceed on the assumption that they may appear in 
concrete form in the not too distant future. Any pro- 
posed change that would interfere with the indepen- 
dence of the Commission as the regulatory agent of 
Congress ought to be vigorously opposed. We think an 
outline of some of the background of this situation will 
be helpful. 
Issue as to the independence of the Commission 


arose in January, 1937, when President Roosevelt trans- 
mitted to Congress the report of his committee on ad- 
ministrative management (see Traffic World, January 
16, 1937, p. 127). The status of the independent regula- 
tory commissions was discussed at length in this report. 
The committee’s indictment of these agencies was that 
they exercised both executive and judicial powers and 
that the “independent regulatory commissions create a 
confusing and difficult situation in the field of national 
administration.” 

“There is a conflict of principle involved in their 
make-up and functions,” said the committee. “They 
suffer from an internal inconsistency, an unsoundness 
of basic theory. This is because they are vested with 
duties of administration and policy determination with 
respect to which they ought to be clearly and effectively 
responsible to the President, and at the same time they 
are given important judicial work in the doing of which 
they ought to be wholly independent of executive 
control.” 

To meet the problem stated the committee recom- 
mended “as a possible solution” adoption of a plan 
whereby “the regulatory agency would be set up, not in 
governmental vacuum outside the executive depart- 
ments, but within a department.” There, it said, the 





OUR PLATFORM™M 


(THE LON 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 


_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 


Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of all instrumentalities of transportation. 

An Interstate Commerce Commission composed of men, 


G HAUL) 


not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 5 

Standardization of state regulations as to weights and 
dimensions of motor transport units. : 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a ye traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
but to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 
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Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 














































EVERY POUND OF STEEL CONTRIBUTES TO SUPPORT AND 
: PROTECT THE LOAD! . . . . No Useless Dead-Weight! 
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An artist's copy of the type of 
bridge construction used by the 
Army engineers to carry heavy 
equipment. Compare the almost 
identical framing of a Fruehauf 
Integral-Frame Aerovan with this 
efficient weight-currying — structure. 


This “under-the-skin” view of your 1945 Fruehauf Trailer reveals 
a highly-developed, scientifically-engineered product—a unit-design 
where all useless dead-weight is eliminated and every pound of metal 
works. The chassis cross-members—the steel ribs running practically 
the full length of the base framing—the patented steel-tubular upper 
skeleton—all contribute to form the sturdy, rugged unit-structure. 


You get a huskier, more rigid Trailer—without excess weight—hence 
your Fruehauf will carry more payload longer and at lower cost. 


Patented Steel-Ribbed Floor—1000-lb. concentrated 
load capacity per sq. ft. — 214 times greater than an 
all-oak floor of the same thickness. Individual boards 
easily replaced. 


Ten High-Tensile Steel Ribs—Welded to every cross- 
member — tremendously increase strength and dur- 
ability of the whole structure. Provide full-length 
support for floor boards. 


Upper Framing—Built like a bridge. Welded, rec- 
tangular, tubular, high-tensile steel sections provide 
equal strength as a column, strut or tie. The result 
— a husky skeleton, yet without useless weight. 
Easily repaired in the event of accident. 


Unstressed Panels—Fruehauf zinc-coated (corrosion 
and rust-proofed) steel panels serve only as a cover- 
ing. They are not part of the supporting structure. 
Should they be damaged — or even removed — the 
vehicle is not weakened in any respect. 


Frame Cross-Members—Die-formed of high-tensile 
steel. Stress factors are scientifically computed and 


all non-load carrying metal is punched out in ac- 
cordance with the aircraft principle. 


Complete Welded Unit—Forms entire integral-frame 
Aerovan into a solid, durable, one-piece unit. 


Wide Vertical Supports—Eliminate nose-diving. 
Mounted under outer sides of frame—provide maxi- 
mum strength and stability. 2-Speed gear ratio. 

Spring Hangers— mounted vertically, directly under 
the load-carrying frame members—a great improve- 
ment over the old “offset” method. The result— 
twisting stresses eliminated, road stability gained. 
Extra Strength—At points of greatest stress, extra 
support is provided by additional, wider, deeper 
cross members. At Upper 5th Wheel maximum 
rigidity is secured by steel channel box-sections. 


* * * 


World’s Largest Builders of Truck-Trailers 
FRUEHAUF TRAILER COMPANY ¢ DETROIT 


Service in Principal Cities 


ENGINEERED 
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agency would be divided into an administrative section 
and a judicial section. The administrative section would 
be a regular bureau or division in the department, 
headed by a chief with career tenure and staffed under 
civil service regulations, said the committee. This sec- 
tion would be directly responsible to the cabinet depart- 
ment head and through him to the President. The ju- 
dicial section, on the other hand, said the committee, 
would be ‘in’ the department only for the purpose of 
“administrative housekeeping,” such as the budget, gen- 
eral personnel administration, and materiel. It said this 
section would be wholly independent of the department 
and the President with respect to its work and decisions. 
Its members would be appointed by the President sub- 
ject to approval of the Senate. 

Substantially, President Roosevelt, by a govern- 
ment reorganization order that was disapproved by the 
House but not by the Senate—and therefore became 
effective June 30, 1940—disposed of the independent 
Civil Aeronautics Authority along the lines proposed by 
the President’s committee. The regulatory part of the 
Authority became the Civil Aeronautics Board, estab- 
lished as an independent agency within the Department 
of Commerce. The Civil Aeronautics Administration, 
headed by an administrator subject to the Secretary of 
Commerce, took over other duties as required by the 
civil aeronautics act. Proposals to reestablish the inde- 
pendent Civil Aeronautics Authority have been made in 
Congress but they have not yet been disposed of. 

Congress exempted the Commission from the au- 
thority given the President prior to the war to reor- 
ganize government departments. It is now being said, 
however, that he could, under the first war powers act 
of December 18, 1941, order disposition of the Com- 
mission as he did with the Civil Aeronautics Authority. 
At the time this act was passed, authorizing, as it did, 
reorganization of government departments by the Presi- 
dent, some believed he might take action with respect to 
the Commission. However, even if he should issue an 
order affecting the Commission, Congress, as it did re- 
cently in the case of the Reconstruction Finance Cor- 
poration and other lending agencies then under the Sec- 
retary of Commerce, could, it is pointed out, pass 
legislation to the contrary. The R. F. C. and the other 
lending agencies had been transferred to the jurisdiction 
of the Secretary of Commerce by the President under 
the first war powers act, but when the President nomi- 
nated Henry A. Wallace to be Secretary of Commerce, 
Congress passed—and the President signed—the George 
bill removing those agencies from the control of the 
Secretary of Commerce. 

In his transportation message to Congress of April 
11, 1938 (see Traffic World, April 16, 1938, p. 883), 
President Roosevelt made the following statement: 


“From the point of view of business efficiency, such 
aS a private corporation would seek, it would seem to 
be the part of common sense to place all executive func- 
tions relating: to all transportation in one federal de- 
partment—such as the Department of Commerce, the 
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Department of the Interior or some other old or new 
department. At the same time all quasi-judicial and 
quasi-legislative matters relating to all transportation 
could properly be placed under an independent commis- 
sion—a reorganized Interstate Commerce Commission. 
And such action would be highly constitutional.” 


Railroad Men in the Army 


We do not intend to join those who are predicting 
© the day and hour on which Germany will collapse 
and the European phase of our global war will end. We 
do predict, however, that when the whole story of the 
amazing advances of our armies in these stirring weeks 
is written, full credit will go to the Army Transporta- 
tion Corps. It is obvious that such movements as that, 
this week, in which the Third Army pushed forward 
nearly sixty miles in about three days, could not have 
been accomplished without perfect transportation coor- 
dination. 

There will be ample credit to go around among all 
the various types of transportation, most of which are 
manned, to a large degree, by men who were in civilian 
transportation a few years ago. Emergency movements 
of arms, munitions and other supplies, in the weeks 
after D-day, when our armies were racing across 
France, were accomplished by air. For months, there- 
after, the lines that were forming, north and south, 
across Holland, Belgium and France, were supplied by 
truck, the rail system having been impaired to a point 
where it couldn’t carry the necessary load. Dubbed 
the “Red Ball Line,” the trucks kept the necessary sup- 
plies moving toward the front. It is a fair assumption 
that, in the darkest days of the European campaign— 
those that followed Von Runstedt’s breakthrough into 
Belgium in December—the continued operation of the 
Red Ball Line in the face of almost overwhelming dif- 
ficulties, carried the day. 

The success of the present drive to the Rhine, care- 
fully organized and well supplied as it must have been, 
will probably in no small measure be credited to the re- 
habilitated French railway system and new construc- 
tion both carried out by the Military Railway Service. 
To mount such an offensive and to keep abreast of such 
rapidly moving large bodies of troops is no mean ac- 
complishment. 

The accomplishment is attested by the recent ap- 
pointment of Brigadier Carl R. Gray, Jr., to the newly 
created post of director general of the Military Railway 
Service. Gen. Gray stands as a symbol of the work of 
the railroads in the war in Africa, Italy, France and 
Germany. His forces have supported the armies in eight 
countries and have received special commendation from 
Lieut. Gen. George Patton and unit awards from Lieut. 
Gen. Mark Clark. Gen. Gray has, in addition, re- 
ceived a number of personal decorations, including the 
Legion of Merit, the Distinguished Service Medal, the 
Bronze Star and the Order of the Crown of Italy. He 
would probably be the first to say that these decora- 
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tions were earned more by the men he has commanded 
and directed than through any accomplishments of his 
own. < 

We feel sure that much of the success of the work 
of the Military Railway Service is due to the fact that 
it is manned in large part by former civilian railroad 
workers, ranging all the way from men who, in civil 
life, were section hands and freight house workers, to 
men who, like Gen. Gray, were executive heads of rail- 
roads. Every railroad in this country has a reason to 
feel particular pride in the success of the service, be- 
cause each one of them is represented in Europe by a 
goodly percentage of the men who worked on its line 
before joining the Army. 


Rate Bureau Regulation 


Representative Bulwinkle, of North Carolina, on March 8 
introduced H. R. 2536, to exempt, under specified conditions, 
agreements between common carriers subject to the interstate 
commerce act from application of the antitrust laws when such 
agreements have been approved by the Commission. The bill 
was introduced as a substitute for H. R. 167, which Repre- 
sentative Bulwinkle had introduced earlier (see Traffic World, 
Feb. 3, p. 270). 

The bill provides that any carrier party to an agreement 
(other than for pooling, divisions, consolidation, merger, pur- 
chase, lease, acquisition or other transactions to which section 
5 of the act is applicable) may apply to the Commission for 
approval of the agreement. The bill directs the Commission to 
approve such agreements if it finds that by reason of the fur- 
therance of the national transportation policy set forth in the 
act exemption from the antitrust laws should apply to the 
agreements. Included in the bill is the following provision: 


The Commission shall not approve an agreement which establishes 
procedure for determination of any matter through joint consideration 
unless under the agreement reasonable opportunity, in the light of the 
matter involved, to act contrary to the determination arrived at through 
such procedure is afforded to each party to the agreement which did 
not concur in such determination. 


Parties to any agreement approved by the Commission 
under provisions of the bill, and other persons, are, according 
to its further provisions, relieved from operation of the anti- 
trust laws with respect to the making and carrying out of such 
agreement in conformity with the terms prescribed by the 
Commission. 


In a statement announcing the introduction of the bill, 
Representative Bulwinkle said: 


There is a very important question which confronts the American 
people and that is, ‘‘What legislation is most vital at this time to in- 
sure the continuation of the kind of railroad transportation which this 
country needs and must have?’’ At the height of the war effort, and 
in the post-war period, we must see to it that our railroad transporta- 
tion facilities are kept in a high degree of efficiency. Every man and 
woman in the United States knows of the job which confronted the 
railroads and the wonderful way they have done that job. Everyone 
knows they have transported war materials and members of the armed 
forces in this country with a very high degree of efficiency. 

Even as these transportation facilities are indispensable in time of 
war, they are likewise indispensable in the peace which will follow this 
war. To my mind the Congress should take whatever action is neces- 
sary to maintain the efficiency of the railroads in the peace to come 
and also as an adjunct of the national defense of the future. 

Today I introduced a bill, H. R. 2536, which has for its purpose the 
removal of a great part of the uncertainty and confusion which has 
hampered, and which will hamper, the railroads to a great extent if this 
or some similar bill is not passed. 

For fifty years or more the Interstate Commerce Commission, one 
government agency which has enjoyed the confidence of the people of 
the country, has been regulating the railroads so as to insure reason- 
able and non-discriminatory rates and fair practices. 

The Interstate Commerce Commission was set up as, and is, the 
arm of the Congress for the purpose of insuring reasonable and non- 
discriminatory rates and fair practices, as I have said before, and the 
Congress has relied upon the Interstate Commerce Commission for 
these many years. 

In recent years, and especially at the present time, there is un- 
certainty and confusion concerning the application of the anti-trust 
laws to railroads and other surface carriers. This situation has brought 
about a condition which requires and demands an immediate, common- 
sense remedy. 

It is a matter of general knowledge that the carriers can not serve 
two masters; therefore, it becomes the duty of the Congress to say 
which government agency, or department, shall have control of the 
regulation of the railroads and other carriers. 
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The bill that has been introduced today seeks to remove the yp. 
certainty and confusion and places the regulation under the agency y 
Congress, the Interstate Commerce Commission, and makes it entirely 
clear that the anti-trust laws are to be applied to common carriers jp 
a way which will not prevent or obstruct the carrying out of the wij 
of Congress, as contained in the transportation act of 1940. 

Care has been taken in drafting the bill to guard the public interey 
in accordance with the provisions of the national transportation Policy, 

The treatment which this bill gives to surface carriers is similar ty 
that now given to air carriers under the civil aeronautics act. 


Johnston Asks Clarification 


“The intent of Congress with respect to the authority dele. 
gated to the Interstate Commerce Commission should be clari. 
fied beyond any possible misunderstanding,” said C. E. John. 
ston, chairman of the Western Association of Railway Execy. 
tives, March 8 at Chicago. 

He made the comment in connection with a statement that 
enactment of the Bulwinkle amendment to the act (H. R. 2536), 
providing that agreements between carriers be approved by 
the Commission when found to be in furtherance of the national 
transportation policy, would afford much needed assurance that 
the country’s transportation system would not be wrecked by 
the antitrust division of the Department of Justice. 

“The country could not tolerate the confusion that would 
result if the antitrust division succeeded in substituting its 
theories for the policies developed by Congress over a period 
of half a century,” said Mr. Johnston. “It would result jn 
economic turmoil and would be disastrous at any time and 
especially when the country is faced with the problems of 
postwar employment and adjustment.” 

He said that the uncertainty injected into future transporta- 
tion policies by the antitrust suit filed against the railroads at 
Lincoln, Neb., involved the whole commerce of the nation, 
Shippers, producers, and farmers had a right to know where 
they stood without waiting while the railroads fought prolonged 
legal battles “with Mr. Biddle’s antitrust division,” said Mr, 
Johnston. 


L. C. L. Freight Embargo 


The Association of American Railroads announced, March 
5, its issuance of car service division embargo No. 93, applicable 
throughout the United States and Canada, against acceptance 
of 1. ce. |. freight in the period from March 7, at 12:01 a. m, 
to March 12, at 12:01 a. m., when consigned to or intended for 
movement in or through all territory in the United States east 
of the western boundary of Minnesota, Iowa, Missouri, Arkan- 
sas, and Louisiana. It was said at the A. A. R. offices that the 
embargo applied to all freight handled by all freight forwarders, 
also to all trap cars loaded by industry, and did not affect the 
handling of 1. c. 1. traffic in transit. There were two exceptions, 
it was explained, namely: traffic on government bills of lading, 
and drugs and medicines, and, in addition, there were no provi- 
sions for permits. 

Director Johnson, of the Office of Defense Transportation, 
said he had approved the embargo and urged its application. 

The embargo was issued, said the A. A. R., because of 
undue accumulation of 1. c. 1. traffic in cars at larger terminals 
and transfers throughout eastern and middlewestern parts of 
the country, “which is interfering with the availability of box 
cars for other loading.” 

A temporary restraining order issued March 7, on applica- 
tion of Acme Fast Freight, Inc., against application to Acme 
of C. S. D. embargo No. 93 forbidding acceptance of 1. c. 1. 
freight as specified therein, was dissolved March 8 in the Dis- 
trict Court of the United States for the District of Columbia 
and the suit brought by Acme was dismissed. Acme alleged 
in its petition attacking the embargo that its application to it 
would cause it irreparable damage and result in discrimina- 
tion as between shippers. J. M. Souby, general solicitor of the 
Association of American Railroads, argued that the issue 
raised was peculiarly one within the jurisdiction of the Com- 
mission and that Acme should have gone to the Commission 
before going to the court. The court upheld that view. E. M. 
Reidy, assistant chief counsel of the Commission, and Clair M. 
Roddewig, general counsel of the Office of Defense Transpor- 
tation, indicated agreement with the view that Acme should 
have appealed first to the Commission. 


FINANCE APPLICATIONS 

MC F-2772, Consolidated Copperstate Lines, of Los Angeles, Calif. 
asks authority to acquire control of Alabama Freight Lines, of Phoenix, 
Ariz., through ownership of capital stock. 

MC F-2773, Munroe & Arnold-Merritt Express, Inc., Salem, Mass., 
asks authority to purchase, and temporarily to operate, a part of the 
operating rights of Edward R. Dysart, dba Dysart’s Transportation, 
Bangor, Me. 

MC F-2774, Harry G. Masser, dba Masser Motor Express, Hagers 
town, Md., asks authority to purchase certain operating rights of John 
Richards, dba Richards Motor Freight Lines, Scranton, Pa., and of 
Lillie Margaret Bondurant, dba Bondurant Motor Lines, Mt. Airy, N.C. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


Ex-Barge Grain Proportionals 


In a report on further hearing in I. and S. No. 4718, Grain 
Proportionals, Ex-Barge to Official Territory, the entire Com- 
mission, with four members dissenting, has found that it should 
not prescribe joint rates on carload shipments of grain and 
grain products moved by barge on the Illinois Waterway to 
Chicago and by rail from Chicago to eastern destinations, but 
has prescribed proportionals lower than the local rates on the 
ex-barge traffic from Chicago (see Traffic World, Dec. 3, 1944, 

. 1627). 

4 The Commission found that reasonable and otherwise law- 
ful proportional rates for the interstate transportation by rail 
of ex-barge grain, in carloads, from Chicago to the considered 
eastern destinations, under sections 1, 2, 3(1), 3(4), 6(11) (b) 
and 15a(2) of the act, administered with a view to carrying out 
the national transportation policy, would be those made differ- 
entially under the local rail rates that were or might be here- 
after concurrently maintained from Chicago, as set forth be- 
low, with the customary differentials on the products and ex- 
port traffic, and which were no less favorable to the ex-barge 
traffic and no more favorable to the ex-rail and ex-lake traffic 
than was represented by the relation between such prescribed 
ex-barge proporitonals, on the one hand, and the present ex-rail 
and ex-lake proportionals or specifics, on the other: 


Differential, ex-barge under local rail rate, shall be 1 cent when 
local rail rate on grain is 13-14 cents; differential shall be 2 cents when 
local rail rate is 15-22 cents; differential shall be 3 cents when local 
rail rate is 23-24 cents; 4 cents when local rail rate is 25-26 cents; 5 
cents when local rail rate is 27-28 cents, and 5.5 cents when local rail 
rate is 28.5 cents or higher. 


The Commission further found that such ex-barge propor- 
tionals should be subject to the same policing provisions as the 
ex-rail and ex-lake proportionals, but should not be made sub- 
ject to the fourth-section rule. It said that, since the railroads’ 
proposal to cancel their proportional rates on the considered 
ex-barge traffic had not become effective due to voluntary post- 
ponement of the effective date thereof by the railroads, no order 
requiring establishment of the rates found lawful in the report 
appeared necessary at this time, but it ordered cancelation of 
the suspended schedules on or before April 5, without prej- 
udice to the filing of new schedules in conformity with its find- 
ings. 

Commissioners Miller, Alldredge and Patterson wrote dis- 
senting expressions, Commissioner Lee joining in that of Com- 
missioner Alldredge, and Commissioner Mahaffie noted that he 
concurred in “the results” of the findings of the majority. 


Origin of Proceeding 


The Commission observed that the schedules here under 
consideration had been filed by the official territory railroads 
to become effective October 15, 1939, and that the proposal of 
those lines was to restrict their reshipping or proportional rates 
on grain and grain products, in carloads, from Chicago to desti- 
nations in official territory so that they would not apply on 
ex-barge (Illinois Waterway) traffic except on grain products 
from Kansas City, Mo. It stated that to central territory the 
Proportionals from Chicago on the grain traffic moved to that 
city on the Illinois Waterway averaged about 3.3 cents less than 
the local rates, and that on grain coming in by barge from 

ansas City the proportionals to central territory from Chi- 
Cago averaged 5.3 cents under the local rates. The effect of 
the proposed schedules, it added, would be to increase the 
ex-barge proportionals from Chicago to the full local basis. 
It recited the history of the rail rates on ex-barge grain to 


the east from Chicago, here considered on further hearing, as 
follows: 


In the original report, 246 I. C. C. 353, division 2, found that the 
application of the proportional rates on the ex-barge traffic from Chi- 
cago was without tariff authority and that the proposed schedules 
merely clarified this situation and were not shown to be unlawful. In 
he report on reconsideration, 248 I. C. C. 307, we found that the pro- 
portional rates on the ex-barge traffic from Chicago were legally appli- 
cable in the past where the policing provisions of the governing tariffs 
Were strictly complied with, and that the proposed schedules were shown 
to be just and reasonable and not shown to be otherwise unlawful. We 
added that in a proper proceeding we might prescribe proportional rates 
on the ex-barge traffic lower than the local rates under section 6(11) (b) 
of the act or joint barge-rail rates lower than the combination of the 





barge rates to the gateway plus the local rates beyond under sections 
15(3) and 307(d). An order was entered vacating the order of suspen- 
sion and discontinuing the proceeding. 

Ex-barge, ex-lake, and also ex-rail traffic except as hereinafter indi- 
cated, are all accorded the same outbound service, but we found, in 
effect, that there. are circumstances and conditions affecting the out- 
bound and through rates which are so different on the ex-barge traffic 
as compared with the ex-rail and ex-lake traffic that some difference in 
rate treatment is justified without contravening the provisions of sec- 
tions 1, 2, 3(1), 3(4) and 15a(2) of the act, administered, as the act 
requires, ‘‘with a view to carrying out’’ the national transportation 
policy. Certain of the protestants sought an injunction against the 
enforcement of our order on the ground that such circumstances and 
conditions were beyond our authority to consider. The statutory court 
granted such injunction, but on appeal this action was reversed by the 
Supreme Court, which held that we had acted within the power dele- 
gated to us by law. Interstate Commerce Commission vs. Inland Water- 
ways Corporation, 319 U. S. 671. Thereafter, upon petition of certain 
of the protestants, we reopened the proceeding for further hearing for 
the purpose of receiving evidence (1) on the questions of whether or 
not reshipping or proportional rates should be prescribed for interstate 
transportation by rail of ex-barge grain, in carloads, from Chicago and 
other related points of origin embraced in the instant proceeding to 
eastern destinations considered therein, and if so, to determine what 
would be reasonable and otherwise lawful proportional or reshipping 
rates for application on such traffic, and (2) to determine what, if any, 
reasonable and otherwise lawful joint rates for the interstate transpor- 
tation of grain, in carloads, from points of origin served by A. L. 
Mechling, dba A. L. Mechling Barge Line, to said eastern destinations, 
shall be prescribed. Respondents have voluntarily postponed the effec- 
tive date of the proposed schedules pending the outcome of the further 
hearing. 


Protestants and Interveners 


Protestant-petitioners contended, the Commission said, that 
the ex-barge grain traffic was entitled to proportionals no 
higher than the ex-rail and ex-lake traffic. These protestants, 
it said, included the Inland Waterways Corporation, the De- 
partment of Agriculture, the Chicago Board of Trade, the War 
Food Administrator, the Price Administrator and the American 
Farm Bureau Federation. It said that interveners, including 
the western railroads, the Indianapolis Board of Trade, the 
Kansas City Board of Trade, and grain elevator cooperatives 
in Illinois, contended that the ex-barge traffic was entitled to 
nothing lower than the local rail rates to the east from Chicago. 


importance of Proceeding 


Pointing to the instant proceeding as an important one, 
the Commission said: 


In recent years, a comprehensive inland waterway system has been 
developed, largely at public expense, in connection with the Mississippi 
River and its tributaries, certain rivers in Alabama, and the intra- 
coastal canals. The present proceeding is important not only as to the 
particular traffic under consideration but also insofar as it may provide 
administrative standards which may be used as guides in fitting barge 
transportation into the general rate structure, particularly on grain and 
grain products, under the governing statutory provisions, in fairness 
to all concerned, and in the public interest generally. 


“Grain is a heavy-loading, fungible, bulk commodity and 
is peculiarly adapted to barge and carload transportation,” it 
commented. 

The Commission said that on lake-rail grain to official ter- 
ritory there were no joint rates, but that on ex-lake traffic 
from Chicago proportionals applied and had applied for many 
years to central territory the same as the ex-rail northwest 
proportionals and to trunk-line and New England territories 
the same as the uniform ex-rail proportionals. Thus, it added, 
to trunk-line and New England territories the lake-rail combi- 
nation via Chicago averaged about 29 cents or 3.5 cents lower 
than the local rates from Chicago. 

There were, likewise, no joint rates on barge-rail grain to 
official territory, it continued. The barge rates on grain to Chi- 
cago were from 7.5 to 9.25 cents lower than the interstate local 
rates from the Illinois origins and 15.5 and 6.5 cents lower than 
the rail local and proportional rates, respectively, from Kansas 
City, it added. It said that from 1933 to the present time the 
ex-barge proportionals had been on a parity with the ex-lake 
proportionals and certain of the ex-rail proportionals. 


Present Barge-Rail Rates 


The barge-rail combinations from Illinois were generally 
far below the local rates from Chicago and also were lower 
than the local rates from many intermediate origins in central 
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territory, constituting many fourth section departures, said the 
Commission, adding: 


For example, from Morris (Ill.), they are lower than the local rates 
on domestic grain to trunk-line and NeW England territories from all 
central territory origins west of a line running south from Amadore, 
Mich., through Oxford, Mich., just west of Hudson, Mich., thence east 
of the Ohio-lndiana state line south to a point just west of Cincinnati, 
Ohio. . . . The barge-rail rates are far below the all-rail rates from 
the same or other Illinois origins. This is an inequitable situation giv- 
ing rise to requests for reductions in the all-rail rates from the Illinois 
and central territory origins and it is difficult to see, with such extreme 
disparities, how such requests could properly be denied. . . . This is 
what is meant by the statement in the prior report that the present 
ex-barge proportionals from Chicago jeopardize the all-rail rate struc- 
ture. ‘this demonstrates the inconsistency of the position of protestant- 
petitioners, namely, that the ex-barge traffic be accorded the same rates 
but not subjected to the same rule as the ex-rail traffic. This fourth- 
section situation does not exist in connection with the barge-rail rates 
from Kansas City. ... 


The Commission pointed out that the barge-rail traffic re- 
quired transfer of lading and a full origin terminal service at 
the interchange port. lt said that transit was not available 
under the inbound barge rates; that barge-rail grain was mar- 
keted but not processed at Chicago; that, to be processed be- 
fore final destination, it must be transited at some point beyond 
Chicago, and that “it follows that respondents are called upon 
to perform more transit service, on the average, on the ex- 
barge than on the ex-rail traffic.” 


Effect of Proposed Schedules 


“Under the proposed schedules,” it continued, “the barge- 
rail combination on grain from Kansas City to the east, proc- 
essed into flour at Cleveland, would average 42.5 cents, com- 
posed of the 9.5-cent barge rate to Chicago, plus the average 
local rate beyond of 33 cents on grain products, while the barge- 
rail combination on flour milled at Kansas City would continue 
at an average of 35 cents, composed of the 1l-cent barge rate 
on grain products to Chicago, plus the 24.5-cent rate on the 
products beyond. This creates an unjustified disparity which 
will likewise be avoided by the proportional rates prescribed 
herein resulting in barge-rail combinations on this Cleveland 
= Kansas City traffic averaging 37 and 38.5 cents, respec- 
tively.” 

The principal questions presented on further hearing, said 
the Commission, were ‘‘whether the ex-barge traffic from Chi- 
cago is entitled to proportionals lower than the local rates, 
and if so, how much lower.” 

The railroads-respondents themselves now conceded,, it 
said, that the ex-barge traffic was entitled to something lower 
than the local rates. It added that the record as amplified on 
further hearing showed that the proposed schedules would 
lessen and probably destroy the barge-rail traffic to trunk-line 
and New England territories and also large to central territory 
in view of the lake local, joint rate, transit, and grain dealer 
price discount situations discussed in the report. 

“Whether they (the suspended schedules) would restore 
the traffic to the all-rail routes is problematical,” it observed. 
“They might have the effect of diverting the grain from these 
northern Illinois origins to barge movements to the south. In 
any event, under the proposed schedules, the barge rail traffic 
via Chicago would not have a fair opportunity to move in com- 
petition with the all-rail and lake-rail traffic. We conclude that 


the ex-barge traffic is entitled to proportionals lower than the 
local rates” 


Variance of Ex-Lake, Ex-Barge Rates 
In further discussion, the Commission said: 


Where, as here, ex-rail and ex-lake proportionals or specifics reflect 
average circumstances and conditions surreunding the all-rail and lake- 
rail transportation which differ from those affecting the barge-rail trans- 
portation, we conclude that ex-barge proportionals may properly vary 
from the ex-rail and ex-lake proportionals or specifics to the extent 
warranted by such differences. 


The Commission said that if the rates on the ex-barge 
traffic were adjusted “in view of its particular circumstances 
and under the provisions of the act designed with reference 
thereto,” the barge-rail traffic would have a fair opportunity to 
move in competition with the lake-rail and all-rail traffic, ‘thus 
preserving the inherent advantage of barge transportation to 
the adjacent farm community and all others concerned, without 
any adverse effect on the wartime stabilization program or the 
effective use of the waterway. It had previously noted that the 
net price to the Illinois farmer selling his grain for transporta- 
tion by barge to the Chicago market was determined by the 
Chicago price, less the barge rate and the applicable costs and 
margins peculiar to the barge traffic, and that where the de- 
ductions were less on the barge than on the rail traffic, the net 
price to the farmer was correspondingly greater, the difference 
diminishing as distance from the waterway increased, until 
finally it disappeared altogether. 






TRAFFIC WORL) 


The ex-barge traffic, the Commission continued, could not 
be averaged with the ex-rail transportation and accorded the 
same outbound proportionals if, as the act required, the jp. 
herent advantage of each form of transportation was to be pre. 
served, ‘for to do so would not only give full effect to the lower 
inbound cost but, in addition, would extend to the barge-rajj 
transportation most of the advantages of all-rail transporte. 
tion.” 

Determination of Proportionals 
In the concluding paragraphs of its discussion, the majority 
said: 

Protestant-petitioners ask that on the ex-barge traffic to trunk-line 
and New England territories we prescribe uniform proportionals re. 
gardless of origin. Under all the circumstances, such uniform ex-barge 
proportionals may be arrived at by averaging the balances to thoge 
territories under the w. t. 1. scale from the respective barge origins, 
namely, 28.5 cents ex-Illinois, 26 cents ex-Kansas City considered alone 
and 25 cents ex-Kansas City considering the prior rail hauls. We thy 
arrive at proportionals averaging 27 cents, and made uniformly 55 
cents under the local rates and 3 cents higher than the ex-rail and ex. 
lake proportionals or specifics. To trunk-line and New England terri. 
tories the resulting barge-rail combinations will average about 5 cents 
less than the corresponding all-rail rates. Grading such proportionals 
back through central territory so as to fit the barge-rail traffic via Chi- 
cago and at the same time avoid any new fourth section departures, we 
arrive at ex-barge proportionals to that territory averaging about 17 
cents and ranging from 1 to 5 cents, and averaging 2.4 cents, under the 
local rates. To that territory the resulting barge-rail combinations wil] 
average 6.5 cents less than the all-rail combination... . 

The ex-barge proportionals prescribed herein will result in barge 
rail combinations substantially lower in amount and in relation to the 
w. t. l. seale than the corresponding all-rail rates. The latter com- 
parison is based on the constructive distances . .. using one rail mile 
as the equivalent of four water miles which is the ratio of the present 
barge rates to the corresponding inbound (interstate) rail rates from 
Illinois origins. ... 

Peoria and St. Louis would, of course, be entitled, on reasonable 
request, to ex-barge proportionals properly aligned with those approved 
herein from Chicago, but the record does not contain sufficient detail 
for the prescription of such proportionals in this proceeding. 

The Price Administrator requests, regardless of the merits from a 
peacetime standpoint, that no increases whatever be permitted in the 
ex-barge grain rates from Chicago until after the present war emer- 
gency, but there is no basis for granting this request, either in fact or 
in law. 

Need for More Legislation 


Commissioner Miller, in his dissent, pointed out that the 
Commission, under section 303(b) of the act, did not have juris- 
diction over water carrier transport of commodities in bulk 
when the cargo space was not used for carriage of more than 
three bulk commodities, unless they were to receive a subse- 
quent rail haul. Therefore, he averred, a barge line bringing 
grain into Chicago might collect a published rate of 8 cents on 
grain that was to receive a subsequent rail haul and 6 cents on 
grain transported for local sale at Chicago, thus according the 
shipper an average rate of 7 cents on all his grain traffic. On 
the other hand, he said, a railroad must publish and maintain 
its tariff rates on all the grain it handled, so that if the rail 
rate was 10 cents, it was “obvious that as long as the barge line 
is free to cut its average rate to the shipper to 7 cents, or any 
other figure it may elect, its opportunity of obtaining the 
greater share of the traffic is enhanced.” He suggested that 
“the cure for this condition” was additional legislation giving 
the Commission jurisdiction over the rates bulk commodities 
moved on the waterways. He added that the report showed 
that on an average the railroads were put to greater expense 
in connection with interchange of ex-barge grain at Chicago 
than in connection with traffic delivered by rail to Chicago, and 
contended that any extra expense connected with the inter- 
change of the ex-water traffic should be borne by the barge lines, 
but that the record afforded no basis for determination of the 
amount of this extra expense. Therefore, he said, there was 
not enough evidence to ‘do justice” between the barge lines 
and railroads in prescription of proportional rates on ex-bargé 
grain. 

Other Dissenting Views 


Commissioner Alldredge, in his dissenting expression, said 
the report contained a “fundamental error,” because, if any 
railroads were actually suffering from the competition of barges 
and boats on the Illinois Waterway, those were the western an 
not the eastern roads. ‘ 

“If there is no justification for the increases in rates which 
the majority here extends to the eastern rail lines—and 1 
do not think there is in the circumstances of this case— thet 
those increases are unjust and unreasonable under section 1 
of the act,” he said. 

He objected, also, to the charging of higher rates east 
of Chicago on the ex-river traffic than would be charged on 
on ex-rail traffic coming from the same area and on ex-lake 
traffic moving into Chicago under similar conditions. _ 

Commissioner Patterson said that “under the findings of 
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the majority the respondents must continue the maintenance 
of rates which result in fourth-section departures, under relief 
which they have not sought and do not want, or, in the alter- 
native, reduce the local rates from a large number of inter- 
mediate points, which rates are not here in issue and whose 
reasonableness is not here in question.” He said that, as a 
matter of practical fact, the majority report prevented the rail- 
roads, against their will, from eliminating fourth-section de- 
partures, ‘in contravention of the law.” 








Hoover Motor Class Rate Stops 


The Commission, division 2, in a report in I. and S. M-2388, 
Rate Restrictions—Hoover Motor Express Co., Inc., has found 
unjust and unreasonable a proposal of motor common carriers 
parties to an agency tariff of Central & Southern Motor Freight 
Tariff Association, Inc., to restrict their class and commodity 
rates on interterritorial shipments between points in central 
territory and points in southern territory so as to make fifth 
class the minimum rating in connection with shipments over 
the lines of the Hoover Motor Express Co., Inc. It ordered the 
cancellation, on or before April 15, of the considered schedules, 
filed to become effective March 30, 1944, and suspended, on 
protest of the Price Administrator and others, until October 30, 
1944, when they became effective. 

The Commission said that Hoover Motor Express originally 
had proposed class rate “stops” of third and fourth class on 
multiple-line hauls, but that it abandoned that part of its pro- 
posal at the hearing and proposed, in lieu thereof, a stop of 
fifth class, the same as it proposed for local application over 
its lines. The Commission stated that Hoover Motor Express 
owned and operated about 285 pieces of equipment, that it 
operated principally in southern territory but had route seg- 
ments extending into central territory, and that it was desirous 
of being relieved of the movement of low-rated commodities, 
which it regarded as unprofitable traffic. 

“As the services of other motor carriers are available be- 
tween all points on its routes, Hoover believes that establish- 
ment of the proposed rate stop would tend to divert the lower- 
rated traffic to competing carriers,” the Commission said. ‘The 
mere fact that . . . lower rates would remain available over 
other routes does not, however, establish that the proposed 
higher rates over routes in connection with Hoover would be 
reasonable. 

“The primary issue is whether fifth-class rates are reason- 
able for application on commodities rated lower than fifth class. 
There is no evidence of the volume or the character of the 
traffic transported over Hoover’s routes at rates lower than 
fifth class, in relation to the total traffic transported. Conse- 
quently, we are unable to determine what effect, if any, the 
proposed increased rates would have on the respondent’s rev- 
enues... . The establishment of fifth class as a minimum basis 
would have the effect of according a common classification to 
all articles now rated lower than fifth class, without regard to 
their transportation characteristics... . The evidence of-record 
does not justify the increased rates originally proposed, and it 
has not been shown that the substitute proposal of fifth class 
as a minimum basis would result in just and reasonable rates.” 





Regular-Irregular Routes 


_, With Commissioner Mahaffie dissenting, the Commission, 
division 4, by a report and order in MC F-2600, C. W. Falwell, 
Jr—Control; Falwell Fast Freight, Inc.—Purchase—W. B. 
Draper, and Evans Line, Inc., has approved and authorized 
purchase by Falwell Fast Freight, Inc., of Lynchburg, Va., of 
certain operating rights of W. B. Draper, dba Draper Motor 
Service, Roanoke, Va., and operating rights of Evans Line, 
Inc., also of Roanoke, and acquisition of control of those operat- 
ing rights by C. W. Falwell, Jr., through the purchase, The 
petition of Falwell for extension of the present lease authority 
covering the rights proposed to be purchased was denied. 

Falwell, operating a regular route between New York and 
Lynchburg, asked authority to purchase the Draper rights, over 
regular routes, between Roanoke and Lynchburg, Va., and 
the rights of the Evans Line over regular routes between 
Roanoke and Charleston, W. Va. 

Among the objections raised by the protestants, said the 
Teport, was the contention that the transaction would not be 
Consistent with the public interest “when the facts of record 
show that the result would necessarily mean conversion of the 
iregular-route operations of Draper into regular-route opera- 
tions. . . .” This objection concerned the nature of irregular- 
route authority, when granted between two specified points. 
serving no intermediate points, the report said. It observed 
that, under temporary authority granted Falwell, it had ren- 
dered no scheduled service between Roanoke and Lynchburg 
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and that no definite delivery time was promised shippers on 
traffic moving via those points between New York City and 
Charleston, and continued: 


However, it appears that operations would be conducted as fre- 
quently as required by traffic available. Under its present authority 
and that of Evans, vendee would have the right to interchange traffic 
with Draper at both Lynchburg and Roanoke, for movement between 
those two points under the latter’s irregular-route authority. This is 
true on the basis of the operating rights, as granted. Any interstate 
shipments handled by Draper between those points must necessarily 
have originated at or been destined to points outside the state, requir- 
ing interchange at one of the two points named, and it must be pre- 
sumed that the rights were confirmed under the ‘‘grandfather’’ clause 
on that basis. The service which vendee would render would merely 
eliminate the interchange, and, doubtless, it would find it necessary to 
operate more frequently between the points in handling its through 
traffic than was found necessary by Draper. 


After quoting Old Colony Motor Lines, Inc.—Purchase— 
D & W Lines, Inc., 39 M. C. C. 143, which, it said, involved a 
transaction based on facts somewhat similar to those in the in- 
stant proceeding, the division said that “in our consideration 
of applications under section 5, we must act upon the operating 
rights as we find them. The through operation proposed by 
vendee here is clearly permissible under the combined rights. 
. . . Whether its use of U. S. highway 460 in conducting such 
operations would become so frequent as to amount to a regu- 
lar-route operation in conjunction with its connecting regular 
routes we may not properly determine herein. To the extent 
operations between New York City and Roanoke, Bluefield, 
Welch, Charleston and Point Pleasant, under the unified rights, 
would be maintained within the scope of the irregular-route 
rights between Lynchburg and Roanoke, we are of the opinion 
the transactions proposed would be consistent with the public 
interest. Our findings are not to be construed as authorizing 
regular route operations by vendee between Lynchburg and 
Roanoke.” 

Commissioner Mahaffie said that the Old Colony case was 
not controlling, observing that maintenance of the operations 
within the scope of the authorized irregular-route rights in that 
case was feasible as there were three highways that could be 
used between the respective areas. In the instant case, he said, 
it was apparent that it would be impracticable for Falwell to 
conduct irregular-route operations between Lynchburg and 
Roanoke in interstate commerce in conjunction with its con- 
necting regular-route operations. It was clear from vendee’s 
own evidence that it had no intention of conducting such an 
operation, he said. He continued: 


Draper’s rights were confirmed under the ‘‘grandfather’’ clause, 
authorizing irregular-route service between Roanoke as a base and 
numerous points, one of which was Lynchburg. The service which he 
conducted in interstate commerce was doubtless a non-scheduled call-on- 
demand service to and from Roanoke, with an occasional interstate ship- 
ment interchanged with other carriers moving to or from Lynchburg, 
among the other specified points. Those irregular-route operations would 
bear no resemblance to the kind of through service which vendee pro- 
poses to render under these rights. The majority’s assumption that 
vendee will conduct an irregular-route service is contradicted by the 
evidence. The present record will not support issuance of a certificate 
to vendee authorizing the proposed regular-route operations of vendee 
between Roanoke and Lynchburg. The application should be denied. 


Motor Exemption Question 


Certain operations in interstate or foreign commerce of 
the Monon Transportation Corporation, Chicago, Ill., a motor- 
carrier subsidiary of the Monon railroad, have been found to 
be within the exemption from obtaining a certificate provided 
in the second proviso of section 206 (a) of the interstate com- 
merce act, by a report and order of the Commission, division 
5, in MC 28800, Monon Transportation Corporation Common 
Carrier Registration Application, embracing also MC 1649, Sub. 
2, Railway Express Motor Transport, Inc., Common Carrier 
Application, and Same, Sub. 24, Extension—LaFayette and 
Medaryville, Ind. Commissioner Patterson dissented in part. 

In MC 1649, Sub. 2, the division denied the application of 
Railway Express Motor Transport, Inc., of Indianapolis, Ind., 
for a certificate to transport general commodities between 
LaFayette and Medaryville over the same regular route set 
forth in Indiana intrastate certificate 449-A-1 of Monon Trans- 
portation Corporation, and, in Sub. 24, granted a certificate for 
transportation of express matter, moving in express service, 
between those points and over the same route. The certificate 
was granted with conditions, including one that the applicant’s 
service was to be limited to service that was auxiliary to, or 
supplemental of, express service. Continuing, the division said: 


The route between LaFayette and Medaryville has been operated 
by Railway Express Motor Transport, Inc., under a lease of the intra- 
state operating rights of Monon Transportation Corporation as included 
in state certificate No. 449-A-1. Since the latter seeks to register such 
certificate in its own name and Rallway Express Motor Transport, Inc., 
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seeks authority to operate over the same route in both of its applica- 
tions, all three applications were assigned for hearing at the same time 
and were heard on a consolidated record, in order to ascertain which 
carrier should be authorized to operate over the route between La- 
Fayette and Medaryville. At the hearing, Monon Transportation Corpo- 
ration withdrew its request to register the certificate covering the route 
between LaFayette and Medaryville, and supported the applications of 
Railway Express Motor Transport, Inc. Thus insofar as No. MC 28800 
is concerned consideration need be given only to the intrastate certifi- 
cate No, 449 A-2 covering the route between French Lick and Mitchell. 


The question to be considered, said the division, was whether 
the state certificate covering the route between French Lick 
and Mitchell was one that came within the provisions of the 
second proviso of section 206 (a) of the act, so that the ap- 
plicant might perform in interstate commerce operations simi- 
lar to those authorized by such certificate to be performed in 
intrastate commerce. 


Saying that the applicant had met two of the requirements 
for obtaining the exemption, the division continued: 


The sole remaining question is whether applicant is ‘‘engaged in 
operation solely within any state.’’ In determining this issue, in situa- 
tions somewhat analogous to those here presented, we have deemed it 
necessary to disregard the corporate forms and to view the substance 
of the situation in order that the regulatory purpose of the act will not 
be defeated. Compare Missouri Pac. R. Co. Common Carrier Applica- 
tion, 22 M. C. C. 321, and Clark-Callahan, Inc., Common Carrier Appli- 
cation, 41 M. C. C. 693. Applicant here is a subsidiary of the Monon 
which operates as a common carrier by rail between points in more than 
one state. Disregarding corporate entities it thus appears that the 
‘“‘operation’’ here involved is not confined to a single state, unless the 
statute in its reference to an ‘‘operation solely within any state’’ refers 
only to the operations of a carrier by motor vehicle. 


The division said that when the word ‘operations’ as used 
in the second proviso, was construed in the light of its use in 
the general prohibition and the first proviso of section 206 (a), 
it hee apparent that it referred only to “operations by motor 
vehicle.” : 


“Thus,” concluded the division, “in so far as the second pro- 
viso fo section 206 (a) is concerned, applicant’s relation with 
Monon does not affect the former’s status as a motor common 
carrier operating solely within Indiana; its operation, therefore, 


WAX the partial exemption of the second proviso of section 
a.” 


C. & N. W. Motor Operations 


The Commission, division 5, on reconsideration in MC 
42614, Chicago & North Western Railway Co., Common Car- 
rier Application, has reversed the finding in the prior report, 
31 M. C. C. 299, that the applicant was not operating as a motor 
common carrier, in conformity with the Supreme Court’s opin- 
ion in Thomson vs. United States, 321 U. S. 19, and has granted 
the applicant a certificate for certain motor-vehicle operations. 

The division recited that pursuant to a decree of the federal 
district court, northern Illinois district, eastern division, under 
mandate from the Supreme Court in the Thomson case, decided 
January 17, 1944, the Commission, on September 18, 1944, va- 
cated its order of November 26, 1941, that had denied the appli- 
cation in the instant proceeding, and reopened the proceeding 
for reconsideration. It said that in the Thomson case the Su- 
preme Court had held erroneous the conclusion in the prior 
report in the instant proceeding that the motor-carrier opera- 
tions involved were not those of the applicant. and that it was, 
— not entitled to a certificate under the “grandfather” 
clause. 


With respect to the Commission’s decision that the opera- 
tions were not those of the applicant, the division said: 





The application was filed by Charles P. Megan, trustee of the 
property of Chicago and North Western Railway Co. That company, a 
consolidated corporation under the laws of Illinois, Wisconsin, and 
Michigan, was in charge of its own affairs on June 1, 1935. On June 28, 
1935, it filed a petition in the District Court of the United States for 
the Northern District of Ilinois seeking permission to effect a re- 
organization under section 77 of the bankruptcy act. Megan, who filed 
this application, was appointed trustee. He was succeeded on July 20, 
1939, by Charles M. Thomson, who in turn was succeeded, on January 
28, 1944, by Claude A. Roth. The reorganization was thereafter com- 
pleted, and on June 1, 1944, the property was transferred to the re- 
organized Chicago and North Western Railway Co., a Wisconsin cor- 
poration. In the circumstances, the application will be considered as 
amended to substitute the reorganized company as applicant in lieu 
of the trustee. . . 


On reconsideration, the division found that the applicant 
had been in bona fide operation as a motor-vehicle common car- 
rier of general commodities on various “grandfather” routes be- 
tween specified points on its railway lines in Illinois. Wisconsin, 
Michigan, Iowa, Nebraska, and South Dakota, and granted a 
certificate with conditions, including one that the service by 
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motor vehicle was to be limited to that which was auxiliary ty 
or supplemental of, the applicant’s rail service. 


Philadelphia Forwarding Purchase 


The Commission, division 4, has dismissed the applicatio, 
of Leaman Transportation Co., Inc., of Downingtown, Pa., fo 
authority to purchase operating rights and property of Willan 
M. Whitney, doing business as Philadelphia Freight Forwarding 
Co., Philadelphia, Pa., and of B. F. Leaman & Sons, Inc., aly 
of Downingtown, to acquire control of such rights and property, 
in MC F-2475, B. F. Leaman & Sons, Inc.—Control; Leamay 
Transportation Co., Inc.—Purchase—Willard M. Whitney. Con. 
missioner Porter noted a dissent. 

Under an agreement of October 1, 1943, said the division, 
Leaman Transportation Co., Inc., sought to purchase certaiy 
interstate rights of Philadelphia Forwarding, its intrastate right; 
under Pennsylvania permit A-49250, and certain equipment, for 
$35,000. The interstate rights, continued the division, include 
contract carriage of specified commodities between points jp 
Delaware, New York, Pennsylvania, New Jersey, Ohio, Wes 
Virginia, Rhode Island, Maryland, Virginia, Connecticut, and 
Massachusetts. 

The division said the evidence showed that the operations 
proposed to be purchased would, in the event of consummation, 
come under the control of C. S. Leaman, who controlled Les. 
man & Sons, which, in turn, through stock ownership, controlled 
Leaman Transportation Co., Inc., and that while a supplemental 
application had been filed by Leaman & Sons for authority ti 
acquire control of the considered operating rights and property 
through purchase by Leaman Transportation Co., Inc., no such 


application had been filed by C. S. Leaman. Continuing, the 
division said: 


Our supplemental order of September 17, 1943, concerning applica. 
tions under section 5, among other things, provides that if the acquir- 
ing party applicant for authority thereunder is controlled directly or 
indirectly, within the meaning of section 1(3)(b) of the act, by any 
person or persons, each such person shall also execute and become a 
party to the application and furnish the information required by Ex- 
hibit A of Form BMC-44. That order was entered after the decision in 
Refiners Transport & Term. Corp.—Purchase—Marshall, 39 M. C. ¢ 
271, wherein the Commission found that the application might not law- 
fully be approved in the absence of an appropriate application by the 
real party in interest. 


The division concluded that it could not lawfully approve 
the instant application in the absence of an appropriate applica 
tion by the real party in interest, C. S. Leaman. 





Western Pacific Reorganization 


In a report in Finance No. 10913, Western Pacific Railroad 
Co. Reorganization, the Commission, division 4, has approved 
maximum limits of final allowances of compensation for serv- 
ices rendered and to be rendered and expenses incurred and to 
be incurred generally between November 1, 1939, and December 
31, 1944, by parties in interest in connection with the railroad 
reorganization proceedings and reorganization plan. 

The report showed amounts claimed totaling approximately 
$513,220, of which the Commission approved a total of .$342,- 
102.59, the largest single item approved being the amount of 
$87,635.46 for the firm of Cravath, Swaine & Moore, of counsel 
for the institutional bondholders’ committee, as against a claim 
by that firm for $118.635.46. The Commission approved only 
$5,250 of a claim of $30,922.54 submitted by Pierce & Greer 
and Frank C. Nicodemus, Jr., as counsel for the debtor road, 
and as to this action by the majority of division 4 Commissioner 
Miller dissented, saying that it could not be disputed that these 
claimants actively particpated throughout the proceedings and 
were recognized as counsel for the debtor by the circuit court 
of appeals and by the Supreme Court of the United States, and 
that he would have increased the maximum fixed by the ma- 
jority as compensation for the debtor’s counsel to $10,000 and 
also would have approved an allowance for their actual and rea- 
sonahle expenses. 

Other maximum limits fixed by the Commission and the 
amounts claimed were: 


Institutional bondholders’ committee (Frederick H. Ecker et 4l.), 
$26.478.90 claimed and allowed; Morrison, Hohfield, Foerster, Shuman 
& Clark, counsel for the ‘‘institutional group,’’ $7,625.53 claimed and 
allowed; A. C. James Co., $10,399.57 claimed and allowed; Witman. 
Ransom, Coulson & Goetz. counsel for A. C. James Co., $84,151.16 
claimed, maximum of $59.151.16 approved; Garret McEnerny II. counsél 
for A. C. James Co., $25,086.16 claimed, maximum of $10,086.16 ah 
proved; first mortgage trustees: Crocker First National Bank of San 
Francisco, corporate trustee, and Samuel Armstrong, individual trustee, 
joint claims of $27,140.04 and $12,391.90, maximum approved, $23,681.%: 
Chickering & Gregory, counsel for first mortgage trustee, $27,964.19 
claimed, maximum of $10,464.19 approved; Milbank, Tweed & Hope, 
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counsel for first mortgage trustees, $45,859.05 claimed, maximum of 
$30,859.05 approved; Irving Trust Co., trustee, general and refunding 
mortgage, $8,614.22 claimed and approved; Davies, Auerbach, Cornell 
& Hardy, counsel for Irving Trust Co., $36,372.33 claimed, maximum 
of $20,447.33 approved; Pillsbury, Madison & Sutro, counsel for Irving 
Trust Co., $8,111.86 claimed, maximum of $5,611.86 approved; Western 
Pacific Railroad Corporation, Sloos & Turner, counsel, $30,425.02 
claimed, maximum of $20,725.02 approved; Reconstruction Finance Cor- 
poration, $6,237.02 claimed and approved; Brobeck, Phleger & Harrison, 
counsel for R. F. C., $1,593.32 claimed and approved; Berle & Berle, 
counsel for R. F. C., $216.01 claimed and approved; Railroad Credit 
Corporation, $1,585.08 claimed and approved; Arthur B. Dunne, counsel 
for R. C. C., $1,950 claimed and approved. 


The Commission said Pierce & Greer and Frank C. Nico- 
demus, Jr., asked an allowance at the rate of $20 an hour for 
services rendered as counsel for the debtor. It said that counsel 
should be compensated out of the debtor’s estate only for serv- 
ices actually rendered that were of benefit to the estate and 
contributed to the reorganization and did not involve unneces- 
sary duplications. It said it did not agree with the statement 
of these petitioners that there were no unnecessary duplica- 
tions of services between them and counsel for Western Pacific 
Railroad Corporation, sole stockholders of the debtor, and that 
the only services rendered by the petitioners that could be con- 
strued as a “benefit to the estate” were limited to approxi- 
mately 350 hours. 


MOORE’S TOWING CO. APPLICATION 


By a report and permit in W-914, Moore’s Towing Co. con- 
tract Carrier Application, the Commission, division 4, has 
granted a permit, with conditions, effective May 17, to Herschel 
Moore and Omer Nolan Forcum, doing business as Moore’s 
Towing Co., Evansville, Ind., for towage of loaded and light 
barges used in the transportation of logs between Shawnee- 
town, Ill., and Evansville, Ind., on the Ohio river. 

Saying that the applicants owned and operated a stern- 
wheel Diesel type towboat of 180 indicated horsepower, the 
division recited that their principal occupation was the towage 
of tank barges loaded with petroleum products, in bulk, from 
Mt. Vernon, Ind., to Owensboro and Bowling Green, Ky., under 


oral contract with the Kentucky Oil Marketers, Inc. Continuing, 
the division said: 


That part of the application seeking authority to perform this 
operation will be dismissed as the transportation of petroleum products, 
in bulk, in tank vessels, is exempt from the provisions of part III of 
the act under section 303 (b) or (d) thereof. 


Pointing out that logs were not bulk commodities and were 
not shipped in bulk within the meaning of section 303(b) of 
the act, and citing Mulqueen Contract Carrier Application, 250 
I. C. C. 436, the division also said: 


Applicant’s proposed operation is, therefore, subject to regulation 
under part III. As the service will be performed under individual 
agreement with, and is designed to meet the particular demands of, 
the lumber company we are of the opinion that the proposed operation 
will be that of a contract carrier. The record shows that applicants 
are fit, willing, and able to perform the service. 


ELECTRIC RAILWAY EMPLOYER STATUS 

The Commission, division 3, in Electric Railway Docket 
No. 17, International Railway Co., has found International’s 
North Tonawanda-Lockport-Olcott freight division, since October 
31, 1937, and its Buffalo-Lockport-Olcott division, between Au- 
gust 28, 1935, and October 31, 1937, not subject to the exemp- 
tion provision for street, interurban, or suburban electric rail- 
ways under sections 1 (a) of the railroad retirement act of 1937. 
the railroad unemployment act, and the carriers taxing act of 
1937. It was clear, said the division, that International had 
acted as an agent for the Erie railroad with respect to its 
interstate freight operations, and as such, had been more than 
a street, interurban, or suburban electric railway. Interna- 
tional, the division continued, had been and was still operating 
as a part of a, or the, general steam-railroad system of trans- 
portation. 





M.-K.-T. CERTIFICATES 


_ The Commission, division 4, by a report and order in 
Finance No. 14847, Missouri-Kansas-Texas Railroad Co. Equip- 
ment Trust Certificates, has granted the applicant authority 
to assume obligation and liability in respect of not exceeding 
$952,000 of Missouri-Kansas-Texas equipment trust certificates, 
Series 1945, to be issued by the Chemical Bank & Trust Co., 
as trustee, and sold at 99.65 and accrued dividends in connection 
with the procurement of 300 automobile boxcars. 


UNCONTESTED FINANCE CASES 
Report and certificate in F. D. 14818, Pennsylvania Railroad Co. 
Abandonment, permitting abandonment by the Pennsylvania Railroad 
Co. of a branch line of railroad in Clearfield County, Pa. Approved. 
Report and order in F. D. 14846, Florida East Coast Railway Co. 
s Notes, granting authority to issue not exceeding $1,969,488 
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of promissory notes in further evidence, but not in payment of, the 
unpaid portion of the purchase price of certain equipment to be 
acquired under a conditional-sale agreement. Approved. 


Commission Reports 


An asterisk before the docket number means that the report 
will wot be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be o& 
Jained by prompt application to the Commission.) 


Rice 


No. 29092, Texas Rice Mills Traffic Bureau vs. Sante Fe, 
et al. By the Commission, division 3, Commissioner Patterson 
concurring in the results. Rates on rice, in carloads, from points 
in Texas to New Orleans and Baton Rouge, La., found not un- 
duly prejudicial or otherwise unlawful. Complaint dismissed. 
The division said the complainants’ disadvantage resulting from 
the assailed rates on rough rice lay principally in the marketing 
of clean rice in the southeast for which through charges on 
Texas rice milled at the Texas mills were somewhat greater 
than through charges on like rice milled at New Orleans and 
Baton Rouge. The division also said that because of the in- 
dicated difference between the circumstances affecting the 
transportation of rough rice and clean rice from the Texas 
origins to New Orleans and Baton Rouge, any disadvantage to 
which the complainants might be subjected was not undue and 
therefore was not a disadvantage that the division might re- 
quire the defendants to remove although this might be done 
voluntarily by the establishment of reduced rates on clean rice 
to New Orleans and Baton Rouge if no undue prejudice re- 
sulted in any respect. 


Evaporated Milk 


No. 29105; Carnation Co., vs. Clinchfield, et al. By the 
Commission, division 2. Rates charged on evaporated milk, in 
carloads, from Maysville, Ky., to Richmond, Hazard, Lothair, 
Middlesboro, Whitesburg, Harlan, and Lynch, Ky., over inter- 
state routes, found inapplicable. Combination rates of 41 cents 
to Richmond, 48 cents to Harlan, 51 cents to Hazard, Lothair, 
and Lynch, 54 cents to Middlesboro, and 56 cents to Whites- 
burg, applicable. Shipments misrouted by C. & O. If required 
to pay charges based on the applicable rates complainant would 
be damaged by reason of the misrouting in an amount equal 
to the difference between the applicable charges and the charges 
that would have accrued at the rates and switching charge that 
would have applied had the shipments been transported over 
the single-line route of the L. & N. Defendants authorized to 
waive ~ ‘irae of outstanding undercharges down to the basis 
described. 


Furniture Parts 


No. 29109, Horn Manufacturing Co. vs. Illinois Central Rail- 
road Co., et al. By the Commission, Commissioner Alldredge. 
Rate of $1.80, carload minimum 23,000 pounds, charged on a 
carload of furniture parts shipped on July 8, 1940, from Fort 
Dodge, Ia., to Ely, Nev., found inapplicable, and reparation of 
$110.95, with interest at 6 per cent awarded. Applicable rate 
was $2.09, carload minimum 14,500 pounds. Shipment was over- 
charged. 


Commission Motor Reports 


(An asterisk defore the docket aumber meane that the report 
will not be printed wm full in the permanent series of motor carrier 
ceports of the Commission. Mimeographed copies of such reports in 
rull may be obtained by prompt application to the Commission.) 


*MC 11266, Sub. 1, Harry S. Anderson, Washington, Pa., 
extension. Certificate granted. General commodities, with ex- 
ceptions, from Washington to specified Pennsylvania points, and 
those on described regular routes authorized in MC 11266, with 
return of rejected or damaged shipments of the same commodi- 
ties to point of origin, over irregular routes. 

*MC 60160, Sub. 1, Herbert C. Gough and Herbert C. 
Gough, Jr., Baltimore, Md., extension. Permit granted. Malt 
beverages from Baltimore to Alexandria, Va., and empty con- 
tainers on return movements, over irregular routes. 

*MC 30938, Sub. 3, Eastern Transportation Co., Boston, 
Mass., extension. On reconsideration, findings in prior reports 
and orders, decided September 8, and October 5, 1944, amended 
so as to authorize applicant to operate as a common carrier 
by motor vehicle of new furniture from and to specified points 
and territories in Mass., Me., N. H., Vt., R. I., Conn., N. Y., 
and N. J., over irregular routes, subject to condition that appli- 
cant request revocation of certain duplicated portions of its 
certificates. 

*MC 36960, Sub. 7, Black Motor Lines, Inc., El Dorado, 
Ark., extension. Certificate denied. General commodities, with 
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exceptions, between Memphis, Tenn., and Monroe, La., over 
specified routes. 

*MC 30605, Sub. 46, Santa Fe Trail Transportation Co., 
Wichita, Kan., extension. Certificate granted. General com- 
modities, with exceptions, between Bonner Springs, Kan., and 
the junction of Kansas highway 7 and U. S. highway 40, over 
Kansas highway 7, for operating convenience only in connec- 
tion with operations otherwise authorized, serving no inter- 
mediate points. 

*MC 14295, Sub. 3, D. G. & U. Truck Lines, Inc., Green- 
ville, O., extension. Certificate denied. General commodities, 
with exceptions, between Muncie, Ind., and Anderson, Ind., over 
a regular route. 

*MC 3866, Sub. 3, Fred R. Griffey, Laurel, Mont., extension. 
Certificate denied. Petroleum products, in bulk, from and to 
certain points in Wyo., Mont., Ida., Utah, and N. D. 

*MC 93942, Sub. 1, William Nober, Lake Huntington, N. Y., 
extension. Certificate granted on reconsideration, Commissioner 
Patterson dissenting. Findings in prior report, decided Au- 
gust 9, 1944, affirmed. Passengers and their baggage in special 
operation in non-scheduled door-to-door service, limited to the 
transportation of not more than six passengers in any one 
vehicle, but not including the driver thereof and not including 
children under 10 years of age who do not occupy a seat or 
seats, in the period from May 15 to September 30, of each 
year, between New York, N. Y., on the one hand, and, on the 
other, points in Cochecton township, Sullivan county, N. Y., 
over irregular routes, through New Jersey. 


COMMISSION ORDERS 

No. 29247, Clyde W. Wood, Inc., vs. Sou. Pac. Motion of defendants 
to dismiss complaint without formal hearing, overruled. 

Finance 14693, Hoboken Rail Road, Ware House and Steamship 
Connecting Co. operation. Petition of Hoboken Manufacturers Railroad 
Co. and Seatrain Lines, Inc., interveners, for reconsideration and oral 
argument, denied. 

1. & S. M-2447, Canned goods P. H. Prod. Ill. points to Esterville, 
Ia. Under special permission suspended schedules were cancelled effec- 
tive February 21, and proceeding discontinued. 

W-157, American Range Lines, Inc., contract carrier application. 
Time within which petitions for reconsideration may be filed is extended 
to April 1 and effective date of permit and order of December 5, 1944, 
postponed to June 1. 

No. 29052, Henry L. Stimson as Secretary of War vs. A. C. & Y. 
et al. Order of January 18, modified to become effective June 4, on 
not less than 30 days’ notice, instead of May 4. 

MC-C 411, Freight Transportation Engineers, Inc., vs. Great Central 
Transport Corp. et al. Petition of Freight Transportation Engineers, 
Inec., complainant, for issuance of subpoenas duces tecum directed to 
Great Central Transport Corp. and Lecrone-Benedict Ways, Inc., de- 
fendants, denied. 


MC 88857, Sub. 21, Owen Milton Collett, extension, Utah. Reopened 
for further hearing on April 3, at 9:30 o’clock a. m., at State Commis- 
sion, Boise, Ida., before Joint Board 207. 


Railroad Abandonments 


Northern Pacific 


Recommendation that the Commission, division 4, approve 
the abandonment by the Northern Pacific of approximately 25.8 
miles of line between New Salem and Kurtz, Morton county, 
N. D., and the construction of a new 16.5-mile line between the 
same points, has been made by Examiner J. S. Prichard, in a 
proposed report in Finance No. 14749, Northern Pacific Rail- 
way Co., Abandonment, Etc. 

The line that the railroad desired to abandon, said the 
examiner, was a portion of its transcontinental main line ex- 
tending from the Great Lakes to the Pacific coast that was 
originally constructed to follow the course of certain streams 
flowing through the valleys-in that area in a direction counter 
to the general course of the railroad. He said the segment was 
described as “extremely circuitous,” and that the proposed new 
line through rolling country would serve merely as a main-line 
cut-off following a comparatively straight course that would 
be 9.3 miles shorter than the old line and provide an estimated 
saving of from 15 to 30 minutes in train operations. He said 
the applicant also estimated that the reduction in capital in- 
vestment resulting from retirement of the old line would be 
$820,969, of which 85% per cent, or $701,928, would be saved 
in income taxes, and that annual savings in operating and main- 
tenance costs would be $116,211 and $16,740, respectively. In 
addition, he said, the applicant would receive $213,100, repre- 
senting the estimated net salvage value of the old line. 

Saying that the Northern Pacific had shown beyond doubt 
that the proposed construction was necessary from the stand- 
point of more efficient and economical operation and that the 
protestants were inclined to accept such showing without oppo- 
sition, the examiner continued, as follows: 

The issue is thus narrowed to matters pertaining to the proposed 
abandonment and since the protestants are interested only in continued 
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service to Almont, it is further narrowed to the question whether th, 
rail-transportation needs of that community and the surrounding tery. 
tory are sufficient to warrant the retention of that portion of the oy 
line extending southwesterly from New Salen to Almont, approximately 
12 miles. A summarization of the traffic figures, previously shown, indj. 
cates that during the years 1942, 1943, and the first 11 months of 194 
the number of carloads of all freight traffic handled on that portion of 
the segment, to and from Sims and Almont, was 819; or an average of 
about 273 carloads a year, of which 188 carloads, or about 69 per cent 
was grain shipped from Almont, mostly from government reserves, 4jj 
the government grain has been taken out and the record does not show 
that any more will be accumulated at that point. The volume 
traffic other than grain averaged about 85 carloads a year. With the 
removal of the grain elevators to North Almont, it is obvious that the 
remaining traffic would be insufficient to warrant continued raj. 
transportation service to Almont. The conclusion is that continye 
maintenance and operation of the old line, either as a whole or jp 
part, would impose an undue and unnecessary burden upon the appli. 
cant and upon interstate commerce. 


Cost of construction, continued the examiner, was estj- 
mated by the Northern Pacific to be $2,735,200, including 
$50,000 for contingencies, all of which would be financed from 
current funds. He added that the railroad proposed commenc. 
ing construction on April 1, completing the project on July 1, 
1946. 


Seaboard 


By a report and certificate in Finance No. 14439, Seaboard 
Air Line Railway Co., Receivers et al., Abandonment, the Com. 
mission, division 4, has granted, effective 40 days from its date, 
a certificate permitting abandonment, by the Seaboard and 
Legh R. Powell, Jr., and Henry W. Anderson, receivers of its 
properties, of a 2.09-mile branch line in Citrus county, Fla, 
extending from Inverness Junction to Inverness. The certificate 
was issued on the same conditions, with respect to the protec. 
tion of employes, as those set forth in Finance No. 14426, Chi- 
cago, Burlington & Quincy R. Co. Abandonment, 257 I. C, C. 
700, decided November 1, 1944. Among the Commission’s finé- 
ings were the following: 


The operation performed on the line is in the nature of a switching 
movement but the trackage in question is reported to this Commission 
as main-line mileage and not as switching tracks. 

For the reasons stated in the preceding findings, the track from 
Inverness Junction to Inverness constitutes a line of railroad, or a 
portion of a line of railroad, within the meaning of section 1 (18-20) of 
the interstate commerce act and not a spur or industrial track within 
the meaning of section 1(22) thereof. 

No substantial loss or inconvenience will be suffered by the public 
should the line involved be abandoned because ample common carrier 
transportation facilities will remain available to meet the needs of 
the various shippers in the community. 


MOTOR FINANCE CASES 

MC F-2754, Mont S. Echols et al.—Control; Mercury Motors, Inc.— 
Purchase—C. Herbert Taylor. Application for authority under section 
210a(b) of Mercury Motors, Inc., of Fort Smith, Ark., for temporary 
operation of a portion of the motor-carrier rights of C. Herbert Taylor, 
dba Taylor Motor Freight, of Memphis, Tenn., granted March 2, with 
conditions. 

MC F-2735 and MC F-2745, respectively, entitled David C. Hall— 
Purchase—Loyd Bond; and Melvin McNeal Grantham—Purchase—Loyd 
Bond. Applications for authority under section 210a(b) of (1) David C. 
Hall, doing business as D. C. Hall Motor Transportation, of Fort Worth, 
Texas, and (2) Melvin McNeal Grantham, doing business as Grantham 
Motor Lines, of Clarksdale, Miss., for temporary operation of respective 
portions of the motor-carrier rights of Loyd Bond, doing business as 
Bond Motor Lines, of Jackson, Miss., granted with conditions. 


TIDEWATER CO. WATER AUTHORITY 


By a report on reconsideration in W-507, Tidewater Trans- 
portation Co., Common Carrier Application, the Commission, 
with Commissioner Miller dissenting, has affirmed the finding 
of division 4 in the prior report, 260 I. C. C. 30, that the appli 
cant was entitled to authority to continue operation as a com 
mon carrier by non-self-propelled vessels with the use of sepa- 
rate towing vessels in the transportation of commodities gen- 
erally, and by towing vessels in the performance of gene 
towage, between ports and points on the Willamette and Co- 
lumbia Rivers between Portland, Oreg., and Pasco and Kenne- 
wick, Wash. The Commission said the certificate issued by 
division 4 would be permitted to stand and that no further 
order was necessary. It also said that since August 24, 1944, 
the Shaver Forwarding Co. had been operating the applicant's 
properties under a contract whereby it had agreed, among 
other things, to purchase applicant’s operating authority 4 
determined in the instant proceeding. Transfer of such author- 
ity was the subject of another pending proceeding, said the 
Commission, and did not need consideration in the instant 
proceeding. 


CHANGE IN DOCKET 


Hearing in 29201, assigned for March 9, at Brooklyn, N. Y., was 
postponed. 
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Proposed Reports 


in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Alleghany Control 


Contentions of the Alleghany Corporation and the chair- 
man of its board of directors, Robert R. Young, and largest 
individual stockholder, Allan P. Kirby, that their control of the 
Chesapeake & Ohio, the Nickel Plate (New York, Chicago & 
St. Louis Railroad) and the Pere Marquette has not been in 
violation of applicable provisions of the interstate commerce 
act have received adverse treatment in a proposed report by 
Assistant Director C. E. Boles, of the Commission’s Bureau of 
Finance, in No. 29085, In re Alleghany Corporation Et al. 
Control, embracing Finance No. 14692, Chesapeake & Ohio 
Railway Co. Purchase and Assumption of Obligation and Lia- 
bility (see Traffic World, Nov. 11, 1944, p. 1231, and Nov. 25, 

aeel). 
. Assistant Director Boles said the Commission, in No. 28085, 
should make the following findings: 


That the Alleghany Corporation lost control of the Chesapeake & 
Ohio, the Nickel Plate and the Pere Marquette in the spring of 1938, at 
the annual meeting of C. & O. stockholders. 

That Alleghany reacquired control of those three carriers in the 
latter part of 1941 and the first part of 1942, without having obtained 
authorization from the Commission as required by a provision of the 
interstate commerce act—section 5(4)—enacted as part of the trans- 
portation act of 1940. 

That Alleghany, at the time it acquired control of the three rail 
carriers, was controlled by Allan P. Kirby and Robert R. Young, and 
that as a result of such acquisition by Alleghany, Kirby and Young 
acquired indirect control of the three rail carriers while controlling 
indirectly. through Alleghany, United States Trucking Corporation, a 
motor carrier subject to part II of the act. 

That Alleghany, Kirby and Young acquired control of the three 
railroads and accomplished or effectuated the control and management 
of these carriers and U. S. Trucking in a common interest without the 
approval and authorization of the Commission under the provisions of 
section 5(2) of the act and in violation of the provisions of section 
5(4) of the act, and that the three respondents continued to maintain 
such control and management in violation of the latter provisions. 


Divestment of Control 


“The Commission,” Mr. Boles concluded, “should enter an 
order requiring Alleghany, Allan P. Kirby and Robert R. Young 
and the Chesapeake & Qhio, its officers and directors, to take 
such action as may be necessary in the opinion of the Commis- 
sion to prevent a continuance of such violation. Prior to the 
entry of such order the Commission should afford respondents 
an opportunity to make suggestions as to the appropriate action 
to be taken by them to divest Alleghany, Allan P. Kirby and 
Robert R. Young of control of the carriers by railroad.” 

Assistant Director Boles said the proceeding in No. 29085 
was an investigation instituted on the Commission’s own motion 
by an order dated February 7, 1944, to determine whether 
Alleghany Corporation, Young or Kirby were violating the 
provisions of section 5(4), reading as follows: 


(4) It shall be unlawful for any person, except as provided in para- 
graph (2), to enter into any transaction within the scope of subpara- 
graph (a) thereof, or to accomplish or effectuate, or to participate in 
accomplishing or effectuating, the control or management in a common 
interest of any two or more carriers, however such result is attained, 
whether directly or indirectly, by use of common directors, officers, or 
stockholders, a holding or investment company or companies, a voting 
trust or trusts, or in any manner whatsoever. It shall be unlawful to 
continue to maintain control or management accomplished or effectu- 
ated after the enactment of this amendatory paragraph and in viola- 
tion of its provisions. As used in this paragraph and paragraph (5), 
the words “control or management’’ shall be construed to include the 
power to exercise control or management. 


Norfolk Terminal Purchase 


In Finance No. 14692, Assistant Director Boles recom- 
mended that the Commission approve and authorize the pur- 
chase by the C. & O. of the properties of the Norfolk Terminal 
& Transportation Co.; that it authorize the assumption by the 
C. & O. of obligation and liability as primary obligor in respect 
of not exceeding $500,000 of first mortgage bonds of the Nor- 
folk Terminal & Transportation Co., and that it dismiss the 
application of Alleghany Corporation for an order approving 
and authorizing the acquisition by it of control of the Norfolk 
Terminal & Transportation Co. through control of the C. & O. 


Alleghany Expansion 


In discussion of the issues involved in No. 29085, Mr. Boles 
noted that Alleghany Corporation was organized in 1929. He 


added that in 1930 Alleghany and the C. & O. acquired, re- 
spectively, about 46 per cent and 32 per cent of the capital 
stock of The Pittston Co., which then owned 63 per cent of the 
preferred stock and more than 50 per cent of the common stock 
of United States Distributing Corporation. The latter, he said, 
owned 100 per cent of the stock of U. S. Trucking. 


“It thus appears,” he continued, “that prior to June 16, 
1933, the effective date of certain amendments to section 5 of 
the act which are pertinent to this investigation . . . Alleghany 
had acquired direct or indirect control of the Chesapeake & 
Ohio, the Nickel Plate and U. S. Trucking through ownership 
of a majority of their voting stocks, and through the Chesa- 
peake & Ohio’s ownership of Pere Marquette stock had acquired 
indirect control of the latter as firm as would have resulted 
from ownership of the majority of its stock... .” 


He said that Alleghany, Young and Kirby traced the leg- 
islative history of the amendments of section 5 made by the 
emergency transportation act of 1933 and the transportation 
act of 1940 to show that those made in 1933 were intended to 
apply only to such acquisitions of control by a non-carrier as 
effectuated control in a common interest of two or more car- 
riers previously under separate control, and that those made 
in 1940 did not enlarge the scope of the section so as to make 
it applicable to acquisition of control of several carriers already 


under common control. Continuing, Assistant Director Boles 
said, in part: 


The legislative history of the 1933 amendments indicates quite 
clearly that, as stated in Knaus-Lease-Knaus Truck Lines, Inc. (39 M. 
C. C. 267), section 5, as amended by the 1933 act, was intended pri- 
marily to subject to the Commission’s jurisdiction the effectuation of 
control of two or more carriers in a common interest, or the unifica- 
tions of properties of two or more carriers previously under separate 
control or ownership. The legislative history of the 1940 act, however, 
does not show, as contended by respondents, that the amendments 
made by that act did not enlarge the scope of the section so as to 
make it applicable to the acquisition of control of several carriers 
already under common control. Respondents argue that the addition 
to the prohibitory paragraph was intended to apply only to the acqui- 
sition of trackage rights without the Commission’s approval. Such 
construction finds no support in the language of the statute. The plain 
letter of the law makes it unlawful for any person except as provided 
in paragraph (2) to enter into any transaction within the scope of sub- 
paragraph (a) thereof. One of the transactions permitted with the 
Commission’s approval and authorization is the acquisition, by a per- 
son which is not a carrier, of control of two or more carriers through 
ownership of their stock or otherwise. Although the Chesapeake & 
Ohio had, prior to September 18, 1940, acquired, with the approval and 
authorization of the Commission, control of the Nickel Plate and Pere 
Marquette, each of the two subsidiaries continued to be a separate and 
distinct carrier corporation operated by its own management, installed 
by its own board of directors, Alleghany having acquired control of 
the three carriers without the Commission’s approval and authoriza- 
tion, after the amendment of section 5 by the transportation act of 
1940, did so in violation of the provisions of section 5(4). Assuming, 
however, that the provisions of section 5(4) were not intended to apply 
to the acquisition of control by a noncarrier of two or more carriers 
already under common control, these provisions would nevertheless 
apply to the acquisition of control of the carriers by rail if at the time 
of such acquisition Alleghany had control of U. S. Trucking... . 

From 1937 until late in 1942, 100 per cent of the stock of U. S. 
Trucking was owned by United States Distributing Corporation, which 
was controlled through stock ownership by Pittston. Late in 1942 the 
Distributing Corporation was merged into Pittston, giving Pittston 
direct ownership of the stock of U. S. Trucking. The record fails to 
show any intereference with Alleghany’s control of Pittston at any time 
from 1937 to 1942. If there was such an interference it ceased in 1939 
when Alleghany elected a majority of the directors to the board and 
installed the new management. It thus appears that late in 1941 and 
early in 1942 Alleghany, when it regained control of the Chesapeake & 
Ohio and its subsidiaries, already had control of another carrier, and 
that by acqufring control of the railroad companies it not only entered 
into a transaction within the scope of section 5(2)(a) without the ap- 
proval and authorization of the Commission, but that it also accom- 
plished or effectuated the control or management in a common interest 
of two or more carriers without the Commission’s approval or authori- 
zation and in violation of the provisions of section 5(4). Having at all 
times subsequent to 1939 had control of U. S. Trucking, the acquisition 
of control or the power to exercise control over the three rail carriers 
even if acquired, as the respondents contend, in February, 1940, was 
in violation of the provisions of section 5(4). 


Stock Holdings of Young and Kirby 


Mr. Boles said that purchase of 1,933,610 shares of Al- 
leghany common stock from the Ball Foundation on May 5, 
1937, gave Young, Kirby and their associates working control 
of Alleghany, “which they retained thereafter.” He said that, 
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as of April 13, 1944, Kirby owned 1,106,740 shares of Alleghany 
common, “the largest number then held by any stockholder.” 
Young’s interest, he added, had never been as substantial as 
that of Kirby. ‘ 

“Young was elected chairman of the board (of Alleghany) 
on May 5, 1938, and Kirby was elected president of the corpo- 
ration on June 25, 1939, positions they continue to occupy,” he 
said. “Their interests combined, coupled with their control of 
the management of Alleghany at all times since they were 
acquired, enabled the two to maintain control of Alleghany and 
to insure continuation thereof. . . . Through acquisition of con- 
trol of the Chesapeake & Ohio and its subsidiaries by Alleghany, 
Young and Kirby acquired indirect control of these carriers. 
This was done without the approval of the Commission and 
was, therefore, in violation of the provisions of section 5(4) of 
the act. ... 

“Control of the carriers accomplished and effectuated with- 
out the Commission’s approval is still being maintained. There 
has been no material change in the situation since control was 
acquired in 1941 and 1942. More than 50 per cent of Chesa- 
peake & Ohio directors are presently, or were previously, con- 
nected with Alleghany, the chairman of Alleghany’s board is 
chairman of the Chesapeake & Ohio board, and a former mem- 
ber of the law firm which acted as Alleghany’s counsel con- 
tinues as president of the Chesapeake & Ohio. The relation 
between rail carriers remains unchanged. ... Young and Kirby 
continue to maintain their control of Alleghany and, through 
it, their indirect control of the carriers. .. .” 

With respect to the application in Finance No. 14692, Mr. 
Boles said all the stock of the Norfolk company was owned by 
the C. & O.; that the value of the Norfolk terminal company’s 
property for rate-making purposes had been found by the Com- 
mission to be $1,071,000 as of June 30, 1916; that the proposed 
acquisition would effect no change in the operation of the ter- 
minal company’s properties, but would enable the C. & O. to 
effect savings estimated at $4,113 a year, as dissolution of the 
terminal company was proposed, and that, “as the Commission 
should find that Alleghany has acquired control of the C. & O. 
without its approval .. . it should also find that Alleghany is 
not a proper party to the application and should dismiss its 
supplemental application herein.” 


Proposed Reports 
Beer and Containers, Eggs, Etc. 


I. and S. M-2469, Minimum Rates and Charges—V. S. and 
V. R. Partridge. By Examiner A. S. Parker. Recommended 
that Commission find unlawful, because respondents were with- 
out authority to perform such transportation, proposed min- 
imum rates and charges on beer from St. Louis, Mo., to Great 
Bend and Hutchinson, Kan., on eggs from Hutchinson to Kansas 
City, Mo., on empty beer containers from Great Bend and 
Hutchinson to St. Louis, on paper and paper articles from 
St. Joseph, Mo., to Hutchinson, on salt from Hutchinson to 
St. Louis, and on seed from St. Louis to Hutchinson. Also 
recommended that Commission find unjust and unreasonable 
proposed minimum rates and charges on canned goods from 
Chicago, Ill., to Great Bend, Hutchinson, and Liberal, Kan. 
The examiner said that by any of the usual tests of reasonable- 
ness, and by respondents’ own admission, the proposed rates, 
on canned goods, from Chicago to Great Bend, Hutchinson, 
and Liberal, were so low that it was probable they would not 
return the out-of-pocket cost of the transportation, and without 
any evidence from respondents to prove that they exceeded 
such cost, they should be found to be unjust and unreasonable. 
All other proposed minimum rates and charges contained in 
the suspended schedules proposed to be found not unreasonable 
or otherwise unlawful. Also recommended that order be en- 
tered requiring cancellation of suspended schedule, to the ex- 
tent found unlawful, vacating the order of suspension in all 
other respects, and discontinuing the proceeding, without preju- 
dice to the filing of new schedules in conformity with the views 
expressed. 


Dairy Products, Empty Egg Cases 


I. and S. M-2466, Dairy Products—Rice and Products— 
Arkansas Points to Memphis. By Examiner Allen F. Borroughs. 
Recommended that proposed changed rates on dairy products 
from certain points in Arkansas to Memphis, Tenn., and on 
empty egg cases in the reverse direction, be found not shown 
just and reasonable; that suspended schedules be cancelled, and 
proceeding discontinued. The examiner said the primary reason 
advanced by the respondents for the proposed schedules was 
that the effective commodity rates were “ridiculous” and that 
class rates comparable to those maintained by other modes of 
transportation should be made applicable to the involved traffic. 
That was no justification, he said, for the revision proposed in 
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the instant proceeding. He said the burden was on the respond. 
ents to show that the proposed rates were just and reasonable 
and that they had failed to do so. 


Cotton Yarn 


MC C-433, Clark Thread Co., vs. Atlantic States Motor 
Lines, Inc. By Examiner Thomas F. Kilroy. Recommended that 
rate of $2.25 sought to be collected by the defendant motor 
common carrier on 35 shipments of cotton yarn, n. o. i, in 
waterproof canvas bags, from Clarksdale, Ga., to Bloomfield, 
N. J., between April 3 and December 18, 1942, be found ap- 
plicable, but unreasonable to the extent it exceeded $1.24, mini. 
mum 20,000 pounds, and that complaint be dismissed. 


Textile Products 


I. and S. M-2442, Falwell Fast Freight—Cancelation of 
Participation. By Examiner B. E. Stillwell. Recommended 
that the commission find not shown to be just and reasonable 
increased rates resulting from the proposed elimination of 
respondent as a participating motor carrier in joint commodity 
rates on textile products between points in the South, on the 
one hand, and, on the other, points in the East. Also recom. 
mended that suspended schedules be ordered canceled and 
proceeding discontinued. The examiner said that the issue 
simply stated, was whether the class rates would be just and 
reasonable for application on textile products if the suspended 
schedules were permitted to become effective, and that the 
respondent had submitted no convincing evidence that they 
would be. Other motor carriers, he said, would continue to 
maintain the present commodity rates, and plainly, he con. 
tinued, the respondent had not shown that class rates were 
reasonable for general application on the textile traffic. The 
examiner said the only definite evidence presented by the 
respondent was with respect to the joint commodity rate of 
$1.22 a 100 pounds, minimum 18,000 pounds, on wool fabrics 
from Rossville (Ga.), to Philadelphia, that had been can- 
celed. He added that the present commodity rate on wood 
fabrics produced truck-mile earnings that were slightly higher 
than the respondent’s alleged cost of operations from Lynch- 
burg (Va.) to Philadelphia. Moreover, he continued, the aver- 
age cost of transporting all traffic by the respondent was not 
necessarily a proper measure of the cost of transporting a 
single commodity, and the operating costs of only one of the 
two motor carriers participating in a joint movement did not 
afford an adequate basis for measuring the propriety of a 
through rate. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
vecome effective unless exceptions have been filed within the 20-day 
veriod or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’? type, 
with name of town or city following.) 


Colorado (Denver)—-MC 22094, Sub. 1, Colorado Freight- 
ways, Inc., common carrier, embracing also MC 61610, Cor- 
nelius J. Brady, common carrier, and MC 102, Sub. 3 (the num- 
ber assigned to the title application on approval of the purchase 
of the claimed rights by applicant). Certificate proposed, with 
conditions. Prior report, 42 M. C. C. 855, reversed. On further 
hearing, general commodities, with exceptions, from Denver, 
Colo., to Fort Collins, Colo., over U. S. highway 87, without 
service at intermediate points, and with no transportation for 
compensation over that route from Fort Collins. 

Michigan (Benton Harbor)—-MC 103880, Sub. 6, Producers 
Transport, Inc., extension. Certificate proposed. Naphtha, from 
Reed City, Midland, and Mount Pleasant, Mich., to points in 
the Chicago commercial zone, Aurora, Elgin, and Kankakee, 
Tll., and South Bend, Ind., over irregular routes. 

New Mexico (Jal)—-MC 103288, Sub. 2, D. W. Justis, ex 
tension. Certificate proposed. Machinery, materials, equipment, 
and supplies, including pipe, used in connection with petroleum 
and gas production and in the construction, operation, repal!, 
servicing, dismantling and maintenance of natural gas or Pe ~ 
troleum recycling, processing, repressuring, blending, and stor- 
age plants between points in three New Mexico counties, on the 
one hand, and, on the other, points in a specified area of New 
Mexico and Texas, over irregular routes, with restrictions. 


SHELDON FORWARDER APPLICATION 
In a proposed report in FF-61, Sheldon Transfer & Stor- 
age Co., Inc., Application, embracing also an application for 
substitution of Sheldon Forwarding Co., in lieu of Sheldon 
Transfer & Storage Co., Inc., Holyoke, Mass., as anplicant for 
a permit in the title proceeding, R. W. Snow, assistant dire¢- 
tor of the Bureau of Water Carriers and Freight Forwarders, 
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has recommended that the Commission should conclude that 
Sheldon Forwarding Co. should be substituted as applicant in 
the instant proceeding, and should be granted a permit author- 
izing it to forward paper and paper products from points in the 
New England states, New Jersey and New York to all points 
in the United States except points in the New England states. 

The report recited that Sheldon Forwarding Co. was or- 
ganized on December 22, 1944, to continue the freight-forwarder 
operations of Sheldon Transfer & Storage Co., Inc., that had 
conducted both forwarder and motor common carrier operations. 





Ohio River Flood Service Order 


The Commission, division 3, has issued service order No. 
990, effective March 8, through March 31, directing railroads 
operating in the Ohio River valley and tributary valleys, where 
tracks are not usable because of floods, to forward freight traf- 
fic having origin or destination in, or ordinarily moving through 
such territory via routes most available to expedite its move- 
ment and prevent congestion, without regard to shippers’ or 
carriers’ routing or car ownership. The order provided that the 
billing covering all cars rerouted should carry a reference to 
service order No. 290 as authority for the rerouting. 

Other pertinent provisions of the order were as follows: 


(b) Rates to be applied. That inasmuch as such disregard of 
routing is deemed to be due to carriers’ disability, the rates applicable 
to traffic so forwarded by routes other than those designated by ship- 
pers, or by carriers from which the traffic is received, shall be the 
rates which were applicable at date of shipment over the routes so 
designated. 

(c) Division of rates. In executing the orders and directions of 
the Commission provided for in this order the common carriers involved 
shall proceed even though no contracts, agreements, or arrangements 
now exist between them with reference to the divisions of the rates 
of transportation applicable to said traffic; such divisions shall be, 
during the time this order remains in force, voluntarily agreed upon 
by and between said carriers; and upon failure of the carriers to so 
agree, said divisions shall be hereafter fixed by the Commission in 


accordance with pertinent authority conferred upon it by the interstate 
commerce act. 


Demurrage Relief 


Relief from the high demurrage rates, prescribed by revised 
service order No. 180 with respect to refrigerator cars, has been 
extended to shippers and receivers in flood-stricken parts of the 
country with the issuance by the Commission, Division 3, of 
Amendment 2 to that service order (see Traffic World, Oct. 7, 
1944, p. 917). 

Amendment 2, effective at 7 a. m., March 8, cancelled 
amendment 1, by which provisions of the revised service order 
were suspended when delay in loading or unloading of re- 
frigerator cars was necessitated by weather conditions, such as 
freezing temperatures, but embodied the material part of 
amendment 1 and added thereto the provision that ‘when be- 
cause of rising waters it is not practicable, or because of flood 
conditions it is impossible for railroads to set refrigerator cars 
for delivery at the usual places contemplated by lawfully pub- 
lished tariffs, the provisions of this order are suspended on 
such cars,” and that, in lieu thereof, the rules, regulations and 
charges provided in lawfully published tariffs should apply. 
Amendment 2 provided also, that the revised service order 
and all amendments thereto should expire December 1. 





OIL FIELD CARRIER CERTIFICATES 
Acting on petitions filed by motor carriers operating in the 
oil fields, requesting amendment of their certificates so as to 
include authorization of pipeline “stringing” and requesting, 
also, permission for “late” filing of the petitions (see Traffic 
World, Feb. 17, p. 411), the Commission, by Commissioner Lee, 
has permitted, by an order, the filing of the petitions “notwith- 
standing the expiration of the time for filing petitions for re- 
hearing, reargument, or reconsideration provided by rule 101(e) 
of the Commission’s rules of practice, and has fixed March 15 
as the date on or before which replies to the petitions might 
be filed. The Commission’s order was directed to S. H. Mc- 
Cright, dba American Transfer & Storage Co., of Tulsa, Okla., 
applicant in MC 43 and Sub. No. 1, and to 24 other carriers 


holding authority granted in 36 other applications identified 
in the order. 


COAL, ILL. AND KY. TO CHICAGO 


By an order in No. 28629, Commonwealth of Kentucky et al. 
vs. Illinois Central et al. and No. 28689, Illinois Coal Traffic 
Bureau vs. Ahnapee & Western et al., the entire Commission 

denied petitions of the defendants and railroad interveners 
for reargument and reconsideration and the petition of the 

nois Commerce Commission for reargument, reconsideration, 
Vacation and modification of the report and order in that pro- 
ceeding (see Traffic World, Dec. 30, 1944, p. 1678, and Feb. 17, 


577 


p. 401), but has further modified its order in those proceedings, 

requiring establishment of a differential of 25 cents a net ton 

on bituminous coal, western Kentucky over southern Illinois, 

bo a so as to make it effective April 23 instead of 
arc : 


KIRSCHNER WATER APPLICATION 

Operation by A. O. Kirschner Co., until May 31, as a con- 
tract carrier by towing vessels in the towage of barges used in 
the transportation of dwelling units, set up, between Point 
Pleasant, W. Va., and Jeffersonville, Ind., by way of the Ohio 
river, has been approved by the Commission, division 4, by an 
order in W-708, Sub. 1, TA, A. O. Kirschner Co., Temporary 
Authority Application. 








N. J. & N. Y¥. REORGANIZATION 

From December 31, 1944, until June 30, 1946, the Commis- 
sion, division 4, by an order in Finance No. 13490, New Jersey 
& New York Railroad Co. Reorganization, has approved maxi- 
mum compensation at the rate of $6,000 a year each for Peter 
Duryee, trustee of the debtor railroad, and Walter T. Mar- 
getts, Jr., counsel for the trustee. The order said that, from 
August 11, 1943, to December 31, 1944, it had approved maxi- 
mum compensation for Mr. Duryee at $5,000 a year, and for 
Mr. Margetts at $4,000 a year. 


TEMPORARY WATER AUTHORITY 
By an order in W-919, Howard Powell Temporary Author- 
ity Application, the Commission, division 4, has extended to 
March 31, the temporary authority granted the applicant to 
operate as a contract carrier of non-self-propelled vessels with 
the use of separate towing vessels in the transportation of logs 
from Guntersville, Ala., to Chattanooga, Tenn. 
PETITIONS FOR REHEARING, ETC. 
MC-F 2676, Rivers Truck Line, application. Rivers Truck Line, 


asks for authority temporarily to operate properties of Loyd Bond dba 
Bond Motor Lines. 


UNIFORM ACCOUNTS, RAIL, WATER 


The Commission, division 1, effective April 1, has modified 
the “Uniform System of Accounts for Steam Railroads, Issue 
of 1943,” with respect to the following titles: “Road and Equip- 
ment Instructions,” “Road and Equipment Accounts,” and “Op- 
erating Expense Accounts.” 

The division also said that because of an existing acute 
shortage of experienced personnel that would make inventories 
of materials and supplies “extremely burdensome or even im- 
possible,” the requirements of note B to account 716, “Material 
and supplies,” in the “Uniform System of Accounts for Steam 
Railroads, Issue of 1943,” and of note B to account 113, “Mate- 
rial and supplies,” in the “Uniform System of Accounts for Car- 
riers by Water, First Revised Issue,” relating to inventories of 
materials and supplies, were waived for the year 1945. 


SOMERS WATER OPERATION 


S. W. Somers, of Baltimore, Md., in W-410, S. W. Somers 
Contract Carrier Application, has been ordered by the Com- 
mission, division 4, to show cause within 30 days from the date 
of service of its order, why his certificate issued May 10, 1943, 
should not be vacated and the application dismissed. The divi- 
sion recited that Mr. Somers had been issued a certificate for 
common carrier operation of self-propelled vessels in the trans- 
portation of general commodities between ports and points on 
the Chesapeake and Delaware Bays and their tributaries, and 
inland waters of Virginia and North Carolina north of and 
including Morehead City and Beaufort, N. C. It further said 
that it appeared he had not at any time exercised the authority 
granted, had sold his vessel, and discontinued all operations 
as a water carrier subject to the interstate commerce act. 





PEARL RIVER FLOOD ORDER 
The Commission, division 3, has issued service order No. 
284-A, effective March 2, vacating service order No. 284 under 
which the Canton & Carthage Railroad Co. had been directed 
to reroute traffic over its line because of flood conditions on the 
Pearl River between Cook and River Hill, Miss. (See Traffic 
World, March 3.) 


GRAIN EMBARGO SERVICE ORDER 


The Commission, division 3, has issued amendment No. 2 
to service order No. 189, Sup. 2, which ordered seventeen rail- 
roads to embargo grain shipments on out-of-line hauls or back- 
hauls over routes and in connection with transit points set forth 
in an appendix (see Traffic World, Dec. 30, 1944, p. 1695). The 
material part of the amendment, which is effective at 12:01 
a. m., March 19, follows: 
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Service Order No. 189—Sup. 2 (10 F. R. 50) of December 26, 1944, 
as amended, Embargo of routes and transit arrangements on grain and 
related articles, and Appendix ‘‘A’’ thereof be, and it is hereby, further 
amended in the following respects: 

Sheet 3, paragraph 10, Chicago, Milwaukee, St. Paul and Pacific 
Railroad tariff I. C. C. No. B-7400, Item 2475 is eliminated. 

The Chicago, Milwaukee, St. Paul and Pacific Railroad Company 
(Henry A. Scandrett, Walter J. Cummings and George I. Height, Trus- 
tees), 5 days before the effective date of this order shall publish, file, 
and post a supplement to its tariff affected hereby announcing the 
change in the embargo of routes and transit arrangements herein pro- 
vided. (40 Stat. 101, Secs. 402, 418, 41 Stat. 476, 485, Secs. 4, 10, 54 
Stat. 901, 912; 49 U. S. C. 1 (10)-(17), 15 (4).) 





Suspended Tariffs 


‘Designation of a tariff helow does not mean that all schedules 
«n it have been suspended. Suspension orders contain many sched- 
sles not reproduced here. Details of such ordere are published in 
the Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2507, the Commission suspended from 
March 7, and later, until October 7, certain schedules published 
in Supplement No. 27 to MF-I. C. C. No. 29 and Supplement 
No. 13 to MF-I. C. C. No. 30 of Middlewest Motor Freight 
Bureau, Agent, Kansas City, Mo. The suspended schedules pro- 
pose to cancel 20,000-pound commodity rates on canned or 
preserved foodstuffs from Ackley, Cambridge, Grundy Center, 
Hampton, Marshalltown, Oskaloosa, Roland, and Waverly, Ia., 
to 33 Kansas destinations; and to cancel a commodity rate on 
eggs from Chillicothe, Mo. to St. Louis, Mo., permitting higher 
class rates to apply. 

In I. and S. M-2508, the Commission suspended from 
March 7, until October 7, the operation of certain schedules 
published in Supplement 34 to MF-I. C. C. No. 316 of Southern 
Motor Carriers Rate Conference, Agent, Atlanta, Ga. The sus- 
pended schedules propose to restrict the application of classifi- 
cation exceptions ratings on certain paper and paper articles 
between points in the south, so that they will not apply over 
Southeastern Motor Truck Lines, Inc., Nashville, Tenn., for 
distances exceeding approximately 230 miles. 

In I. and S. M-2509, the commission has suspended from 
March 8 until October 8 certain schedules published in supple- 
ment No. 4 to MF-I. C. C. No. 137 of Central States Motor 
Freight Bureau, Inc., Agent, Chicago, Ill. The suspended 
schedules propose to establish a new any-quantity commodity 
rate of 546 cents per 100 pounds on batting, bats, wadding 
or mattress felt or padding, wool or cotton and wool com- 
bined, between Chicago, Ill., and Milwaukee, Wis., and points 
grouped therewith, in lieu of lower class rates. 

In I. and S. M-2510, the commission has suspended from 
March 8 until October 8 the operation of all schedules pub- 
lished in tariff MF-I. C. C. No. 7 of Jacob Asadoorian, doing 
business as J. Asadoor’s Trucking, Methuen, Mass. The sus- 
pended schedules propose to establish increased rates on hides, 
lime, fertilizer and other commodities between various points 
in New England. 


Iron and Steel to W. T. L. Points 


Exceptions of a number of steel companies, and others, to 
the proposed report of Examiner J. P. McGrath in I. and S. 
No. 5269, embracing eight complaint cases, have been filed 
with the Commission. The examiner recommended, among 
other things, that the Commission find unreasonable for the 
future rates on iron and steel articles, in carloads, from points 
in Official Territory to destinations in Minnesota, Nebraska, the 
Dakotas, and certain points in Iowa, to the extent that they 
exceeded 28 per cent of the present first-class rates, minimum 
40,000 pounds (see Traffic World, Jan. 6, p. 11). 

The Inland Steel Company joined in the exceptions filed 
by the Illinois Territory Industrial League, but also filed sepa- 
rate exceptions, saying that its interest was the protection of 
the rate and competitive situation to the Twin Cities, Duluth, 
and related destinations, adding that here the examiner’s re- 
port was not satisfactory. As to the protection of the rate 
situation within the Illinois Freight Association Territory, it 
said, the report was correct, leaving such rates unchanged, and 
that it was satisfactory. As to the general level of rates, it 
said, the examiner proposed a reduction in the general structure 
from basis of column 32.5 to basis of column 28, although it 
said the finding was necessarily worded to apply only to destina- 
tions covered by pending complaints. As to this latter feature 
of the report, the company said it neither definitely supported 
the recommendation nor joined in the railroad exceptions that 
such conclusion was not appropriate. 

Observing that it was “precluded” from presenting testi- 
mony in the proceeding and had, therefore, filed a complaint 
in No. 29139, the Great Lakes Steel Corporation said the record 
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justified a review of the examiner’s findings to which it took 
five exceptions. The Commission should find, it said, that rates 
on iron and steel articles from Official Territory to destinations 
in Western Trunk Line Territory would be unreasonable and 
unduly prejudicial to the extent that they bore a higher per. 
centage relationship to the first-class rates for a corresponding 
minimum carload weight than did the rates from Chicago to 
the same destination points. This finding should be made 
whether the latter rates were based on an alternate rate and 
minimum of 40,000, 60,000, or 80,000 pounds, or some other 
minimum carload weight, it said. 

The Sheffield Steel Corporation, presenting eleven excep. 
tions to the proposed report, said the first thing to be decided 
was whether or not the Commission would reserve for future 
determination the matter of rate levels east and west of the 
Mississippi River and particularly until the general class rate 
case had been decided. It was willing, it added, to accept the 
examiner’s proposed column 28 basis, if that would be subject 
to the Commission’s conclusion in the general class rate case. 
If not, the steel company said it asked the Commision to find 
that the rate level on iron and steel articles within Western 
Trunk Line Territory, particularly zone 1, should not be higher 
than the rate levels within Official Territory. 

The Granite City Steel Co., and the LaClede Steel Co, 
jointly, filed seventeen exceptions to the proposéd report which 
it said were directed to errors of fact recited in the report; 
and to erroneous conclusions it said the examiner had drawn 
from the facts of record. It said the exceptions were also 
directed to the failure of the examiner to find that the differ. 
ences in the competitive circumstances from producing points 
in Illinois and the Chicago district in Indiana and at St. Louis, 
to the Twin Cities, Duluth, and intermediate points taking the 
same rates, compared with those from Kokomo and Indianapolis 
to the same destinations, and from the Illinois points to destina- 
tions on and west of the Missouri River, warranted the con- 
tinuance of the present rates from Illinois points to the Twin 
Cities, Duluth and intermediate points. It also said that no 
order under section 3 in respect thereto was justified, and 
asserted that the examiner had failed to find that rates in excess 
of column 25 within and between the Western Trunk-Line zones 
would be unjust and unreasonable. 

The Illinois Territory Industrial Traffic League said that 
the proposed report should not be adopted if, and to the extent 
that, it might contemplate any interference with carrier dis- 
cretion in continuing the present water-influenced rates to 
Minneapolis, St. Paul, Duluth, and related destinations from 
origin points in so-called Illinois Territory. The league asked 
six findings, and expressed doubt as to the correct interpreta- 
tion of the findings and conclusions concerning the water- 
compelled rates, and the issues of unjust preference and preju- 
dice under the previous decision in Continental Steel Corpora- 
fion vs, N. ¥. C. & St... K. R.. Co, 26 ft. C. C. 167. oe 
ambiguity, it said, was in proposed findings numbered 2, 3, 6, 
and 7 when taken together and read in connection with the 
extensive discussion of the position of the carriers in the mat- 
ter of water competition controlling the rates the traffic would 
bear from Chicago, Peoria, East St. Louis, etc., to the Twin 
Cities territory, with entire absence of any showing of such 
water competition from Indiana origins. 


The Minneapolis Traffic Association, Duluth Chamber of 
Commerce, and Saint Paul Association of Commerce jointly 
filed sixteen exceptions to the examiner’s proposed report and 
ugred an early decision saying that industry must plan for 
the post-war period and that these rates were the -“very life 
blood of our industry.” Unless reasonable rates were provided 
on finished steel used by industries, the petitioners said, the 
industries could not prosper and expand in the post-war period. 


Official Territory railroads filed exceptions in these pro- 
ceedings in which they said that what was originally a relation- 
ship case of comparatively restricted scope had now “ripened” 
into a proposed report in which it was recommended that 4 
reduction be made in that basis of rates that applied from all 
of Official Territory to all of Western Trunk Line Territory, 
generally within the latter territory, from Official Territory 
to the southwest and within the southwest. Saying that the 
problems dealt with by the examiner were problems of rela- 
tionships, they added that the examiner, in attempting to dis- 
pose of them, disregarded or lost sight of the fact that when 
the Commission fixed these iron and steel rates it did so with 
the purpose, among others, of providing some of the revenue 
that it decided not to provide when it fixed other rates, like 
those on products of farms. 


“If the Commission were now to forget that fact and follow 
the proposed report, we respectfully submit that it would not 
be dealing fairly with the carriers,” continued the Official Ter- 
ritory railroads. “Neither would it be doing a good job of 
administration.” 
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Defendants and respondents in the western district also 
submitted exceptions to the examiner’s report in which they 
asked for dismissal of the complaints, saying that the evidence 
presented in these proceedings did not justify any departure 
from the Commission’s previous findings and asking that the 
complaints be dismissed. 

“Where defendants are compelled by circumstances over 
which they have no control to maintain rates less than the 
prescribed basis in order to participate in the transportation 
of the traffic, that fact should be given due recognition and 
should not be used as the basis for requiring reductions from 

ints where conditions are shown to be dissimilar,” said the 
petitioners. 


RICE RATE REDUCTION PROTEST 


The Arkansas Rice Traffic Bureau, of Stuttgart, Kan., rep- 
resenting several rice mills and farmer-grower organizations 
in Arkansas, has filed a protest with the Commission, request- 
ing suspension of item No. 20507-A, supplement No. 81, tariff 
1 C. C. No. 711 of R. H. Hoke, Agent (Southern Freight Tariff 
Bureau No. 132-N), published to become effective March 20, 
proposing, according to the protest, a reduction of 12 cents a 
hundred pounds on “rice, cleaned, straight,’ minimum 80,000 
pounds, from Memphis, Tenn., to Milwaukee, Wis. 

The protestant noted that the Office of Defense Transporta- 
tion requires that rice be loaded to a minimum of 80,000 pounds 
and added that the proposal thus resolved into ‘a simple re- 
duction of the rate.” It observed, further, that the Office of 
Price Administration had set maximum ceiling prices for rice, 
and had granted to the Memphis rice mill and other rice 
mills ‘a system of ‘mark-ups’ which are inimical to the general 
rice rate structure.” It said that the “arbitrary” mark-up of 
8 cents permitted by the O. P. A. from Memphis, together with 
the proposed reduction of 12 cents a hundred pounds would 
“grant to: the one rice mill at Memphis an advantage of 20 
cents per 100 pounds over the Arkansas rice mills, and from 
which territory the Memphis rice mill draws its supplies of 
rough rice.” The Arkansas bureau contended that this differ- 
ential was discriminatory. 





CHARGE FOR EMPTY TRUCK MOVEMENTS 


The Office of Price Administration has filed with the Com- 
mission a request for suspension of a proposal of motor com- 
mon carriers of oil field equipment and heavy machinery, par- 
ties to tariffs of Midwest Motor Carriers Bureau, Inc., to assess 
charges for the “‘deadhead” or empty movement of trucks and 
trailers. The tariff supplement against which the O. P. A. pro- 
test is directed is identified by the O. P. A. as supplement No. 7 
to MF-I. C. C. No. 6, Midwest Motor Carriers Bureau, Inc., 
Agent, effective March 15. 

“The proposed rule for assessing charges for the ‘dead- 
head movement of trucks and trailers’,” the O. P. A. said, “will 
effect a general increase in charges for movement of equipment 
which is now moving under rates that include the empty move- 
ment. The protested rule, if permitted to become effective, 
would make it extremely difficult to determine the freight 
charges applicable to a particular shipment in advance of ten- 
dering said shipment. It would be practically impossible for 
the shipper to determine whether the carrier dispatched the 
nearest or the most distant piece of equipment to perform the 
transportation service. Under the protested rule, the carrier 
could send the piece of equipment which was most distant from 
its terminal and require the shipper to pay for the empty mile- 
age. The carrier, under the rule, could prefer one shipper to 
the prejudice of others without being subjected to those sec- 
tions of the interstate commerce act by sending equipment 
which was closer to the point of origin to one shipper and other 
equipment to the other shipper. If the shipment was moving 
collect, the consignee would have to pay the charges for the 
empty mileage. .. . Respondents have not furnished any finan- 
cial statements showing need for additional revenue or that 


= present system of ‘operation is resulting in undue hard- 
mo... .” 





MOTOR RATES ON PAPER BOXES 


Proposals of motor carriers parties to tariffs of the New 
England Motor Rate Bureau, the New Hampshire Motor Rate 
Bureau and the Maine Motor Rate Bureau to increase their 
rates on transportation of corrugated paper boxes, known down 
flat, from various points of origin including Boston zones 1 and 
2 and other points in that vicinity to various destinations in 
Maine constitute the subject of a request for suspension filed 
with the Commission by the Office of Price Administration. 

The O. P. A. petition was directed specifically against items 
1485A and 1486 of the following tariffs, effective March 15: 
Supplement No. 7 to MF-I. C. C. No. A-47 of New England 

otor Rate Bureau, Inc., Agent; supplement No. 7 to MF- 
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I. C. C. No. A-44 of New Hampshire Motor Rate Bureau, Agent, 
and supplement No. 7 to MF-I. C. C. No. A-2 of Maine Motor 
Rate Bureau, Agent. It reproduced, in the petition, a statement 
of the motor carriers, describing the proposal as “the cleaning 
up of a situation that has caused much trouble for a long 
while” and explaining that the rates proposed were fourth class 
“on a third class commodity set-up.” The O. P. A. said there 
had been no showing that the present rates and charges were 
not yielding a fair return or that the increases would aid in the 
successful prosecution of the war, and contended that the pro- 


tested increases were in violation of section 216(b) of part II 
of the act. 


Ferrying of Freight Cars 


Its plans for permanent operation of a car ferry service 
between points in the Puget Sound area having been blocked 
by the Commission’s conclusion that this carrier’s authority to 
transport “commodities generally” by water did not include 
freight car ferry service, the Foss Launch & Tug Co., of Seattle, 
Wash., filed with the Commission an amended application in 
W-587, seeking separate and permanent authority for conduct- 
ing the freight car ferrying operations as to which the Com- 
mission granted temporary authority and for conducting other 
operations of that kind as to which temporary authority was 
ead the Commission (see Traffic World, Dec. 30, 1944, 
pd. 2 ; 

Briefs supporting the application have been filed by the 
applicant and by Pope & Talbot, Inc., and other briefs have 
been filed by the Puget Sound Navigation Co. and the Northern 
Pacific Railway Co. as protestants. 

The Foss company, in its brief, contended that public con- 
venience and necessity required that it be authorized to -per- 
form freight-car ferry service between all points on Puget 
Sound. It said it owned four car barges, two with a capacity 
of six cars each, one with a capacity of 11 cars and one of 12- 
car capacity, in addition to a small 2-car barge “for emergency 
work.” It said that if it were authorized to perform the service 
for which it here sought authority, it would try to obtain estab- 
lishment of joint rates with the transcontinental rail lines “to 
cover such movements whenever necessary on Puget Sound.” 
In a discussion of the freight car ferrying services it had per- 
formed in the past, the applicant said, among other things, 
that it had transported many cars for the Milwaukee between 
Seattle and Bellingham, Wash., until, because of the war, the 
cars were routed over the Great Northern “in order to release 
the barges for other service. 


“While there has not been a great deal of car-barge busi- 
ness on Puget Sound in the past and up to the time of the 
present war,” said the applicant, ‘and while most of it moves 
over routes more recently served by protestants (Puget Sound 
Navigation Co. and Drummond Lighterage Co.), there is need 
for the services of a company to cover the field generally and 
to render what might be called a ‘utility’ service whenever the 
occasion arises. There can be no doubt that the car-barge busi- 
ness on Puget Sound in the future will substantially exceed 
that carried on in the past and if the public is to be properly 
served, therefore, it is necessary that someone be authorized 
to perform such service.” 


Pope & Talbot expressed dissatisfaction with service of 
Drummond Lighterage Co., and said that the latter’s contention 
that it had given “proper service” did not appear “tenable.” 
Pope & Talbot gave particular support to the request of Foss 
for authority to operate car-ferry service between Port Gamble, 
Wash., and Seattle. 


The Puget Sound Navigation Co. contended, in its brief, 
that there was no room for additional freight car-ferry service 
between the Puget Sound ports it had authority to serve, and 
cited several Commission decisions in support of its position 
that “when an application is made for a certificate to render 
service over a route or in a territory already served by existing 
carriers, the existing carriers should normally be accorded the 
right to transport all traffic which they can handle adequately, 
efficiently and economically.” It assailed what it said was an 
arrangement between the Milwaukee and Foss for transporta- 
tion by the latter of cars from Indian Island to Port Townsend 
“as the Milwaukee’s agent,” contending that the fact that the 
Milwaukee operated to Port Townsend as a carrier under part 
I of the act did not authorize it to engage in business between 
that port and other ports on Puget Sound, and that, accord- 
ingly, the Milwaukee had no authority to appoint Foss as its 
agent “to perform the service which the Milwaukee, itself, can- 
not lawfully render.” 

The brief of the Northern Pacific dealt specifically with 
the request of Foss for permanent authority to engage in freight 
car ferrying service between Tacoma and Shelton, Wash., and 
contended that authority for this operation should be only 
temporary and should be restricted to the transportation of 
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lumber and related articles taking the lumber rate. The North- 
ern Pacific declared that prior to 1943 the logging mills at 
Shelton at all times were furnished with all cars necessary to 
handle the rail shipments; that it was only when water carrier 
service was eliminated and the mills had to rely wholly on 
rail transportation that the car supply at times became inade- 
quate; that Foss Launch & Tug Co. then had undertaken the 
transporting of cars to the logging mills from Tacoma, and 
that “it is certain that if the lumber mills at Shelton revert to 
their former method of transportation—that is, largely by 
water carrier—the rail service by the Northern Pacific, as in 
the past, will be wholly adequate.” 

The Drummond Lighterage Co., protestant, also filed a 
brief with the Commission in which it contended that it had 
not been shown in this proceeding that the future need for 
car-barge service would be any greater than it had been in 1941 
or prior years, and that it was “just as clear” that there was 
no need for an additional operation “today.” 

“The temporary certificates now held by the applicant 
(Foss Launch & Tug Co.),” said the Drummond Lighterage Co., 
“with respect to Port Gamble were obtained by it by reason 
of an acute freight car shortage during the latter part of 1943, 
coupled with the detention in a few instances of Drummond 
car barges by the navy at Indian Island through delay in un- 
loading the barges, and coupled also with displeasure on the 
part of the lumber company at Port Gamble for being billed 
by Drummond for the reconditioning of several carloads of 
lumber improperly loaded by this shipper and therefore not 
accepted by the railroad lines without reconditioning to comply 
with the loading rules. . . . All these conditions were wholly 
fortuitous in character and they were all quite temporary in 
duration. 

“This, in substance, is the applicant’s whole case. It goes 
almost without saying that there is no valid ground for a con- 
tention that public convenience and necessity require the opera- 
tions for which the applicant now seeks a permanent certifi- 
cate.” 


Forwarder Permit Question 


The question whether a sole owner of a freight forwarder, 
who is a minority stockholder and director in a motor carrier, 
may obtain a permit as a freight forwarder, is discussed in a 
brief filed with the Commission by the applicant in FF-136, 
In the Matter of the Application of L. M. Glendenning, doing 
business as Glendenning Forwarding Co., St. Paul, Minn. 

Pointing out that L. M. Glendenning, owner of the for- 
warder business involved in the instant proceeding, is also 
a stockholder and director of Glendenning Motorways, Inc., a 
common carrier; that the applicant is not active in the motor 
carrier’s affairs except as a director; and that the motor car- 
rier exercises no control over the applicant’s forwarding opera- 
tions, the applicant asks the question: 


May L. M. Glendenning, sole owner of a freight forwarder and a 
minority stockholder and director in a motor carrier, receive a permit 
as a freight forwarder in the light of the various provisions of section 
411, part IV? 


Section 411 (c), the applicant noted, provided that it was 
unlawful, after six months, for any director of a motor carrier 
to own or control a freight forwarder, and that section 411 (g), 
“of later enactment,” provided, in the face of section 411 (c), 
that a common carrier or a person controlling a common carrier, 
might own a freight forwarder. This subparagraph, said the 
applicant, had the effect of nullifying that portion of section 
411 (c) which, by its terms, prohibited a person controlling a 
motor carrier from owning a freight forwarder. The applicant 
asserted that the report of the Bureau of Water Carriers and 
Freight Forwarders in Ex Parte 155 correctly held that such 
provisions in each section were contradictory and that the later 
enactment prevailed. Continuing, the applicant said: 


The report then proceeds, however, to attempt to give effect to 
section 411 (c) by stating, ‘‘It is clear that if a director, officer, employe, 
or agent of a common carrier subject to parts I, II, or III of the 
act does not control the company of which he is a director, officer, 
employe, or agent, he may not have a personal pecuniary interest in 
a freight forwarder.’’ 


With this, the applicant said, she could not agree. 

“The history of the bill through both houses indicates that 
section 411 (c) was simply a legislative accident,’ declared the 
applicant. “We recognize the rule of statutory construction 
whereby effort should be made to make effective all parts of the 
statute. Where, however, as here a later enactment manifests, 
from its four corners, an intent to nullify the pre-existing sec- 
tions and where the context of the later enactment, by reason- 
able interpretation, contradicts the context of the pre-existing 
provisions, it must be held that the pre-existing provisions are 
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rendered nugatory. This principle is all the more applicable 
where the context of the earlier enactment, in the light of the 
later enactment, leads to absurd results.” 

The applicant averred it was absurd to say that Congress 
having separate corporate and other interests in mind, intendeg 
to provide that a motor carrier itself might own a freight for. 
warder but that a person with a minority stock interest in g 
motor carrier could not own a freight forwarder. 

“We venture that there is nothing in the legislative history 
which reveals a reason therefor,’ continued the applicant. 
“Nor has anyone suggested a reason for such a conclusion. We 
know of nothing inherent in the nature of the business whic, 
would permit the motor carrier itself, or its majority stock. 
holder, to own a freight forwarder but would prevent one of 
the least influence, the minority stockholder, from owning 
freight forwarder. 

“Our point, therefore, is that the literal prohibition againg 
the minority interest owning a freight forwarder contained ip 
section 411 (c) is rendered meaningless by the later enactment. 
section 411 (g).” 

Because of her holdings in Glendenning Motorways, Inc, 
a motor carrier, and her directorship therein, L. M. Glendenning, 
concluded the applicant, was not disqualified as a grantee of a 
permit under part IV of the act. 


Plane Propeller Ratings 


Saying that the decision of the Commission, by division 3, 
in No. 29052, Henry L. Stimson, as Secretary of War vs. Akron, 
Canton & Youngstown Railway Co., et al., was “repugnant to 
the guiding fundamentals of rate construction upon which the 
Commission has proceeded for years,’”’ the defendants have pe- 
titioned for reconsideration by the entire Commission, oral 
argument, and extension of the effective date of the order. 

The division had found ratings on airplane propellers and 
propeller blades, in carloads and less than carloads, between 
points in the United States, not to have been unreasonable in 
the past, but found carload ratings unreasonable for the future, 
and prescribed reasonable ratings (see Traffic World, Jan. 27 
p. 207, and Feb. 3, p. 252). 

The defendants said they desired reconsideration of that 
portion of the decision concerning airplane propellers and blades 
that proposed to reduce already low present ratings to a basis 
far out of line with anything the Commission had ever done in 
the past, lower even than ratings the complainant had testified 
were reasonable. 


“On these articles of a value of several dollars per pound— 
a value as great as many articles in transportation have per 
ton, the carriers had already depressed the rates to 70 per cent 
of first class when the transportation of the commodity in- 
creased so that carload shipments became a reality,” said the 
defendants. “This was almost a 50 per cent reduction on these 
wartime developments. Now the division proposes to hew the 
rates further down to 55 per cent of first class with a minimum 
weight of 24,000 pounds... .” 

The defendants said they would be irreparably damaged if 
the decision were permitted to stand, and would suffer further 
damage if the bases underlying it were adhered to in other 
cases. Said the defendants, further: 


We therefore, in exhausting our remedies, must humbly submit 
the matter to the full Commission with a prayer for reconsideration and 
the dismissal of the complaint. 


Greyhound Penn-Ohio Control 


“The proposed report is an example of what happens when 
a record is approached with preconceptions that make fait 
consideration impossible,’ said the Greyhound Corporation In 
exceptions filed to the proposed report in MC F-2276, The Grey- 
hound Corporation—Control—Penn-Ohio Coach Lines Co. (See 
Traffic World, January 20, p. 151.) In this proceeding Grey- 
hound is seeking authority to acquire control of Penn-Ohio 
Coach Lines Co. 

“Here, evidence contrary to those preconceptions was either 
ignored entirely or unconsciously colored in restatement t0 
support preconclusions unsupported by any evidence of record 
and in several instances contrary to the undisputed evidence, 
continued Greyhound. “Under such circumstances compliance 
with the rules of procedure requiring specification of error 
makes it necessary to assign as error practically every finding 
recommended.” 

Saying that the examiner had recommended that the Con 
mission deny the application because of alleged: (1) excessivé 
price; (2) probable adverse effect on some employes; (3) likely 
impairment of the operations of The Red Eagle Bus Co.; (4) 
duplication of routes; (5) practical monopoly of north-south 
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routes over northern Ohio points and Marietta and Wheeling, 
Greyhound added that under the act it was the examiner’s and 
the Commission’s duty to consider the effect as a whole of the 
acquisition on the carrier service, efficiency and economy, and 
not merely to base a denial on an alleged adverse effect on 
other carriers or employes or on a policy that the evidence 
showed was not applicable to the instant application. 

Greyhound said it respectfully submitted that the evidence 
required the Commission to find that the proposed transaction 
would preserve to the public the benefits of existing coordinated 
service; that it would improve carrier service by institution of 
through operation between northeastern Ohio and points in 
southeastern states; that approval of the application would 
promote efficiency and economy by providing for the Penn-Ohio 
operations adequate and modern joint terminals, garages and 
shop facilities without additional capital outlay that otherwise 
would be necessary; that Penn-Ohio’s routes and operations 
were supplementary to and non-competitive with those of the 
several Greyhound lines in the territory; and that the price, 
terms, and conditions of the proposed transaction were just and 
reasonable and would in no way burden or impair transporta- 
tion service of the carriers affected. 

Greyhound also asked the Commission to find that the 
proposed transaction would preserve existing carrier service, 
through routes and channels of traffic without diversion from 
carriers connecting with either Penn-Ohio or Greyhound, and 
without impairment of any other carrier, and would preserve 
competition, without substantial or undue reduction, within the 
area served by Penn-Ohio. It also requested the Commission 
to find that the proposed transaction would in no wise adversely 
affect the employment, wages, working or other conditions of 
the employes of the carriers affected. Continuing, Greyhound 
said: 


Applicant has stated in this as in other cases that no employe will 
be displaced because of this acquisition. We mean just that. 


Goodman’s Express Application 


The legal and enforcement section of the Commission’s 
Bureau of Motor Carriers has filed with the Commission excep- 


tions to the proposed report of the Commission’s examiner, © 


Samuel Badian, in MC 74772, Goodman’s N. Y. & Conn. Express 
Corp. Common Carrier Application, in which he recommended 
that a certificate be granted for transportation of general 
commodities, with exceptions, over specified routes (see Traffic 
World, Jan. 27, p. 212). ; 
Saying that the examiner should have denied the applica- 
tion, the bureau added that it could not lawfully be held that 
the applicant’s operations were bona fide, or that it was fit, 
able, or willing to comply with the interstate commerce act. 
“In view of the fact that the Commission denied the ‘grand- 
father’ application of Eastern Carrier Corporation because it 
operated its trucks from Pennsylvania points into New Jersey 
and return to evade the state law of Pennsylvania, which ruling 
was affirmed by a federal court, we are unable to comprehend 
how it will be possible for the Commission to grant the con- 
sidered application, since there is no dispute that applicant has 
consistently and openly sought to evade and defeat by flagrant 


- esa part II of the interstate commerce act,” said the 
ureau. 


In this case, the bureau continued, the evidence was undis- 
puted that the applicant, after filing its tariff, instituted the 
practice of charging more for its services than the rates pre- 
scribed therein. Continuing, the bureau said: 


Upon being prosecuted therefor it (the applicant) commenced the 
practice of charging less than the rates prescribed in its tariff. Upon 
being convicted therefor, it changed its type of violations to that of 
granting rate rebates, and after being convicted for such offenses it 
devised another scheme to evade defeat and set to naught the interstate 
commerce act by failing to show the origins of shipments transported; 
by failing to show the destinations of such shipments; by failing to 
enter on its freight bills a description of the commodities transported; 
thereby making it impossible for the Commission to enforce the inter- 
State commerce act concerning overcharges, undercharges, the granting 
of rate rebates; and also making it impossible to determine whether 
applicant was operating in defiance of section 206 (a) of the act, that is, 
whether applicant was confining its operations within the scope of the 
toutes and territory and to the commodities set forth in its ‘‘grand- 
father’ application. 


_ In addition, the bureau continued, the applicant had failed 
timely to file quarterly and annual reports as required by the 
Commission’s accounting regulations; had made incorrect re- 
ports to the Commission; had failed to procure drivers’ medical 
certificates attesting to their fitness; and had failed to require 
its drivers to keep drivers’ logs. 

“All of said’ violations were not only proven by the legal 
and enforcement section, but none of them were denied by 
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applicant, nor were they, nor any of them, explained by appli- 
cant,” said the bureau. 


NEWSPRINT, CANADA TO SOUTH 


Referring to the Commission’s statement in Newsprint 
Paper Investigation, 197 I. C. C. 766, that “we have not power 
to prescribe and order the establishment or to prohibit the 
cancellation of joint international rates,’ the southwestern rail- 
roads and their connecting lines in the United States as appli- 
cants in Fourth Section Application No. 21018, Newsprint Paper 
from Canada to the South, have taken the position, in a brief on 
exceptions to the proposed report of Examiner C. K. Glover 
in that proceeding, recommending denial of the relief sought 
by the railroads (see Traffic World, Feb. 17, p. 394), that “since 
the Commission has not power to prohibit the applicants from 
canceling the existing joint international rates from eastern 
Canadian origins to southwestern destinations as proposed, it 
cannot find the resultant combination of the rates to and from 
southwestern gateways will be unreasonable.” 

The railroads directed this contention in their exceptions 
brief against the examiner’s proposed finding that the appli- 
cants had failed to show that the rates to proposed higher-rated 
intermediate points for that portion of the transportation within 
the United States would be reasonable and otherwise lawful. 
They said that that proposed finding was improper and unwar- 
ranted. They averred that they had shown that the rates pro- 
posed for application from eastern Canadian origins to south- 
western destinations bore a fair and proper relation to rates 
prescribed by the Commission as reasonable for application 
from producing points in the United States to southwestern 
destinations and also bore a fair and proper relation to existing 
rates from eastern Canadian producing points and western trunk 
line territory destinations. They said they were justified in 
canceling the through international rates and applying in lieu 
thereof the combination of rates to and from Mississippi River 
gateways to the southwest. 


MILWAUKEE-GREAT NORTHERN TRACKAGE 


Conversion of two substantially parallel and adjacent lines 
of railroad of the Milwaukee and Great Northern for purposes 
of economy and efficiency into a single line for their joint use, 
has been proposed in Finance No. 14854, in a joint application 
of Henry A. Scandrett, Walter J. Cummings and George I. 
Haight, trustees of the property of the Milwaukee, and the 
Great Northern, for authority to acquire trackage rights over 
and joint use of certain portions of the lines, and for abandon- 
ment of certain others portions, all in Idaho and Washington. 

The application said the lines extended easterly from Spo- 
kane Bridge, Wash., to a point westerly of Coeur d’Alene, 
Ida., and that their agreement contemplated that the proposed 
single line of 12.49 miles would consist of portions of the ap- 
plicants’ existing lines and connecting tracks to be constructed 
by them, and that portions of the existing lines not incorporated 
into the proposed line or connections would be abandoned. They 
said it was contemplated that each applicant’s contributions to 
the proposed line to be used jointly by them and its operation 
would be substantially equal. The agreement said there would 
be 2.18 miles of side track. 

Estimated cost of the work, the applicants said, was 
$22,600. This amount, they continued, would approximate the 
estimated recoverable net salvage value of the trackage aban- 
doned. No increase in traffic or revenues was expected to result, 
said the applicants, as no changes in train operation or service 
to industry or the public were contemplated. They also said 
the proposed transaction would not adversely affect the inter- 
ests of employes of either applicant. 





B. & 0. BRANCH CONSTRUCTION 

The Baltimore & Ohio has petitioned the Commission for 
modification of its order in Finance No. 14253, Baltimore & Ohio 
Railroad Co., Operation and Construction, so as to extend the 
time specified therein for completion of construction of a branch 
line in Nicholas county, W. Va., connecting with its West Vir- 
ginia & Pittsburgh branch near Curtain, W. Va., in a coal-pro- 
ducing area. The B. & O. said two sections of the branch had 
been completed but that only a small portion of the third sec- 
tion had been completed by December 31, 1944, the delay hav- 
ing been occasioned by the efforts of adjacent property owners 
to straighten up their titles. The B. & O. called attention to a 
critical demand for coal for defense and civilian purposes, say- 
ing it desired to finish building the branch line without the 
necessity of filing a new application. 


ARROW MARINE FORWARDER APPLICATION 


Arrow Marine Forwarders, Los Angeles, Calif., a partner- 
ship composed of Marshall E. Green and Joseph Henry Wolf, 
has asked the Commission, in FF-164, for a permit to insti- 
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tute freight-forwarding operations. The applicant said it pro- 
posed to offer the shipping public an opportunity to effect 
consolidations of less-carload lots via steamship the same as 
was now available by rail. Consolidation and assembly points, 
it said, would be established at the ports of Boston, New York 
and Philadelphia, and break-bulk points at the ports of Los 
Angeles, San Francisco, and Seattle. The applicant also said 
it proposed to commence operation as soon as it was granted 
a permit and intercoastal steamship space was available. 


Freight Claim Prevention 


The Committee on Prevention of Loss and Damage of the 
Freight Claim Division of the Association of American Rail- 
roads has issued three bulletins, Nos. 713, 714, and 715, dealing 
with loss of entire package, under the heads: “Investigation of 
Claims,” “Prevention Investigation,” and “Station and Ware- 
house Handling.” 

In the first bulletin, after observing that carriers who made 
complete investigations had been successful in loading short 
freight or in obtaining a refund if the claim had been settled, 
the committee recommends seven steps or points of investiga- 
tion. It also makes the comment that special agents and other 
outside representatives have been helpful in checking records 
at both origin and destination, a practice recommended when 
the amount warrants, and that a surprising number of cases 
showed claims filed for shortages of entire package in periods 
varying from two to eight months after the shortages had been 
delivered to consignees, particularly chain stores, mail order 
houses and forwarders. 

The second bulletin, ‘‘Prevention Investigation,” says that 
one member, in a period of two years, through the issuance of 
monthly bulletins listing all claims filed against it for shortages 
of $50 and over, as well as by the usual investigations and the 
aid of prevention representatives, has located shipments on 
838 claims aggregating $290,217. Among other suggestions, the 
committee says that investigations should be started promptly 
after exceptions noted on government bills of lading. The re- 
mainder of the bulletin deals with the necessity for more 
thorough investigation with reference to claims filed by freight 
forwarders. 

Under the head ‘Station and Warehouse Handling” in the 
third bulletin, the committee lists three major causes, other 
than theft, resulting in payment for loss of entire package: 


1. Error in marking by shipper, which is not detected for one 
reason or another at the time of receipt by the carrier. 

2. Either a complete failure to check freight or careless checking 
and failure to examine marks on packages and compare them with 
billing instructions. This is general, 

3. Failure of the freight agent to know what freight is on hand 
at his station—this ties in with the periodical and complete check of 
freight station warehouses, which is not being done as often and as 
well as it should be (this also applies to trucking companies and car 
forwarders). 


The remainder of the bulletin deals with methods of pack- 
age marking, handling of waybills, notification of destination 
agent when claim has been paid, handling of shipments show- 
ing more than one consignee or one destniation, claims on gov- 
ernment shortages arising because of imperfect seal records, 
and proper handling of claims on shipments delivered on forced 
billing or marks. 





I. ¢c. C. Under Wallace? 


A newspaper report that a plan for placing the Commission, 
the Federal Trade Commission, the Federal Power Commission 
and the Securities and Exchange Commission under “control” 
of the Secretary of Commerce was being prepared in the Bureau 
of the Budget was brought to the attention of Harold D. Smith, 
director of the bureau, March 5. His secretary stated that the 
director knew nothing of such a plan being prepared in the 
bureau and that if such a plan were being prepared there, he 
would know about it. There was “nothing” to the report, it 
was stated. 

Reports that there are administration officials who wish to 
bring the Commission within the jurisdiction of the Secretary 
of Commerce or that a transportation department be created 
into which the Commission would be fitted have been “kicking” 
around in Washington for months. 

This matter was discussed at the last annual meeting of 
the National Industrial Traffic League in New York City 
November 16-17, 1944 (see Traffic World, Nov. 25, 1944, p. 1387). 
A. H. Schwietert, chairman of the League committee on re- 
organization of executive departments of the United States 
government, said ‘‘there has been some activity in Washington 
which would indicate that the matter of creating a cabinet 


TRAFFIC WORLD 


office to supervise transportation is again receiving active con. 
sideration.” 

“You may recall that some time ago, Chairman Patterson, 
of the I. C. C., in an address before the Washington Chapter of 
Interstate Commerce Commissioners, stated that he was con- 
vinced that something of this kind should be done,” said Mr. 
Schwietert. “I have also been advised that Colonel Johnson 
(J. Monroe Johnson, member of the Commission and O. D. T 
director) is in favor of this idea.” 

Mr. Schwietert pointed out that the League had long been 
on record in opposition to the creation of a permanent executive 
office in the federal government over transportation. 

“If this were done, it would place transportation regulation 
and supervision in the executive branch of the government and 
in politics, instead of in the legislative branch where it now js 
under the direct supervision of the Interstate Commerce Com- 
mission, an independent administrative tribunal, non-partisan 
in character and as far removed from politics as_ possible,” 
said he. 

On motion of Mr. Schwietert, who stated that his com. 
mittee, since coming to New York, had considered the matter 
at a meeting there, the League, following approval by the execu. 
tive committee, reaffirmed its position and expressed “its un- 
qualified opposition to any proposal to create a cabinet post 
or any permanent executive office in the federal government 
with authority over transportation agencies engaged in inter. 
state or foreign commerce, and that the regulation and super- 
vision of our transportation agencies should remain in the 
legislative branch of the government, and administered by an 
independent, non-partisan administrative body.” 

Director Johnson, when asked if he had any comment con- 
cerning the report about the four government agencies being 
transferred to the general supervision of Secretary Wallace, 
replied that that was the first he had heard of the reports. It 
was said at the O. D. T. offices that in some of Director John- 
son’s public addresses he had advocated creation of a federal 
transportation department to consolidate overlapping trans- 
portation functions and activities. 


VINSON FOR LOAN ADMINISTRATOR 


President Roosevelt has sent to the Senate the nomination 
of Fred M. Vinson, of Kentucky, at present director of the 
Office of Economic Stabilization, to be federal loan administra- 
tor. In that capacity, he would succeed Jesse Jones, who served 
also as Secretary of Commerce and who resigned from his po- 
sitions in the federal government at the request of the Presi- 
dent. As federal loan administrator, Mr. Vinson would have 
under his supervision the Reconstruction Finance Corporation, 
from which many railroads have obtained loans. The Defense 
Plant Corporation, a subsidiary of the R. F. C., has entered into 
contracts with a number of trucking companies for operation 
of transportation equipment in services connected with the war. 

Chairman Bailey, of the Senate commerce committee, com- 
menting on the nomination of Mr. Vinson, said that “Judge 
Vinson is a very fine and able man and I shall vote for his con- 
firmation.”’ Former Secretary Jones also expressed commenda- 
tion of Mr. Vinson. 

‘The nomination of Mr. Vinson was confirmed March 6, 
by the Senate. The action was taken, without objection, after 
members of both the House and Senate had expressed approval 
of the nomination. 





MOTOR ACT PROSECUTIONS 

District of New Jersey, at Newark. Morris Glickman and 
Herman Trevax, of New York, N. Y., were fined a total of 
$300 following entry of their pleas of guilty to an information 
charging them with violations of part II of the interstate com- 
merce act. The court required that each defendant pay $150. 
The defendants, doing business as co-partners under the firm 
name of Crescent Cadillac Lines, were charged with transport- 
ing passengers in interstate commerce as a common carrier by 
motor vehicle without a certificate having been issued by the 
Commission authorizing the particular operations that were 
described in the information. 

Northern Ohio district, eastern division, at Cleveland. 
W. Curtis Keal, of Cleveland, was fined $1,250, and costs, fol- 
lowing entry of his plea of guilty to an information charging 
him with violations of part II of the interstate commerce att. 
The fine and costs were paid. The defendant, in connection with 
his common carrier business of transporting automobiles and 
truck in interstate commerce by the drive-away method under 
the assumed name of Curtis Keal Transport Co., and also in 
connection with his earlier activities as general manager of 
Great Lakes Drive-away Corporation of Ohio, of which he was 
the controlling stockholder and which was engaged in similar 
service prior to his acquisition of its operating rights in Decem- 
ber, 1943, was charged with transporting property in interstate 
commerce as a common carrier by motor vehicle without 4 
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* 7 e 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System. 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1945, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, E. D. Missouri, E. D.) Finding of Inter- 
state Commerce Commission that use of refrigerator cars for 
hauling nonperishable freight was diminishing use of such cars 
actually needed for other transportation was sufficient basis 
for finding of an emergency and justified service order prohibit- 
ing use of refrigerator cars for transportation of lard, etc., and 
order was not objectionable on ground that Commission did not 
specify that emergency existed. Interstate Commerce Act Sec. 
1(15), 49 U. S. C. A. See. 1(15). 

Finding of Interstate Commerce Commission of existence 
of an emergency involving use of refrigerator cars was a find- 
ing of fact which federal District Court was without authority 
to overrule on motion to dismiss action for alleged violation of 
service order issued on basis of such finding. Interstate Com- 
merce Act Sec. 1(15), 49 U. S. C. A. Sec. 1(15). 

Where Interstate Commerce Commission found that use of 
refrigerator cars for hauling nonperishable freight was dimin- 
ishing use of such cars actually needed for other transportation, 
service order prohibiting use of refrigerator cars for transpor- 
tation of lard, etc., was not objectionable because it did not 
specify section of country in which emergency existed and to 
which order applied, since the Commission made the existence 
of emergency coextensive throughout the country with its au- 
thority. Interstate Commerce Act, Sec. 1(15), 49 U. S. C. A. 
Sec. 1(15). 

Under statute giving Interstate Commerce Commission 
authority to make reasonable directions with respect to car 
service whenever emergency requiring immediate action exists 
in any section of the country, the Commission has power to 
find an emergency exists in every section of the country and to 
make service order applicable throughout the country. Inter- 
state Commerce Act Sec. 1(15), 49 U. S. C. A. Sec. 1(15). 

Statute, authorizing Interstate Commerce Commission, 
whenever emergency requiring immediate action exists, to give 
direction for priority in transportation for such periods as it 
may determine, requires that the Commission’s order should 
state the period during which the order shall be in effect. In- 
terstate Commerce Act Sec. 1(15), 49 U. S. C. A. See. 1(15). 

Under statute giving Interstate Commerce Commission 
authority, whenver emergency requiring immediate action ex- 
ists in any section of country to give direction for priority in 
transportation for such period as it may determine, the con- 
tinuance in effect of such order can only be justified because of 
and so long as the emergency continues. Interstate Commerce 
Act Sec. 1(15), 49 U. S. C. A. Sec. 1(15). 

The statute giving Interstate Commerce Commission au- 
thority, whenever emergency requiring immediate action exists 
in any section of country, to give direction for preference or 
priority in transportation for such period as it may determine, 
places the burden on the Commission of determining the ex- 
istence of an emergency as basis for exercise of the power and 
of determining the duration of the emergency. Interstate Com- 
merce Act Sec. 1(15), 49 U. S. C. A. Sec. 1(15). 

Under statute giving Interstate Commerce Commission 
authority, whenever emergency requiring immediate action 
exists in any section of country, to give direction for preference 
or priority in transportation for such period as it may deter- 
mine, service order prohibiting use of refrigerator cars for 
transportation of lard, etc., was invalid for failure to specify 
time during which order would remain in effect. Interstate 
Commerce Act Sec. 1(15), 49 U. S. C. A. See. 1(15). 

The statute giving Interstate Commerce Commission au- 
thority, whenever emergency requiring immediate action exists 
in any section of country, to give direction for preference or 
priority in transportation for such period as it may determine, 
and providing a penalty for each violation of an order of the 
Commission, is penal in its application and should be strictly 
construed. Interstate Commerce Act, Sec. 1(15), 49 U. S. C. A. 
Sec. 1(15). (United States vs. Thompson, 58 Fed. Supp. 213.) 








certificate having been issued by the Commission authorizing 
the particular operations alleged in such counts of the informa- 
tion. He was further charged with collecting and receiving a 
greater compensation for such transportation than was specified 
by the rates published in the applicable ‘tariffs, with failing to 
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require drivers to keep drivers’ logs, with failure to require 
doctors’ certificates of physical examination of drivers, and with 
failing to show on freight or expense bills the information that 
the Commission required to be shown. 


APEX MOTOR LINE SUIT 


C. S. Schaub, doing business as Apex Motor Line, Apex, 
N. C., and Apex Transportation, Inc., Charlotte, N. C., have 
filed suit against the Commission in the federal district court, 
eastern North Carolina district, Raleigh division, asking, among 
other things, that the Commission’s order of April 18, 1944, in 
MC 32680, C. S. Schaub Common Carrier Application, be set 
aside and that the Commission be directed to review the case 
and to issue an order “in accordance with the evidence” and to 
permit the plaintiffs to be granted franchise rights as a com- 
mon carrier “in accordance with their rights under the law.” 

In their complaint the plaintiffs alleged that the Commis- 
sion’s order in MC 32680 denied their right to continue opera- 
tions within approximately nine-tenths of the territory for 
which application was made. They asked consideration by a 
three-judge court. 





NEGRO COMPLAINT CASE 

The federal district court, Maryland district, has served 
on the Commission a complaint and summons in the case .of 
Elmer W. Henderson vs. the Commission. The complaint in 
civil action No. 2455 asks the court to set aside the Commis- 
sion’s order in No. 28895, Elmer W. Henderson vs. Southern 
Railway Co., in which the Commission, division 2, had found 
that failure of the Southern to furnish dinner service to the 
complainant, a Negro, on a journey from Washington to At- 
lanta, Ga., had subjected him to undue and unreasonable preju- 
dice and disadvantage. The division also found that no basis 
had been shown for an award of reparation and that no order 
for the future was necessary. The complaint was dismissed by 
the division. The new complaint asks the Maryland court to 
find erroneous the refusal of the Commission to issue a cease 
and desist order (see Traffic World, Feb. 3, p. 265). 





Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1945, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(District Court of Appeals, Second District, Division 3, Cali- 
fornia.) Where motor carrier accepted a plainly marked ship- 
ment of fresh, chilled pork sausage to be transported from Los 
Angeles to Camp Roberts, and failed to notify shipper that 
there would be a delay in delivery due to road washout and 
attempts to refrigerate by placing dry ice on top layer of the 
cartons during the 48 hours shipment remained at the terminal 
did not prevent the sausage from spoiling, carrier was liable 
for the loss. 

A carrier has duty to take proper measures for the pres- 
ervation of perishable goods in transit and a failure to comply 
with this duty which results in loss to the shipper, renders the 
carrier liable for the damage sustained. 

Where the carrier’s negligence concurs in and contributes 
to the loss or injury to shipper, carrier is not exempt from 
liability on ground that the immediate damage was occasioned 
by an act of God. (Newmark vs. Pacific Freight Lines, 155 Pac. 
Rep. 2d 68.) 


REFRIGERATOR CAR GENERAL PERMITS 

Restrictions on the loading of keg beer and mixed ship- 
ments of beer have been relaxed by general permit No. 5 
under order No. 219, issued March 2 by C. W. Taylor, manager 
of the refrigerator car section of the Association of American 
Railroads, acting as agent of the Commission. 

The general permit authorizes railroads “to disregard the 
provisions of Taylor’s I. C. C. Order No. 219 in so far as it 
pertains to the loading of keg beer and mixed shipments of beer 
where keg beer amounts to 50 per cent or more of load when 
such shipments are destined to or loaded in the states of Kansas, 
Oklahoma, Texas, Missouri, Arkansas, Louisiana, Tennessee, 
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Mississippi, Alabama, Georgia, Florida, South Carolina and — 


North Carolina.” 
Mr. Taylor has issued corrected general permit No. 4 
under his order No. 219 (see Traffic World, March 3, p. 518) 
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making the permission to disregard the provisions of the order 
apply to refrigerator cars loaded with canned asparagus, cream 
style corn and tomato juice in straight or mixed carloads 
destined to, as well as originating in; states east of the eastern 
borders of the states of North Dakota, South Dakota, Nebraska, 
Kansas, and north of the northern borders of the states of 
Arkansas, Tennessee and North Carolina, providing the’way- 
bills show reference to the general permit. The permit was 
made effective March 6, to expire at 12:01 a. m., March 20. 





IRISH POTATO SHIPMENTS 


The Office of Defense Transportation has announced that 
control of potato shipments from storage points to outside dis- 
tribution centers has been extended to the potato growing area 
of Michigan under amendment No. 3 to general order O. D. T. 
L-4, issued December 11, 1944. The Commission, division 3, by 
fourth revised service order No. 259, effective March 1, to 
May 1, had enlarged the number of sections from which per- 
mits for the shipment of Irish potatoes would be required (see 
Traffic World, March 3). 

The O. D. T. said its order was issued to assist the War 
Food Administration in measures taken to facilitate the pro- 
curement of potatoes for the armed services. Continuing, the 
O. D. T. said: 


The order prohibits the transportation of Irish potatoes (all varie- 
ties) by common, contract or private motor carriers unless the shipper 
presents a permit issued by the War Food Administration. Other areas 
previously affected by the restriction include potato growing sections 
of Oregon and Idaho, Aroostook County, Me., and the Red River Valley 
area of North Dakota and Minnesota. 

The Michigan ares includes the counties of Alcona, Alpena, Antrim, 
Arenac, Bay, Benzie, Charlevoix, Cheboygan, Clare, Clinton, Craw- 
ford, Emmet, Gladwin, Grand Traverse, Gratiot, Ionia, Iosco, Isabella, 

Kalkaska, Kent Lake, Leelanau, Manistee, Mason, Mecosta, Midland, 
Missaukee, Montcalm, Montmorency, Muskegon, Newaygo, Oceana, Oge- 
maw, Osceola, Oscoda, Otsego, Attawa, Presque Isle, Roscommon, Sagi- 
naw and Wexford. 





V. B. Cars for Refrigerators 


On account of abnormal demands exceeding the supply of 
refrigerator cars in southeastern territory, substitution of ven- 
tilated box cars for refrigerator equipment has been required 
by supplement No. 3 to Circular CSD-162, revised, 1944 issue, 
issued by Chairman Kendall, of the A. A. R. car service division. 
Effective immediately, according to the circular which is dated 
March 2, roads parties to circular CSD-162, revised, and supple- 
ment 1 thereto, will accept citrus fruits loaded in ventilated box 
cars when destined to points on or south of a line drawn from 
New York to Philadelphia, Pittsburgh, Columbus, Indianapolis 
and St. Louis, without notation on waybills as provided in 
CSD-162. The circular also provides for interline distribution 
of claims paid for frost damage on such traffic. 

In special car order No. 37, 1945 reissue, dated March 3, 
Chairman Kendall has directed that, with respect to ventilated 
box cars owned by the A. C. L., C. of G, C. &W.C, L. & N., 
S. A. L., and Southern, such cars: 


(a) In territory north of Potomac and Ohio rivers or west of the 
Mississippi River, must not be used for any loading but must be for- 
warded promptly to owners, or moved empty in home route in ac- 
cordance with the Car Service Rules. If home route of empty cars 
under this paragraph requires a movement in direction opposite to 
owner, cars shall be moved in short route, calling on local district 
manager for assistance if required. 

(b) Roads in southeastern territory will deliver ventilated box cars 
empty to their owners in accordance with the rules, unless otherwise 
mutually agreed upon between themselves, or unless otherwise di- 
rected by district manager. 

(c) Cars on roads in southeastern territory must not be loaded 
beyond home rails, except with perishable freight. Southeastern 
roads extending beyond territory defined must further restrict the 
loading of ventilated box with any freight, except perishables, to 
destinations within southeastern territory. 

This order is required account abnormal demands for refrigerator 
equipment in southeastern territory, impending heavy movement of 
perishable freight and the necessity of substitution of ventilated box 
cars for refrigerator cars for loading of citrus fruit. 


Chairman Kendall, March 9, issued supplement No. 1 to 
special car order No. 37, excluding from the provisions thereof 
ventilated box cars owned by the Central of Georgia. 


oO. D. T. CONSERVATION ORDERS 


The Office of Defense Transportation has issued supple- 
mental orders under its general order O. D. T. 3, Revised, co- 
ordinating operations of motor carriers, as follows: No. 552, 
in Connecticut, Delaware, Illinois, Indiana, Maine, Maryland, 
Massachusetts, Michigan, New Hampshire, New Jersey, New 
York, Ohio, Pennsylvania, Rhole Island, Vermont, Virginia, 
West Virginia and District of Columbia; No. 558, in California; 
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No. 559, in California; No. 560, in Tennessee, Georgia ang 
Alabama; No. 561, in Indiana; No. 562, in Salt Lake City ang 
Ogden, Utah; No. 536, in North Carolina, Virginia, Maryland 
Pennsylvania, South Carolina and District of Columbia; No, 
938, in Georgia; No. 555, in New Hampshire, Vermont, Maine, 
Massachusetts, Rhode Island, Connecticut and New York; No, 
567, in Birmingham and Montgomery, Ala. 

The O. D. T. also has issued its supplemental order O. D. Tv. 
6A-91, coordinating operations of motor carriers in New (Ory. 
leans, La. 

By supplemental order O. D. T. 2-12, the O. D. T. has 
authorized the Reading Co. to substitute motor vehicle bus 
service for rail passenger service between Pottsville and Ash. 
land, Pa., to be operated by the Reading Transportation Co, 
a subsidiary of the Reading. 





Oo. D. T. EXPEDITING ORDER 


The Office of Defense Transportation has issued its spe. 
cial order O. D. T. E-11, to expedite collection and delivery of 
line-haul shipments in the Minneapolis-St. Paul, Minn., area, 





0. D. T. Appeal Decisions 


Director Johnson, of the Office of Defense Transportation, 
has affirmed the action of regional and district officials of the 
O. D. T. in denying applications to institute new service, extend 
service, and obtain additional fuel and mileage, and in two 
matters has returned the files to the field for further investiga- 
tion. The denials affirmed, and the nature of the applications, 
were as follows: 


W. A. Draper, Gainesboro, Tenn., for special permit to engage in 
taxi service, decision No. 92. 

F. M. Tessier, Winton, Calif., for additional allotments of truck 
mileage and motor fuel, decision No. 95. 

Robert A. Merritt, Magnolia, N. C., for additional allotments of 
mileage and motor fuel, decision No. 96. 

Interstate Bakeries Corporation, Cincinnati, O., 
as a private carrier of property, No. 99. 

C. E. Franklin, Jackson, Miss., for approval of inauguration of 
service and for a certificate of war necessity. 


to extend service 


In appeal decision No. 97, Director Johnson reversed the 
order of the regional director of the O. D. T. at Atlanta, Ga, 
affirming the action of the district manager at Winston-Salem, 
N. C., denying the application of M. H. Aspden, of Greensboro, 
N. C., for additional allotments of mileage and motor fuel. 
Director Johnson said the applicant’s operation appeared to 
fall within the category of operations in respect of which the 
higher maxima had been fixed, and returned the file to the 
field for further review and appropriate action. 

In appeal decision No. 98, Director Johnson returned to 
the field for further consideration the file relating to the 
application of Foster Wright, of Dothan, Ala., for additional 
allotments of mileage and motor fuel. The application, Director 
Johnson said, had been denied by the O. D. T. district manager 
at Montgomery, Ala., and the action affirmed by the regional 
director at Atlanta, Ga. The director said that further investi- 
gation should be made to determine whether, in the light of 
the operating expenses of the applicant and of others in the 
area operating similar equipment, any adjustment should be 
made in the present allotment of gasoline to make it comport 
with the present mileage certified. 


Oo. D. T. LIQUID TRANSPORT CHANGE 


Director Johnson, of the Office of Defense Transportation, 
March 5, announced the resignation of Fayette B. Dow as 
director of O. D. T.’s liquid transport department. He will be 
succeeded by Porter L. Howard, now serving as consultant to 
the same department. 

Counsel for several petroleum groups, Mr. Dow entered 
government service in 1940, as consultant to Ralph Budd, trans- 
portation commissioner of the then Advisory Committee to the 
Council of National Defense. With the creation of O. D. T. in 
1942, he continued as an adviser on petroleum matters, and was 
appointed to head the liquid transport department in November, 
1942, remaining at the post ever since, and serving without 
remuneration. 

“I accept your resignation with regret which is greatly 
diminished by the fact that you have promised to be always 
availiable to discuss problems with those of your staff who wi 
remain here,” Colonel Johnson wrote Mr. Dow. “You have at 
great personal sacrifice rendered an outstanding service far 
beyond duty. It has been invaluable and I know of no other 
than yourself who could have effected the results.” 

Mr. Dow has been prominent in petroleum activities for 
more than 25 years. In the last war he was on the staff of the 
Commission. : 

Mr. Howard was born in Council Grove, Kan., and lives 
Philadelphia. He was general traffic manager for the Sun 
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Co., Philadelphia, at the time of his appointment to O. D. T. 
in 1941. Since then he has served without pay both as con- 
sultant and assistant deputy director in O. D. T.’s liquid trans- 
port department. 


Curtailment of Travel 


Director Johnson, of the Office of Defense Transportation, 
and chairman of the War Committee on Conventions, has denied 
charges published in the Christian Beacon, official organ of the 
American Council of Christian Churches, that the O. D. T., in its 
attempt to restrict the number of out-of-town attendants at 
meetings and conventions, had attacked the freedom of the 
churches, and that the director had displayed the spirit of a 
dictator in his dealings with churchmen. 


The O. D. T. director, observing that of 52 permits issued to 
groups to enable them to hold necessary meetings, 37 had been 
issued for religious meetings, said that rather than attacking 
the churches the convention ban had helped them hold their 
necessary meetings. He said that, without the limitation on 
out-of-town attendance at all conventions, trade shows, and 
conferences, the churches would not be able to hold any im- 
portant conferences this year because of transportation short- 
ages. He said the ban on large attendance, other than local, 
at such meetings had not been aimed at any one group, religious, 
governmental, or otherwise. 


Director Johnson said the charge that he was dictatorial 
was absurd, observing that if he was of such a mind, he’d be 
spying on people and trying to see whether they were living 
up to the request. He said he hadn’t done any spying and didn’t 
intend to, and observed that it was a request, and not a law, 
that out-of-town attendance at meetings be held down. 

Carl McIntire, publisher of the religious paper, and Dr. W. H. 
Garman conferred with Director Johnson on February 20 in 
an attempt to have church meetings exempted from the ruling, 
and the paper said the conference had been most unsatisfactory. 
Director Johnson said that was true, adding that this was the 
first church organization anywhere that had shown opposition to 
the convention rule. He said that, since the conference with 
the two churchmen, he had received letters from several im- 
portant church officials saying they were glad to cooperate and 
that they would do so as long as the emergency lasted. 


The O. D. T. director said that representatives of religious, 
governmental, organized sports, hotel, and business groups had 
been called in to advise the committee before the ban was in- 
voked. He said the committee did not want to do anything 
that would prevent any of them from holding necessary meet- 
ings, and added that the committee had been very liberal in 
granting permits for church conferences that had to do with 
the conduct of church government. 


Livestock Auctions 


The War Committee on Conventions has announced that 
livestock auction sales may be held without the necessity of 
applying for a permit if all animals are shown for the purpose 
of actual sale. Said the O. D. T. 


The display and grading of animals prior to the opening of a bona 
fide auction sale is permitted. The display of equipment, supplies and 
accessories at live stock sales requires application to the committee 
for a permit and will be authorized only if the exhibitors are drawn 
solely from the local area; that is, from the city and suburbs where 
the sale is conducted, or, in the case of a rural community, from within 
the normal local trading area. 


Meetings held in connection with any live stock sale requires per- 


mits if more than 50 persons attend from outside the local area as 
defined above. 


Application must be made to the committee for a permit to hold 
any live stock exhibition in which animals are assembled for show pur- 
poses or the awarding of prizes or ribbons, and not for sale. Permits 
will only be granted if all animals shown are drawn from the local area. 


_In announcing the policy, the committee chairman ex- 
Plained that “the committee has no desire to interfere with 
bona fide livestock auctions or sales, which are recognized as 
essential in increasing our food production, both as to quality 
and quantity. On the other hand, it is desirable to minimize 
to the greatest extent possible, those events which cause mass 
movement of persons, animals and equipment, and thus create 
unnecessary peak loads upon our critically overburdened trans- 
portation and hotel facilities.” 

The War Committee on Conventions announced March 6 
that up to March 1 it had received 1,331 applications for permis- 
sion to hold group meetings such as conventions and trade shows 
and had granted 53 of these and had denied 1,278. It announced 
a new list of meetings through February 28 for which permits 

d been granted. The number of meetings listed was 40. Of 
that total 31 were meetings of church or other religious or- 
ganizations, all of them being classified as “church legislative” 
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conferences. The other authorized meetings included in the list 
announced March 6 were: 


Commercial Telegraphers Union—Western Union Division, wage 
conference, Philadelphia, Pa., April 9. 


National G-M Council U. A. W. (C. I. O.) Ratification Conference, 
Detroit, March (wage agreement ratification). 

United Steelworkers of America (C. I. O.) conference, Pittsburgh, 
Pa., Feb. 15 to 18 (wage agreement ratification). 

University of California, conference and short course in commercial 
preservation of food, Berkeley, Calif., Feb. 19 to 21. 

United States Navy Bureau of Ships, training conference on dis- 
posal of surplus property, Chicago, Feb. 26, 27. 

Rubber Reserve Company, Operator’s Committee on Production of 
Butadiene from Petroleum, Dallas, Texas, March 28 to 30 (technical 
conference on synthetic rubber war program). 

Rubber Reserve Company, Polymer Research Branch, conference, 
New York, May 10 to 12 (technical conference on synthetic rubber war 
program). 

Federal Security Agency—Community War Services, conference, 
Charleston, March 9, 10; Oklahoma City, March 2, 3; Houston, March 
5, 6 (conference of military and civilian venereal disease control officers 
with local health officers). 


General Electric Co. engineering conference, turbine development 
program, Swampscott, Mass., May 9 to 11. 


F. W. Kahler, promoter and manager of the “International 
Sportsmen’s Show,” scheduled to open at the Coliseum, in 
Chicago, on March 10, is embroiled with the War Committee 
on Conventions because he has not applied for a permit from 
that committee, according to the Chicago regional information 
office of the Office of Defense Transportation. 

The local O. D. T. office said that, in a long distance call 
to Chicago, Frank Perrin, secretary of the war convention com- 
mittee, had declared that “the management of this show is 
manifestly determined to get by under his billing and pub- 
licity in spite of the war effort and the need for transportation 
conservation. This is unfair when other more deserving con- 
ventions, trade shows and group gatherings have voluntarily 
cancelled in the need of the critical transportation situation. 

Both Mr. Kahler and the management of the Coliseum 
have been notified by telegram that the exhibition must limit 
itself to “exhibits from Chicago and its immediate suburban 
area” or be in violation of the ruling of James F. Byrnes, direc- 
tor of War Mobilization and Reconversion, that group meetings 
of any kind attended by more than 50 persons who will require 
hotel accommodations, must have the sanction of the War Com- 
mittee on Conventions. According to the O. D. T. regional office 
at Chicago, Mr. Kahler had been notified that he needed a per- 
mit from the committee to bring exhibitors from outside of 
the immediate suburban area of Chicago. 


Rail Travel by Women, Children 


The Office of Defense Transportation has made public data 
obtained by individual railroads and summarized by the Asso- 
ciation of American Railroads on the distribution of railroad 
passengers transported in regular train service, troop trains 
and commutation trains being excluded, in surveys made Jan- 
uary 17 and 20 at 27 large passenger terminals, showing that 
women and children accounted for 31 per cent of the passenger 
totals recorded on those two days, while persons in uniform, 
in all of the armed services, comprised 35.7 per cent and “all 
other” travelers constituted the remaining 33.3 per cent. 


The O. D. T. announced no conclusions based on this infor- 
mation, but an O. D. T. spokesman suggested that if women 
“stopped running around to see Aunt Susie and taking all the 
children” the task of the railroads in carrying the abnormally 
large passenger load in the war period would be a happier one. 

He predicted that the passenger burden of the railroads 
would increase for several months after victorious termination 
of the war in Europe, and believed that at least three or four 
months would be required for readjustment of the domestic 
rail travel situation after the war. 


The railroads’ survey of passenger travel, according to the 
O. D. T., was made at rail terminals in the following cities: 


Seattle, Wash.: San Francisco and Los Angeles, Calif.; Denver, 
Colo.; Ogden, Utah; Houston and El Paso, Tex.; New Orleans, La.; 
Memphis and Chattanooga, Tenn.; St. Louis and Kansas City, Mo.; 
Omaha, Neb.; Chicago, Ill.; Minneapolis-St. Paul, Minn.; Miami, Fla.; 
Atlanta, Ga.; Cincinnati and Cleveland, Ohio; Detroit, Mich.; Pitts- 
burgh and Philadelphia, Pa.; Boston, Mass.; Buffalo and New York, 
N. Y.; Washington, D. C., and Norfolk, Va. 


The totals recorded on Wednesday, January 17, Were: 
Women and children, 122,740, or 30.7 per cent; persons in uni- 
form, all military services, 132,060, or 33 per cent; “all other,” 
145,363, or 36.3 per cent. The totals for Saturday, January 20, 
were: Women and children, 153,192, or 31.2 per cent; persons 
in uniform, all military services, 185,732, or 37.8 per cent, and 
“all other,” 151,926, or 31 per cent. 


———— 
















































































































































































































































































oO. D. T. APPOINTMENT 

Appointment of Victor Parvin to succeed John M. Fush as 
district port director at New Orleans, La., in the railway trans- 
port department of the Office of Defense Transportation, effec- 
tive March 1, was announced by the O. D. T. 

Mr. Fush was general manager of the Municipal Yacht 
Harbor of New Orleans before going to the O. D. T. in June, 
1942, as supervisor of port conditions at Mobile, Ala. He be- 
came District Port Director at New Orleans in December, 1942, 
and resigned February 28, 1945, to enter private business. He 
is a resident of New Orleans. 

Mr. Parvin was general superintendent of the Ann Arbor 
Railroad before joining the O. D. T. in December, 1943, as 
district railroad director in the railway transport department 
at Birmingham, Ala. He left the O. D. T. temporarily in No- 
vember, 1944. Mr. Parvin’s residence is Owosso, Mich. 





DEMURRAGE AND “SNOW” EMBARGOES ; 

Considering further the question of demurrage charges 
resulting from the provisions of CSD embargoes Nos. 35, 37, 
43 and 47—the “snow-belt” embargoes—H. A. Eaton, secretary 
of the transportation section of the Association of American 
Railroads, has advised the railroad demurrage and inspection 
bureaus that ‘demurrage charges accruing on cars not com- 
pletely loaded prior to the effective date of each of the above 
embargoes, which charges were approximately caused by such 
inadequate and insufficient notice, are not lawfully applicable.” 
He had stated that it appeared that an error occurred on the 
part of the carriers in that little or no notice of the embargoes 
was given to shippers, consignors, or their agents. The lack of 
notice, said he, was attributable to the urgency of stopping 
additional cars from entering the area stricken by unprece- 


dented snow and severe cold weather (see Traffic World, Feb. 
17, p. 425). 


PULLMANS FOR MILITARY CASUALTIES 
The Office of Defense Transportation has announced that 
more than five times as many Pullman cars were used for the 
movement of military casualties in January as in June, 1944. 
Pullman cars allocated for hospital cases in January totaled 
1,546, as against 293 in June, 1944, it said. 





Navy Freight Expenditures 


Freight transportation costs of the Navy Department for 
two fiscal years ending with June, 1945, will total more than 
half a billion dollars, according to data made public in connec- 
tion with deliberations in Congress on H. R. 2374, the first de- 
ficiency appropriation bill for the fiscal year ending June 30, 
1945 


The House appropriations committee in its report on the 
bill recommended an appropriation of $40,000,000 to cover 
Navy freight bills received after June 30, 1944, but applying to 
freight transportation services performed prior to that date, 
and another appropriation of $215,927,000 for payment of freight 
charges by the navy in the current fiscal year. The Navy De- 
partment put these expenditures under the heading of “trans- 
portation of things.” 

Testimony of naval officers, made public with the issuance 
«by the committee of printed hearings on the bill, showed that 
the navy had an appropriation of $335,000,000 for “transporta- 
tion of things” in the fiscal year ended June 30, 1944, but that 
this amount fell $40,000,000 short of meeting the actual amount 
of total freight charges for that year. It was shown, further, 
by their testimony that the navy estimated it would need 
$255,000,000 to cover its freight expenditures for the current 
year. To provide that amount, the House appropriations com- 
mittee recommended that there be added to the direct appro- 
propriations of $215,927,000 in the bill as reported, funds pro- 
posed to be transferred from four other appropriation items of 
the Navy Department in the aggregate amount of $39,073,000. 

The House passed the bill and sent it to the Senate with- 
out revising the amounts of the appropriations in the bill as 
reported, for ‘transportation of things” for the navy. 


Two Officers Testify 


Navy Department witnesses whose testimony with respect 
to “transportation of things” appeared in the printed hearings 
were Captain R. T. Roberts and Commander F. C. Toal, of the 
Navy Department’s Bureau of Supplies and Accounts. 

Captain Roberts stated that the department’s appropria- 
tion for expenditures for “transportation of things” in the 
fiscal year 1944 had been $335,000,000, including a supplemental 
appropriation of $135,000,000; that, as of June 30, 1944, it had 
spent $214,051,358, and that it had estimated payments, sub- 
sequent to June 30, 1944, amounting to $160,948,642, “or a 
total estimated expenditure for the fiscal year 1944 of $375,- 
000,000, which would call for a deficiency of $40,000,000.” He 
showed that the $375,000,000 was for payment of charges for 


TRAFFIC WORLD 


transportation actually performed in the fiscal year 1944 ang 
explained that there was delay in getting the bills in and get. 
ting them paid. Asked by Representative Taber, of New York, 
why the bills in many instances had been late in coming in, 
Captain Roberts said: 

One example would be a difference of opinion on the freight rate, 
and a difference as to the breakdown of the freight charges between 
the railroads, or the fact that the shipment started out under certaip 
routing and then we changed the routing, and by the time it is finally 
up for payment there is quite an involved procedure, and those things 


sometimes lag as much as six or eight months, and that is the reasgop 
for the delay. 


Commander Toal testified that the bills for transportation 
of navy freight were no longer audited by the Navy Depart. 
ment, but were audited only by the General Accounting Office. 

“What kind of a check does the land-grant rate afford?” 
asked Representative Dirksen, of Illinois. 

“It is quite an involved procedure,” said Commander Toal, 
“Actually the computation of the land-grant rates involves a 
determination, first, of just what land-grant carriers are ip- 
volved, and, secondly, whether the carriers have equalized al] 
these rates. The various rates must be checked and the com- 
putations are carried out to four decimal points beyond the 
cent.” 

He added the Navy Department did not have personne] 
for such computations, but that the General Accounting Office 
had. He said that “we have in the navy personnel to quote the 
land-grant rate prior to movement.” 


Demurrage Charge Question 


“Do you have an estimate of the amount of demurrage ap- 
proved?” Mr. Dirksen inquired, after having been told by 
Commander Toal that the carriers generally assessed such 
charges against the government. 

“No, sir; there is no estimate made of that single item,” 
said Commander Toal. ‘“‘The Navy Department, in cooperation 
with the Office of Defense Transportation and the railroads, 
makes a continuous and strenuous effort to keep down these 
charges, not only from a monetary standpoint, but because of 
the scarcity of equipment.” 

“Where would one apply for an estimate, even though it 
be a rough estimate, to determine how much demurrage has 
accrued to the carriers?” asked Mr. Dirksen. 

“It would be a very difficult thing to break down because 
it has in it what are known as accessorial charges,” said Com- 
mander Toal. “That is part of the bill for the actual road haul 
transportation. I know no better way than to take a rambling 
sample of the bills and see how they run, although another 
way to approach it might be to secure the car record of indi- 
vidual activities and compute the number of cars they had on.” 

Captain Roberts expressed the opinion that the $255,000,000 
sought for “transportation of things” for the navy in the cur- 
rent fiscal year would “certainly be obligated, but not neces- 
sarily expended” by June 30, 1945, and subsequently submitted 
to the committee a computation, ‘‘based upon prior expetri- 
ence,” that of the $255,000,000 additional estimate, $105,000,000 
would be actually expended by June 30, 1945. 


COAL FOR RAILROADS AND SHIPS 


Railroads have been classified as Class 2(b) in a priority 
list issued by the War Production Board which could be used, 
it said, if needed, to channel coal to essential war and civilian 
users in short periods of emergency when their stockpiles “drop 
to the danger line.” 

The Class 2(b) classification reads: ‘Railroads, if less than 
seven days’ stockpile, including coal on ground and consigned 
to railroad on track, is available.” 

The Class 2(a) classification reads: ‘Bunker fuel (ship use) 
if less than seven days’ stockpile, based upon long run average 
of requirements, is available.” 

Class I includes all plants only to the extent necessary t0 
prevent irreparable damage to equipment that may result if a 
coal shortage exists, subject to special certification by the 
district managers of W. P. B. (coke plants, steel plants and 
glass plants may be considered as examples). 

The W. P. B. said the list, which contains five other classes, 
was prepared by W. P. B. at the request of the Solid Fuels 
Administration for War, because of local coal shortages that 
threaten urgent war and civilian needs. It said there would be 
no priorities within any class, and that the number of classes 
that could be protected would vary with the seriousness of 
the local or national shortage. 


B. |. R. REPORTS 
Chairman Lea, of the House committee on interstate and 
foreign commerce, has submitted to the House H. Res. 164, 
providing for printing of the report of the Board of Investiga- 
tion and Research relative to public aids to transportation, and 
H. Res. 165, providing for printing of that board’s report rela 
tive to carrier taxation. 
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Proposed Legislation 


Representative Johnson, of California, has introduced 
H. R. 2496, a bill to prohibit use of mails or instrumentalities 
of interstate commerce for the sale or delivery of certain 
fabrics or materials containing explosive substances. 

Representative King, of California, has introduced H. R. 
9446, a bill to create the All-American Flag Line, Inc. 

Representative Peterson, of Florida, has introduced H. R. 
9449, a bill to provide certain rights for members of the mer- 
chant marine who served in world war I. 

Representative Knutson, of Minnesota, has introduced 
H. R. 2421, a bill to treat certain predecessor and successor 
railroad corporations as the same taxpayer for the purposes of 
certain provisions of the Internal Revenue Code. 

Senator Chandler, of Kentucky, has introduced S. J. Res. 
44, and Representative Bates, of Kentucky, has introduced 
H. Res. 170, measures to facilitate the execution of subsection 
(d) of section 13 of the railroad unemployment insurance act 
with respect to the state of eKntucky. 


Administrative Procedure Bill 


Provisions of S. 7, the administrative procedure bill sup- 
ported by the American Bar Association, in relation to the work 
of the Commission, have been called to the attention of mem- 
pers of the National Industrial Traffic League in a circular pre- 
pared by John S. Burchmore, League counsel, and Lee J. 
Quasey, a member of the League’s legislative committee, at 
the request of F. F. Estes, chairman of the legislative com- 
mittee. 

At the outset the circular reviews briefly the efforts of the 
American Bar Association over a period of years to obtain 
enactment of legislation designed to improve the practice and 
procedure before the so-called administrative agencies of the 
federal government. S. 7, introduced early in the present ses- 
sion of Congress by Senator McCarran, of Nevada, is the latest 
measure embodying the suggestions of the A. B. A. to obtain 
the desired improvements. 

The circular reveals League feeling that, if Interstate Com- 
merce Commission practice and procedure as now established 
would not be changed by enactment of legislation sought by the 
A. B. A., the League should support rather than oppose the 
efforts to obtain improvement of practice and procedure before 
administrative agencies in general. 

The point is made that the authority, the methods, the 
policies, the practices and the procedures of the Commission 
are fully covered by the interstate commerce act, with adequate 
opportunities for hearing, and with full measure of publicity, 
etc. S. 7, the circular states, would parallel or duplicate the 
specific Commission statute, and in some particulars conflict 
with its established procedures thereunder. 


No Carrier-Shipper Demand for Bill 


Further, it is stated that there is no demand or desire 
evidenced either by or among carriers subject to the interstate 
commerce act or by the shippers, for substantial changes in the 
procedures, methods, and authorities now existing under the 
interstate commerce act and no consciousness among carriers 
or shippers of need for curbing Commission excesses or pro- 
tecting the public in matters of practice or procedure. Again, 
it is asserted that, as a matter of fact, there are no great evils 
or excesses to be cured or curbed of any general character, or 
which it seems would be removed or the situation improved by 
enactment of S. 7 if applied to the Commission. If other ad- 
ministrative agencies were operating under complete statutes 
defining their procedures, like the interstate commerce act, or 
were in fact operating as the Commission has been operating, 
there would be no agitation or demand for such general admin- 
istrative procedure bill, it is asserted. 


In detail, S. 7, according to the statement, contains various 
features that would be burdensome, embarrassing or restrictive 
if applied to the Commission “and if the bill is modified to re- 
move such objections, still it will remain a bill that accom- 
plishes no important purpose as regards the procedure of the 
Interstate Commerce Commission.” 

Question arises whether, under the bill, according to the 
Statement, the Commission could continue its shortened pro- 
cedure handling of formal complaints or could continue its 
practice of entering reparation orders under its special docket 
procedure. 

_. Provisions characterized as unfortunate and that would 
interfere with “the present satisfactory workings of the Com- 
mission” would require that the same officers who preside at 
the hearing shall make the recommended or initial decision, 
or rather the proposed report, and that examiners conducting 
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the hearings shall perform no other duties, according to the 
analysis. 


Prosecutor-Judge Provision 


It is pointed out that section 5(c) of the bill, separation 
of function, provides that no officer, employe or agent who per- 
forms any investigating or prosecuting functions shall partici- 
pate or advise in the decision or in any recommended decision 
or agency review, excepting as a witness or as counsel in public 
proceedings. This provision, according to the statement, strikes 
at the root of one of the most flagrant abuses of administrative 
agencies by providing that the functions of the prosecutor and 
judge should not be performed by the same persons “and in 
general it should be applied to the Commission.” But the va- 
riety of duties imposed on the Commission by law is such that 
strict application of that principle in all situations (as would 
result from the broad terms of the bill as drawn) would prob- 
ably seriously impair certain functions of the Commission “and 
great care should be taken to avoid such result,” said the 
League statement. 


After discussion of other provisions, the League statement 
continues: 


If the bill becomes law, without exemption of any administrative 
agencies, and later in actual practice falls far short of accomplishing 
the desired objects, future amendments will likely be made to strengthen 
the law. While objections to the present bill as applied to the work of 
the Interstate Commerce Commission may be cured by relatively minor 
amendments, League members ought to consider whether such law 
under future amendments and strengthening of its provisions may not 
prove greatly detrimental to the orderly performance of the quasi legis- 
lative functions of the Commission in regulating rates and carrier 
services so that we should now insist upon exemption of the Interstate 
Commerce Commission from the terms of this bill because its pro- 
cedures and methods are completely provided for in the interstate 


commerce act, and court reviews are available under the urgent de- 
ficiencies act. 


S. 7 has been referred to a subcommittee of the Senate 
judiciary committee composed of Senator McCarran, chairman; 
and Senators Hatch, of New Mexico; Eastland, of Mississippi; 
Ferguson, of Michigan, and Wherry, of Nebraska. Hearings 
may be held in the near future. ‘ 


Changes in Parcel Post Rates 


Legislation proposing readjustments of rates on fourth- 
class mail matter (parcel post) other than books and cata- 
logues, resulting in some increases, but proposing, also, repeal 
of the section of the 1943 revenue act by which, for the dura- 
tion of the war and for six months thereafter, all fourth-class 
mail rates were increased by “3 per cent, or 1 cent, whichever 
is greater,’ was the subject matter of a hearing March 8 be- 
fore the House committee on post office and post roads. 

The bill considered at the hearing was H. R. 2502, intro- 
duced by Representative Murray, of Tennessee. It was respon- 
sive to recommendations made in a report to the Postmaster 
General by C. A. Heiss, special consultant to the Post Office 
Department in charge of its cost ascertainment system, which 
report had been submitted to the House post office and post 
roads committee, 

The bill would set up new rates for parcels weighing 9 to 
12 ounces and for parcels weighing 13 to and including 16 
ounces and rates for each additional pound or fraction of a 
pound, according to postal zones, as follows: 


9-12 oz. 13-16 oz. Add’l pound 

Zones (Cents) (Cents) (Cents) 
EE ion anced adeabwowhas ae 8 10 1 

Bh) Es Sin 055/23 pai ane sae 9 11 mf 

jiatsuaesebuesencaneeanakwee 10 12 1.8 

Oy tesshodssuiasngekessdaewen 10 13 2.9 

Re ee ere re Genny ees 43 14 4.6 

LEE PCC TE ene ee 11 15 6.5 

er re Pe enn ny em 12 16 8.4 

RE nab ckG poadieea eae nabs 12 17 10.4 


*Within eighth zone and between Philippine slands and any ‘portion 
of the United States, including District of Columbia and the several 
territories and possessions, 


Present Basic Rates 

The schedule of rates for fourth-class matter, other than 
books and catalogues, in effect prior to March 26, 1944, when 
the percentage increase established by the 1943 revenue act 
became effective, embodied a rate of 7 cents for the first pound 
and 0.5 cent for each additional pound in local delivery, a rate 
of 8 cents on the first pound and 1.1 cent for each additional 
pound in zones 1 and 2, and rates on the first pound and on 
each additional pound in the other zones as follows: zone 3, 9 
cents and 2 cents; zone 4, 10 cents and 3.5 cents; zone 5, 11 cents 
and 5.3 cents; zone 6, 12 cents and 7 cents; zone 7, 14 cents 
and 9 cents, and zone 8, 15 cents and 11 cents. 

Charles A. Bethge, of Chicago, chairman of the board of 
directors of the National Council on Business Mail and vice 
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president of the Chicago Mail Order Co., the first witness at 
the hearing, said the council concurred with the Post Office 
Department’s recommendations for an increase in the funds 
appropriated for the department’s cgst ascertainment system, 
so that steps could be taken to improve the system, and that 
the council recommended particularly that a part of the ap- 
propriation be used for obtaining more information on the 
manner in which the different classes of mail and the other 
postal service were used by the public, and the bearing they 
had on each other. He said the council was at an extreme dis- 
advantage in any discussion of the proposed fourth-class rates 
because “the Post Office Department has not disclosed other 
rate changes affecting the other classes of mail which they 
have in mind. He took the position that the Post Office should 
be considered as a unified whole, embracing many inter-related 
postal services, and that there was no need for increasing 
postal rates when the revenues obtained from the service 
equaled or exceeded the cost of operation. 


Parcel Post Deficit Reported 


The report by Mr. Heiss contained the advice that revenues 
of the Post Office Department in the year ended March 31, 
1944 (including 6 days in which the 1943 revenue act was in 
effect) showed that expenditures in the handling of parcels 
(merchandise) exceeded revenue by $13,349,000. It also con- 
tained a statement that the proposed schedule of parcel post 
rates aimed at increased revenues over those from rates in 
effect prior to March 26, 1944, of about $15,900,000, “assuming 
a volume and distribution of business such as was experienced 
during the year ended March 31, 1944.” The 1943 revenue act, 
according to the report, left the department with a larger loss 
by the parcel than would be the case under the proposed rates 
for much of its present small weight and short haul unprofitable 
business. 

“At the same time,” it continued, ‘‘the rates under that 
act increase charges for the longer hauls and the heavier 
weight business to a level higher than those charged by other 
transportation agencies, the result of which doubtless is to 
reduce the volume of this latter type of business offered to the 
Post Office.” 


Criticism of Deficit Figure 


Mr. Bethge said that the Post Office Department, in its 
1944 expense allocation, charged parcel post with 9.27 per cent 
of the total expense of operating the rural delivery service, as 
compared with only 2.38 per cent in prior years. 

“It is stated by the department,” he said, “that it requires 
four times as much time for a rural carrier to handle and de- 
liver a parcel as it does a letter, and the apportionment of 
expense has been weighted accordingly. The department fails 
to take into account the fact that rural carriers are compen- 
sated on a basis of full mileage of the route operated and not 
on a piece, weight, or handling time basis. This excess rural 
delivery expense apportionment amounts to $7,600,000 and 
would materially reduce the reported deficit of $13,349,000 for 
parcel post. The handling and delivery of parcels creates no 
or little additional cost to the Post Office Department.” 


Opposition by N. I. T. League 


S. F. Kirby, chairman of the National Industrial Traffic 
League’s committee on postal service, testified in opposition to 
the proposed increases in fourth-class rates. He contended that 
under this proposal postage rates would be established without 
due consideration to all the factors involved and on the sole 
basis of cost ascertainment information, that the increases 
would be inflationary in character, and that they would be 
contrary to the national administration’s ‘‘hold the line” price 
control policy. He observed that postage rates had a direct 
bearing on the delivered cost of merchandise to consumers, 
“whether such merchandise is transported through the mails, 
or whether sales are developed through the mails and mer- 
chandise delivered by other methods,” and that postage rates 
should be frozen for the duration of the war and six months 
thereafter. 


“Any policy of using postage rates as a revenue producing 
measure,” he said, “is contrary to sound economic principles 
and to the declaration of the founders that the postal service 
is a public service for the benefit of the public, and should be 
rendered at the cost of operation. It is the considered opinion 
of the National Industrial Traffic League that no revision of 
rates should be made on the basis of the present cost ascertain- 
ment figures which admittedly do not take into consideration 
preferential treatment of the several classes of mail matter or 
which do not and cannot show the full effect of an increase or 
decrease of volume in mail matter of any certain class.” 


_ In the course of the hearing, spokesmen for farm organiza- 
tions indicated that they wished to be heard on the bill, and it 
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was stated that they would receive an opportunity to express 
their views before the committee. 





LAND GRANT RATE REPEAL 


The House committee on interstate and foreign commerce 
March 6, ordered favorably reported H. R. 694, the Boren bil] 
repealing land grant rates on government traffic. The measure 
is the same as H. R. 4184, the bill that was passed by the 
House May 23, 1944, and sent to the Senate (see Traffic World 
May 27, 1944, p. 1471). The Senate interstate commerce com. 
mittee late in 1944 favorably reported the bill, with an amend. 
ment, but no action was taken by the Senate prior to adjourn- 
ment sine die of the Seventy-eighth Congress, and the bil] 
died. The House committee took its action March 6 in execu. 
tive session without holding further hearings on the measure, 





RAIL REORGANIZATION BILL 


_ Senator McCarren, of Nevada, chairman of the Senate 
judicial committee, has submitted a resolution providing for 
reassignment of H. R. 37, the Hobbs rail reorganization bill 
passed recently by the House (see Traffic World, Feb. 17, 
p. 415), to the judiciary committee. When received by the 
Senate recently, the bill was referred to the Senate interstate 
commerce committee. Such legislation has been handled by 
the judicial committee in the House. Senator McCarren said 
he had not taken the matter up with Chairman Wheeler, of 
the interstate commerce committee, and that he would not 
call up the resolution for disposition until Chairman Wheeler, 
absent from Washington, March 6, had returned. 


T. V. A. AND CUMBERLAND VALLEY 
Representative Priest, of Tennessee, introduced H. R. 2458, 
to amend the Tennessee Valley Authority act of 1933, as 
amended, so as to carry into effect the President’s recommenda- 
tions by bringing the Cumberland River basin within the scope 
of the T. V. A. 


RIVERS AND HARBORS BILL 


President Roosevelt has signed S. 35, the rivers and harbors 
bill containing authorizations of appropriations aggregating 
$381,968,332 for a total of 291 projects, 269 of which are de- 
signed for postwar construction, and authorizing surveys and 
reports by the army engineers on many other projects (see 
a World, Feb. 3, p. 271, Feb. 17, p. 415, and Feb. 24, p. 


FIBRE SHIPPING DRUMS 


Severe weather, the freight embargo and fuel shortages 
had hampered the delivery of paperboard for the production of 
fibre drums recently, but production conditions were improving, 
members of the Fibre Drum Industry Advisory Committee had 
reported, the War Production Board said March 5. 

In a discussion of manpower problems, committee members 
were advised by W. P. B. officials to make their difficulties 
known to George W. Speakes, labor relations officer, containers 
division, W. P. B., Washington 25, D. C. 

Second-quarter allocations of paperboard for fibre drums 
would not be made for about two weeks, W. P. B. officials told 
the committee, and any action to revise Limitation Order L-337, 
governing fibre shipping drums, would be contingent on the 
allocations. If second-quarter allocations of paperboard were 
reduced from first-quarter levels, further restrictions under 
Order L-337 might be necessary, W. P. B. representatives said. 

Because of the continued tight supply situation in paper- 
board, fibre drum users were urged by W. P. B. to practice the 
utmost conservation and to re-use drums wherever possible. 

Proposed specifications on fibre drums for domestic ship- 
ment for the army and navy were discussed and their adoption 
was recommended by the industry advisory committee. 


Petroleum Transportation 


Floods on the Ohio and Mississippi Rivers would force 
shipments of fuel oil, gasoline, and kerosene to the east coast 
to be sent by roundabout routes, with an inevitable reduction 
in deliveries, Deputy Petroleum Administrator Ralph K 
Davies said March 8, adding: 


Flooding of the railroad yards in Cincinnati and Pittsburgh means 
that ‘‘through’’ oil trains will have to be rerouted to other lines— 
already overburdened with other essential traffic. 

However, before the Ohio River had risen high enough to slow down 
overland traffic, the railroads moved a record shipment of kerosene 
in drums to New England by box car, reaching 20,463 barrels a day 
during the week ending March 3, as compared with the previous peak 
of 16,207 barrels daily during the week ending February 26, 1944. 

How much the floods will affect oil shipments into the eastern sea 
board cannot be predicted. During the week ending March 3, tank 


1 


~~ i .. he he 


—_—a a ee 








ORLD 


express 


nmerce, 
ren bill 
neasure 
by the 
World, 
2e com- 
amend- 
.djourn- 
the bill 
| e€Xecu- 
1easure, 


Senate 
ling for 
ion bill 
‘eb. 17, 
by the 
terstate 
lled by 
en said 
eler, of 
uld not 
Vheeler, 


R. 2458, 
933, as 
umenda- 
1e scope 


harbors 
regating 
are de- 
eys and 
cts (see 
b. 24, p. 


hortages 
iction of 
proving, 
ttee had 


nembers 
fficulties 
yntainers 


e drums 
‘ials told 
or L-337, 
> on the 
rd were 
is under 
ves said. 
n paper- 
ctice the 
possible. 
tic ship- 
adoption 
2, 


ild force 
ast coast 
eduction 
alph K. 


gh means 
ler lines— 


slow down 
kerosene 
els a day 
ious peak 
1944. 
stern sear 
3, tank 





March 10, 1945 


car shipments of crude oil and petroleum products into the east coast 
district averaged 517,291 barrels daily, an increase of 53,602 barrels a 


day over the previous week, and the highest tank car movement since 
the week ending January 6. 

Barge movements of petroleum up the Ohio were brought almost 
to a standstill last week as the river began rising. When the water 
approached flood levels, barges were diverted from Cincinnati and other 
Ohio River terminals to Gale, Ill., on the Mississippi just above the 


junction with the Ohio. From that point tank cars transhipped the 
oil eastward. 


Mr. Davies predicted that the full effect of tank car and 
barge delays would not be felt in the east coast consuming 
areas for several weeks. He added that midwest and gulf 
coast production centers also would be affected. 

Pipeline operations continued thus far unhampered by 
flood condititons, Mr. Davies said. 

The “Big Inch” pipeline delivered an average of 303,448 
parrels daily for the week ended March 3, as compared with 
an average of 319,977 barrels daily for the previous week. 

The “Little Big Inch” pipeline delivered an average of 
225,541 barrels daily for the week ended March 3, as compared 
with 228,864 barrels daily for the previous week. 

Tank car shipments of crude oil and petroleum products 
into the east coast area the week ended February 24 dropped 
71,311 barrels daily below the programmed schedule of 535,000 
barrels daily, according to Deputy Petroleum Administrator 
Ralph K. Davies. In that week tank cars hauled an average of 
463,689 barrels of crude oil and petroleum products a day into 
the eastern area, a decrease of 24,137 barrels a day from the 
previous week’s average of 487,826 barrels daily. 

Mr. Davies said the tank cars that were delayed by storms 
in the latter part of January and the first half of January had 
not yet returned to normal regular movement sufficient to 
maintain consistent loading in the midwest and Gulf coast areas. 
In addition, said he, tank cars had been diverted from a number 
of shipping points that were loading military products to new 
shipping points, owing to a sudden change in military schedules 
resulting in temporary loss of loadings. 

While east coast tank car shipments had declined, said 
Mr. Davies, box car shipments of kerosene in drums into New 
England states continued to climb, reaching an average of 
15,959 barrels daily for the week ended February 24, as com- 
pared with 15,584 barrels daily in the preceding week. 


The “Big Inch” (24-inch) pipeline delivered an average of 
319,977 barrels daily for the week ended February 24, as com- 
pared with an average of 309,468 barrels daily for the pre- 
vious week. 

The “Little Big Inch” (20-inch) pipe line delivered an 
average of 228,864 barrels daily for the week ended February 24, 
as compared with 209,467 barrels daily for the previous week. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued a statement, No M-550, pre- 
pared by its Bureau of Transport Economics and Statistics, of 
tons of revenue freight originated and tons terminated in car- 
loads by classes of commodities and by geographic areas—class 
I steam railways—for September, 1944. The statement shows 
a total of 129,318,347 tons of revenue freight originated and 
114,891,900 tons terminated. With respect to forwarder traffic, 
tons originated totaled 268,705 and tons terminated totaled 








Revenue Freight Loading 


Revenue freight loading the week ended March 3 totaled 
785,264 cars, according to the Association of American Rail- 
roads. This was 13,421 cars or 1.7 per cent above the preceding 
week, 1,629 cars or two-tenths of one per cent below the cor- 
responding week of 1944, and 36,338 cars or 4.9 per cent above 
the corresponding week of 1943. 
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281,972. By groups of commodities, tonnages originated and 
terminated, respectively, were reported as follows: 


Products of agriculture, 11,749,036 and 12,226,642; animals and prod- 
ucts, 2,144,530 and 2,228,542; products of mines, 71,340,084 and 55,278,911; 
products of forests, 6,952,894 and 7,233,216; and manufacturers and mis- 
cellaneous, 34,363,676 and 34,956,758. 


Transport Statistics Comment 


Increases of diesel power in the freight service and its util- 
ization in 1944 were “rather remarkable,” said the Commis- 
sion’s Bureau of Transport Economics and Statistics in its 
“Monthly Comment on Transportation Statistics” for March. 

Commenting that diesel power was insignificant five years 
ago and still continued to be relatively small in comparison 
with the total rail motive power in the freight service, the 
bureau reported that Class I roads showed an increase of 
only 1.69 per cent in the gross ton-miles of freight service in 
1944 over 1943, but that the gross ton-miles produced by diesels 
rose by more than 190 per cent. In 1943, the bureau continued, 
the diesels produced only 1.26 per cent of the gross ton-miles 
in the freight service, but in 1944 this figure increased to 3.59 
per cent. 


The bureau’s traffic forecast for March indicated an in- 
crease over March last year of 1.0 per cent in loadings of 
carload freight and a 0.6 per cent decrease in less-than-carload 
loadings. Decreases were predicted in farm, forest, and mine 


products as a whole and in petroleum and products. The bureau 
added: 


Loadings of revenue freight for the five -weeks ending March 31, 
1945, are expected to average 790,300 cars per week, 3.7 per cent higher 
than levels which prevailed during the four weeks ended February 24, 
1945. The estimate is 0.7 per cent above average weekly loadings in 
March, 1944. Increases from last year are anticipated in the A. A. R. 
grain and grain products group, coal, and miscellaneous carload freight 
excluding petroleum and petroleum products in tank cars, while de- 
creases should appear in loadings of live stock, coke, forest products, 
ore, petroleum and products in tank cars, and merchandise less-carload 
freight. 

For the first six months of 1945, loadings of carload freight are 
now estimated to total 18,344,244 cars, a decrease of 263,836 cars, or 
1.4 per cent, from the first six months of 1944. The new estimate is 
1.4 per cent higher than that presented in February. Actual January 
and February loadings are included in the forecast, which has been 
revised for later months pursuant to information received from ship- 
pers and others during February. Major changes upward have been 
made in the estimates for coal, ore, and ‘‘other miscellaneous’’ freight. 
However, the only commodity group where an increase from last year 
is expected for the six months period is miscellaneous carload freight 
excluding petroleum and petroleum products in tank cars. 

Forecasts for July and August indicate that carloadings for these 
two months should be 0.5 per cent under carloadings for the same 
period last year. 





Class | Freight Revenue 


Freight revenue of Class I railways for January was 0.6 
per cent higher than for December, 1944, said the bureau, 
adding that it was 1.9 per cent above the freight revenue of 
January, 1944, but explaining that if allowance was made for 
the five Sundays in January and December, 1944, the com- 
parison with December, 1944, became a decrease of 2.7 per 
cent and with January, 1944, a decrease of 1.4 per cent. It 
said the index of 208.2 for freight revenue in January (1935- 
1939 as 100) was the lowest index since January, 1944. 

Passenger revenue was 4.9 per cent less for January than 
for December, 1944, continued the bureau, and was 0.6 per 
cent less than for January, 1944. It recited that the index of 
passenger revenue was 397.6 for January, which was less than 


for any month since May, 1943. Continuing, the bureau com- 
mented: . 


The total operating revenues for January, 1945, of $751,336,771 
were 1.4 per cent above those for January, 1944, and 3.5 per cent higher 





Revenue Freight Car Loading—Week Ended Saturday, March 3 


Grain and Live 
grain-prod. stock Coal 
- { 1945 41,380 13,995 162,693 
MEET PORE... o:6:0.v00.0006 0080 { 1944 48,281 15,059 171,127 
(1943 50,440 12,850 174,617 
Preceding week February 24...... 1945 40,464 12,892 170,317 
Per cent increase over............ 1944 
Per cent decrease under.......... 1944 14.3 14 4.9 
Per cent increase over............ 1943 8.9 
Per cent decrease under.......... 1943 18.0 6.8 
1945 383,982 131,729 1,494,060 
Cumulative 9 weeks to Mar. 3... 41944 483,016 141,749 1,623,573 
1943 449,850 118,436 1,536,017 
Per cent increase over............ 1944 
cent decrease under.......... 1944 20.5 7.1 8.0 
cent Increase over............ 1943 11.2 
cent decrease under.......... 1943 14.6 2.7 


Forest Mase. 
Coke Products Ore L.C. L. Miscellaneous Total 
15,312 41,069 14,394 107,030 389,391 785,264 
14,883 43,180 13,475 104,911 375,977 736,983 
15,221 39,499 13,024 93,729 349,546 748,926 
15,479 37,466 12,191 101,475 381,559 771,843 
2.9 6.8 2.0 3.6 
4.9 3 
6 4.0 10.5 14.2 11.4 4.9 
130,801 350,680 104,678 885,405 3,355,170 6,836,505 
137,226 380,426 126,128 912,288 3,295,303 7,099,709 
136,221 345,281 125,317 808,699 3,195,468 6,715,289 
1.8 
4.7 7.8 17.0 2.9 3.7 
1.6 9.5 5.0 1.8 
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WALTER B. McKINNEY, President 





As this is written, the Hun has staggered to his feet, 
at the count of nine, and delivered a hay-maker. 


It hurt. There was more steam behind it than we 
had deemed possible. The scrap may go into addi- 
tional rounds. But it can end in only one way... 
with the Nazi flat on the floor, cold. Unconditional 
surrender. Not a spark of the title-contender left in 
what is dragged from the ring, this time. 


It will still take a lot of doing. Supplies must be 
poured into the western front in unprecedented 
volume. Even after V-E Day, when the waste of 
war is halted, our millions of men abroad must be 
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NEW YORK, Zone 4, 17 State Street ¢ 
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BANK CREDIT ON 


Right under your own roof is the sound, 
gilt-edged collateral you may need for 
loans at your bank. It’s your inventory 
of raw materials or finished merchandise, 
ready to be efficiently field-warehoused by 
Tidewater, right on your own premises. This 
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supplied, and destitution in stricken lands relieved, 





Tidewater is in this job to the hilt, helping to 
forward the materials of war, reconstruction, and 
relief to wherever they are needed, the world over, 
We cannot hazard a guess as to when we can invite 
your patronage, on a normal, peace-time basis. We 
suggest that you consult your nearest branch office, for 
such facilities as may become temporarily available. 





( 











To serve you after final victory, Tidewater expects 
to offer 9,544,800 square feet of combined floor- 
space, and over five miles of piers and wharves, at 
their strategically located group of coastal and 
inland warehouses and terminals. 




















YOUR DOOR-STEP 


Field Warehouse financing, providing 
valid warehousing receipts, has proved a 
boon to many manufacturers, distributors, 
and processors, in various parts of the 
country. It has yielded them considerable 
savings in time and money. It can do the 
same for you .. . look into it. 
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KEYSTONE WAREHOUSE COMPANY 
515-541 Seneca St., Buffalo 4, N. Y. 
W. J. Bishop, Vice-President 


BAYWAY TERMINAL GPORJ 
(operated by Lincola Tiger 
Bayway (Elisabet) 
R. S. McElroy, V-? 


LINCOLN TIDEWA 
17 State Street, Nev 
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MERCHANTS WAREHOUSE COMPANY 
(Managed by Boston Tidewater Terminal, Inc.) 
453 Commercial St., Boston 13, Massachusetts 
T. W. Haskell, Manager 
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for the 12 months’ period. The revenues for January, 1945, were 0.7 
per cent less than for December, 1944, and the total for the 12 months’ 
period ended with January resumes the upturn which was halted in 
December. 

The 1.4 per cent increase in the revenues for January, 1945, over 
those for January, 1944, was a composite’ of a 3.8 per cent decrease in 
the Eastern district, a 2.7 per cent increase in the Southern district, 
and a 5.8 per cent increase in the Western district. The adverse effect 
of snow storms necessitating embargoes and detours was felt mostly 
in the Great Lakes region which shows a decrease of 7.3 per cent in 
the January revenues. 


Net income of Class I railways in December, 1944, was 
$41,473,512, the bureau reported, adding that this was an in- 
crease of 41.6 per cent over the corresponding figures for De- 
cember, 1943. For the calendar year 1944, it continued, the 
net income of the Class I roads was $667,613,514, a decrease 
of 23.6 per cent under that for 1943. It said the accrued U. S. 
Government tax liability of Class I roads not in receivership 
or trusteeship decreased 1.8 per cent and that that of roads 
in the hands of receivers or trustees rose 11.3 per cent. It 
also reported that dividends, that were confined to roads not 
in receivership or trusteeship, amounted to $245,978,216, an 
- increase of 13.7 per cent over the dividends of 1943. 

According to a computation by the bureau, Class I steam 
railways purchased 133,588,000 net tons of coal f.o.b. mines in 
1944, an increase of 52 per cent over 1940, with an increase of 
average price of 41 per cent; 5,207,000 net tons of coal f.o.b. 
at other points in 1944, an increase of 35.7 over 1940, with a 
price increase of 19.8 per cent; 113,314,000 barrels of fuel oil 
in 1944, an increase of 73.8 over 1940, with a price increase of 
32.5 per cent; 3,170,932,000 kilowatt-hours of electric current 
in 1944, an increase of 33.1 per cent over 1940; with a price 
increase of 2.5 per cent; 48,424,000 gallons of gasoline in 1944, 
an increase of 1.9 per cent over 1940, with a price increase of 
35.3 per cent; and 330,725,000 gallons of diesel fuel, an increase 
of 307.3 over 1940, with a price increase of 20.1 per cent. 

Reporting on the condition of railway equipment, the bu- 
reau said the percentages of unserviceable equipment in the 
case of yard locomotives and freight locomotives were reduced 
by more than one-half in 1944 as compared with those of 1939, 
while for passenger locomotives the reduction was almost one- 
half. For all freight cars on line, the bureau continued, the 
reduction was more than three-fourths and for passenger-train 
cars it was somewhat less than one-half. 


War-Time Accident Increase 


Under the stress of war-time conditions both fatal and 
non-fatal injuries to passengers in railway accidents have 
increased greatly, said the bureau. It explained that the aver- 
age number of fatalities among passengers a year in the prewar 
years 1935-1939 was 30, and that the corresponding average 
for the period 1940-1944, predominantly war years, was 136, 
an increase of 353 per cent. Continuing, the bureau commented: 


With respect to non-fatal injuries, the increase in the averages for 
the two periods, 59.54 per cent, is not so striking. If consideration 
is given to volume of traffic, the record is definitely better than when 
expressed in terms of the number of casualties. For example, the 
average number of passengers injured per billion passenger-miles was 
much lower for the five years 1940-44 than for 1935-39, although the 
reverse was true of fatalities. In 1944 there was a decided decline in 
the number of both injuries and fatalities as well as in the rates per 
billion passenger-miles. This is the first decrease in the total number 
of casualties since 1939 although there was a decrease in fatalities in 
1941. 


For the 12 months ended with December, 1944, the bureau 
said, the Railway Express Agency, Inc., reported total charges 
for express transportation of $400,864,770 as compared with 
$350,215,287 for the year 1943, or an increase of 14.5 per cent. 

The returns of 53 freight forwarders covering the first 
nine months of 1944, according to the bureau, showed a decline 
of 3.9 per cent in the total transportation revenues and an 
increase of 9.2 per cent in operating expenses as compared with 
the returns for the first nine months of 1943. Net income after 
income taxes, it continued, declined from $2,199,000 to a net 
deficit of $361,000. It pointed out that in comparison the net 
deficit reported for the first six months of 1944 was $562,000. 
The number of shipments declined 11.6 per cent, it continued, 
while the average weight a shipment increased 7.0 per cent. 
The average charge a 100 pounds increased 2.1 per cent, said 
the bureau. 

Transportation revenue of large oil pipe-line companies re- 
porting quarterly to the Commission increased 10.6 per cent 
in 1944 over that of the same period in 1943, recited the bureau, 
adding that the amount of oil (crude and refined) transported 
increased 14.5 per cent. It gave the total transportation rev- 
enue for 1944 as $289,228,131; for 1943, $261,571,709. For 1944, 
it said, the number of barrels of oil originated on line and 
received from connections, was 2,219,126,000, and, for 1943, 
1,938,868,000. The percentage of increase, 1944 over 1943, in 
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both revenue and volume of oil transported, said the bureay, 
dropped considerably in the last two quarters of 1944 in com. 
parison with the increase shown for the first and second quar. 
ters of the year. Continuing, the bureau explained: 


Attention is called to the fact that some of the new government. 
financed pipe lines, such as the ‘‘Big Inch’’ and ‘‘Little Inch,”’ do Not 
report to this Commission and the results of their operations are not 
reflected in the above figures. For the calendar year 1944 these two 
lines pumped a total of 171,035,000 barrels of oil ,113,957,000 barrels of 
crude oil for the ‘‘Big Inch’’ and 57,078,000 barrels of refined oil for 
the ‘‘Little Inch’’), or approximately 7.7 per cent of the total volume 
originated on line and received from connections for the carriers 
reporting to the Commission. 


The bureau reported a preliminary count of all employes of 
Class I steam railways as of the middle of January, showing 
1,390,718 employes. This figure, it explained, was 0.67 per 
cent below the December, 1944, total, but was 2.47 per cent 
above that of January, 1944. ’ 


Railroad Earnings 


Class I railroads of the United States in January, 1945, 
had an estimated net income, after interest and rentals, of 
$40,000,000 compared with $45,324,012 in January, 1944, accord- 
ing to reports filed by the carriers with the bureau of railway 
economics of the Association of American Railroads. Class ] 
railroads in January, 1945, had a net railway operating income, 
before interest and rentals, of $73,016,058 compared with a net 
railway operating income of $84,997,969 in January, 1944, said 
the A. A. R. It added that January was the twentieth consecu- 
tive month in which the net earnings of the carriers had shown 
a decline. 

Continuing, the A. A. R. said: 


For the twelve months ended January 31, 1945, the rate of return 
on property investment averaged 4.06 per cent compared with a rate 
of return of 5.03 per cent for the twelve months ended January 31, 1944, 

The earnings reported above as net railway operating income, repre- 
sent the amount left after the payment of operating expenses and taxes, 
but before interest, rentals and other fixed charges are paid. Property 
investment is the value of road and equipment as shown by the books 
of the railways, including materials, supplies, and cash. 

This compilation as to earnings for the month of January is based 
on reports from all Class I railroads, representing a total of 228,561 
miles, 

Total operating revenues in January, 1945, amounted to $751,336,771 
compared with $740,671,731 in the same month of 1944, an increase of 
1.4 per cent. Operating expenses in January amounted to $530,232,185 
compared with $504,013,073 in January, 1944, or an increase of 5.2 per 
cent. 

Class I railroads in January, 1945, paid $133,707,229 in taxes, a 
decrease of $3,088,182 or 2.3 per cent. 

Twenty-seven Class I railroads failed to earn interest and rentals 
in January, 1945, of which 16 were in the eastern district, one in the 
southern region, and ten in the western district. 


Eastern District 


Class I railroads in the eastern district in January, 1945, had an 
estimated net income, after interest and rentals, of $8,000,000 compared 
with $17,202,028 in the same month of 1944. 

Those same roads in January, 1945, had a net railway operating 
income, before interest and rentals of $23,180,721 compared with 
$34,819,973 in the same period in 1944. 

Operating revenues of the Class I railroads in the eastern district 
in January totaled $313,703,172, a decrease of 3.5 per cent compared 
with the same period of 1944, while operating expenses totaled $245,- 
188,177, an increase of 3.6 per cent above 1944. 


Southern Region 


Class I railroads in the southern region in January, 1945, had an 
estimated net income, after interest and rentals, of $10,000,000 compared 
with $9,890,725 in the same period of 1944. 

Those same roads in January had a net railway operating income, 
before interest and rentals, of $13,924,312 compared with $14,411,721 in 
the same period of 1944. 

Operating revenues of the Class I railroads in the southern region 
in January totaled $113,269,393, an increase of 3.8 per cent compared 
with the same period of 1944, while operating expenses totaled $72,- 
219,941, an increase of 6.9 per cent above 1944, 

Western District 


Class I railroads in the western district in January, 1945, had an 
estimated net income, afteminterest and rentals, of $22,000,000 compared 
with $18,231,259 in the same period of 1944, 

Those same roads in January had a net railway operating income, 
before interest and rentals, of $35,911,025 compared with $35,766,276 
in the same period of 1944. 

Operating revenues of the Class I railroads in the western district 
in January, 1945, totaled $324,364,206, an increase of 5.8 per cent com- 
pared with the same period of 1944, while operating expenses totaled 
$212,824,067, an increase of 6.5 per cent above 1944. 


MOTOR PASSENGER STATISTICS 
Class I intercity motor carriers of passengers, excluding 
charter or special, reported passenger revenues totaling $29,- 
476,704 for November, 1944, as against $29,694,244 for Novem- 
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per, 1943, a decrease of .7 per cent, according to statement No. 
M-700, prepared by the Commission’s Bureau of Transport 
Economics and Statistics. The number of passengers carried 
increased .7 per cent, from 38,398,043 to 38,657,825. 





PUBLIC MERCHANDISE WAREHOUSING 

The Bureau of the Census has released statistics on public 
merchandise warehousing for January, as reported by 700 
firms. The report said the percentage of space occupancy at 
the end of January was reported as 86.2 per cent, as compared 
with 87.2 per cent for December, 1944. For January this year 
the 700 warehousing firms reported 1,995 merchandise ware- 
house buildings as operated in the month, with a total of 
51,826,887 square feet of occupiable space intended for public 
warehousing of general merchandise, of which 44,672,850 square 
feet were reported as occupied. 


Rail Employe Benefit Bill 


After further analysis of provisions of H. R. 1362, the 
Crosser bill to amend the railroad retirement, unemployment 
insurance and carrier taxing acts to increase the taxes support- 
ing the retirement system and to increase benefits to employees 
and members of their families, by Sidney S. Alderman, general 
solicitor of the Southern Railway, on behalf of all Class I rail- 
roads, and the statement by him carrier objections thereto (see 
Traffic World, March 3, p. 535). Fred G. Gurley, president of 
the Atchison, Topeka and Santa Fe Railway Co., was heard 
March 7 by the House committee on interstate and foreign 
commerce. 

Mr. Gurley said he was appearing not only for the Santa 
Fe but also for all Class I railroads. It was his purpose, said 
he, to discuss briefly with the committee some of the problems 
of managing a large railway company as those problems were 
viewed from the position of the president, and how they would 
be affected by the bill. He said that, in addition to other wor- 
ries, “the president has the job of balancing the books.” 

Had the Crosser bill been a law during 1944, said Mr. 
Curley, it would have increased Santa Fe pay roll taxes “some 
$4,767,000.” 

“That’s really something,” he continued, “especially when 
you consider that in 1944 our company paid $10,881,000 to 
support the railroad retirement act and the railroad unem- 
ployment insurance act. 

“I think you will be interested in knowing that the money 
spent by the Santa Fe during 1944 in support of these two acts 
for the benefit of the employees is more than a million and a 
half dollars in excess of current annual interest charges for 
the entire debt of our company, which has a gross investment 
account for road and equipment of $1,261,000,000.” 

Enactment of the bill would take from the railroads for 
“untried social purposes,” millions of dollars annually, which 
would be badly needed by them to restore their equipment, 
improve service and increase employment when peace came, 
said Mr. Gurley, adding: 


The nation cannot afford to forego the benefit of restoration and 
improvement of railroad plant as a sensible, orderly, productive and 
businesslike means of meeting problems of post-war unemployment. The 
work needs to be done. It can be done with private funds if they are 
not diverted to proposals such as those of this bill. 

It proposes to exact from the railroads as a permanent inescapable 
charge in the form of annually recurring taxes enormous amounts of 
money which must be surrendered whether earned or not. 

The ambition of those who propose this bill is to divert large sums 
of money to purposes which they characterize as ‘‘social’’ purposes. In 
the very nature of things it is a deterrent to restoring railroad prop- 
erties to the standards which are essential and to making the additions, 
betterments and improvements which any sensible appraisal of the 
situation tells us is necessary. 

This bill ignores these great problems at a time when neither the 
railroads nor this country can measure them precisely. This bill would 
dampen the opportunities for jobs. 

I cannot understand any reasoning which suggests that the railroads 
be used as a guinea pig. The railroads don’t have a record of abundant 


resources, consistent profits or plentiful opportunities to increase 
revenues. 


Debt Reduction 


Mr. Gurley said “modern thought, both inside and outside 
the government, demands that railroad debt be decreased and 
not increased.” 

“On the Santa Fe,” he added, “we have succeeded in 
making debt reductions since 1940 which permit a total annual 
Saving in interest of $4,653,000. Had the Crosser bill been in 
effect in 1944, however, our pay roll taxes in that year would 

ive been increased by $4,767,000 which would have more than 
wiped out the saving resulting from the reduction in our debt. 

Mr. Gurley called attention to the fact that Congress had 
made huge appropriations for highway construction and for 
other transportation agencies, but added “and yet this pro- 
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posed bill contemplates that the same Congress, which is mak- 
ing appropriations to finance other forms of transportation, 
will lay an additional burden upon the railroads and upon the 
railroads alone.” He also referred to expected intercoastal boat 
competititon after the war. 

Mr. Gurley said that motor carriers owned by the Santa 
Fe now did not come under the burden of the railroad retire- 
ment act but came under the less costly social security act as 
to other non-railroad owned motor carrier companies. The 
Crosser bill, however, he said, would place railroad. owned 
motor carriers under the railroad retirement act but that act 
would not apply to other motor carriers. 

“If one is really interested in the future welfare of rail- 
road workers,” Mr. Gurley added, “he should be looking for 
some way to strengthen the railroads, instead of weakening 
them, in their competition with other forms of transportation. 
There is no surer way of weakening them than by subjecting 
them to unproductive increases in their operating costs.” 

Continuing, he said: 


I am convinced that collections of further taxes for the unemploy- 
ment insurance fund should be suspended. The suspension of the unem- 
ployment insurance tax would allow opportunities for the gainful use 
of money which is denied by the unnecessary collection of the tax. 
That is so because as a tax the money is beyond the control of man- 
agement, but if the money is not drained away needlessly, management 
can put it to productive use. 

I urge that you recommend the suspension of collections for the 
unemployment insurance tax for two years. If those sums are retained 
by the railroads, it is perfectly obvious that they will be used for a 
currently good purpose—a productive purpose. And that will mean op- 
portunities for more jobs during this very trying two-year period—the 
first of the post-war world. 


“The proposals now put before your committee by one of 
the parties to the agreement (under which the present railroad 
retirement system was established) are violative of the spirit 
of the collective bargaining process which resulted in setting 
up the pension system,” said J. J. Pelley, president, Association 
of American Railroads, in testimony before the committee 
March 8. 

“This is true, certainly, in the narrow sense that the pro- 
ponents of change in the pension system have not conferred 
with the railroad companies, and have made no effort to do 
so. It is likewise true, in the broader and more fundamental 
sense, that the changes they propose are not mere adaptations 
of our original agreement so as to make it fit changing con- 
ditions and meet acturial tests of financial soundness, but are 
changes in the very nature of the pension system which we 
agreed to set up and mutually support.” 

Mr. Pelley began his testimony by stating that he would 
deal only with “the collective bargaining and negotiations 
leading up to the existing railroad retirement legislation,” 
adding that he had personally participated in those negotia- 
tions and it had seemed to him that the committee might be 
interested in a firsthand statement about them. 

“The present law is the product of collective bargaining,” 
said he, in beginning a review of what transpired in connection 
with the final establishment of the retirement system in 1937 
after the litigation involving the legislation providing for such 
a system before the agreement in question was reached. 

The Supreme Court of the United States, he pointed out, 
held unconstitutional the act of 1934. The acts of 1935 also 
ran into difficulty, the District Court of the United States for 
the District of Columbia enjoined collection of taxes under 
the taxing act of 1935 to support the system. Congress, how- 
ever, had appropriated $46,620,000 for the retirement board 
and the board began granting annuities. 

Mr. Pelley said that following the court decision of June, 
1936, the board and Congress found themselves in the uncom- 
fortable position of having taken on certain financial obliga- 
tions, without the means of meeting those obligations except 
by recourse to the general funds of the U. S. Treasury. Such 
a situation was not contemplated by Congress, when it enacted 
the 1934 or 1935 retirement legislation, said he. 

“In this situation,’ he continued, the President of the 
United States asked the parties interested to find a solution. 
He invoked the process of collective bargaining, by inviting 
railroad managements and railroad labor to confer with each 
other, and if possible to find a way out. 

Mr. Pelley then told of steps taken that resulted in the 
collective bargaining that brought about the pension agree- 
ment which was made effective through enactment of the 
1937 retirement and taxing acts. 

“T have gone into the history of this piece of collective 
bargaining in some detail, because I believe it offers a pic- 
ture of joint action between management and labor unparal- 
leled in the industrial record of the United States,” said he. 
“It was generally so recognized and acclaimed, by Congress 
and by the general public, at the time.” 

The collective bargaining agreement, said he, provided 
that both labor and management would “support the legis- 
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lation as agreed to” and would “not question in the courts 
the authority of Congress to enact the law or laws putting 
the plan into operation.” Also, said he, the agreement pro- 
vided that neither labor nor management would “make any 
requests or demands upon the Congress for any modification 
of the law which shall depart from the principle of equal tax 
burden upon employers and employes with respect to taxes 
contemplated herein.” 

Mr. Pelley made the point in conclusion, after having 
made the assertion that the proposed legislation was viola- 
tive of the agreement, that the same processes which resulted 
in this agreed-upon system were available for whatever amend- 
ments to it might thereafter be found necessary. 

“Here is a system which was agreed upon only eight 
years ago,” said he. “Now one party to this agreed-upon 
system is attempting to use it as a stepping stone, or an 
entering wedge, toward something quite different. Even though 
in form the fifty-fifty division of the tax burden which was 
agreed upon is preserved, this effort, it seems to me, is likely 
to have the effect of making it more difficult hereafter for 
agreements of this sort to be reached. And that, speaking for 
the railroads, is a result which we should all deplore.” 





RAIL LABOR DISPUTES 


An emergency board appointed by President Roosevelt to 
investigate a dispute between the Steelton & Highspire Railroad 
Co., of Steelton, Pa., and certain of its employes represented 
by the Brotherhood of Locomotive Firemen and Enginemen and 
the Brotherhood of Railroad Trainmen (see Traffic World, 
Dec. 16, 1944, p. 1573), has submitted to the President its report 
on its investigation, setting forth the issues in controversy and 
its recommendations for settlement of the dispute. 

One of the points of disagreement, the board said, was a 
demand of the firemen and enginemen for employment of a 
fireman, in addition to an engineer, on all Diesel locomotives 
of the railroad. The board recommended the addition of a 
fireman (helper) on the two largest of the five Diesel locomo- 
tives owned by the carrier, but not on the three smaller ones. 
With respect to a demand of the employes for an additional 
brakeman on yard crews, the board said an additional brakeman 
was not needed on every crew, but that it was unable to say 
exactly which crews should have an extra brakeman and which 
should not. With respect to a rule proposed by the brother- 
hoods, calling for a minimum day’s pay for service by an 
employe in work other than his regular assignment, the board 
proposed that an employe assigned to such other service be 
paid the established rate for the service performed, but in no 
case less than on the basis of his regular rate. The board 
recommended that certain wage increases for engineers and 
firemen, embodied in a tentative agreement, be made retroactive 
to December 16, 1942. 

Emergency boards have been created to investigate and 
report on disputes between the Denver and Rio Grande West- 
ern and employes with respect to application of awards of the 
National Railroad Adjustment Board and between the Des 
Moines & Central Iowa and employes with respect to a 9-cent 
wage increase demand. In both cases strikes had been called 
for March 8. Creation of the boards under the railway labor 
act operated to postpone the strikes. 


TRAINING FOR CHINESE RAIL MEN 


The first of a group of 110 Chinese engineers who are to 
be trained on American railroads have arrived in this country, 
it was announced by Director Johnson, of the Office of Defense 
Transportation. The other trainees are expected to follow later 
in the year, he said. Brigadier General Charles D. Young, O.D.T. 
deputy director, will be in charge of the program. 

The English speaking trainees, Director Johnson said, were 
graduate engineers of Chinese colleges and had a minimum of 
three years’ continuous experience on Chinese railroads. They 
would be trained on 12 American railroads having traffic condi- 
tions somewhat similar to those on Chinese lines, he said, the 
American lines being the Pennsylvania, B. & O., N. Y. C.,, 
L. & N., Southern, Santa Fe, Burlington, Milwaukee, Illinois 
Central, Southern Pacific, Union Pacific, and Great Northern. 
Director Johnson said the trainees’ expenses would be borne 
entirely by the Foreign Economic Administration as part of a 
lend-lease program to improve China’s wartime transportation 
system. 


NON-OPERATING WORKERS’ VACATIONS 


Chairman Schwartz, of the National Railway Labor Panel, 
has approved, as being in consonance with the wage stabiliza- 
tion program, the agreement entered into by representatives of 
non-operating railroad employe unions and railroad manage- 
ment representatives relative to vacations with pay (see Traffic 
World, March 3, p. 538). Thus the agreement was put into 
immediate effect on the railroads. 
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It was stated that Chairman Schwartz also had issued what 
was described as a “permissive authorization” to railroads not 
represented by any of the three railroad conference committeg 
that were parties to the agreement to put into effect on their 


roads the provisions for employe vacations set forth in the 
agreement. 


Light Metals and Transport 


“The American railroads have been experimenting for a 
number of years to determine the value of light metals as 
fabricating materials for railway equipment,” said V. R. Hay. 
thorne, executive vice-chairman, mechanical division, Associa. 
tion of American Railroads, in testimony before the Senate 


small business committee in its hearing March 7 on future of 
light metals. 


“Railway equipment cars and locomotives are expensive 
and must meet rigid strength requirements for the safety of 
employes and the general public, and to justify their cost, must 
give a relatively long period of service,” said he, adding: 


The average life expectancy of railway freight and passenger Cars 
of the various types is from 25 to in excess of 30 years. The depre- 
ciation rates applied to all steel railway freight cars of various classes 
and types varies from 2.6 per cent to 3.5 per cent. The depreciation 
rates for all steel passenger train cars average 3 per cent. These 
depreciation rates are fixed by the Interstate Commerce Commission 
and the railroads, and are based on actual retirement data. 

Railroads fully appreciate that there is no profit in hauling un- 
necessary dead weight and that their profit comes from the freight 
and passengers carried in their equipment. On the other hand, there 
is no economy in paying too much of a premium for weight saving 
either in higher first cost, increased maintenance expense or reduced 
life of the equipment. 

Present types of railway equipment have a relatively long useful 
life with moderate maintenance expense. To develop the compara- 
tive merits of equipment constructed of new materials requires a long 
period of experience with such equipment. 

Where the new materials result in increased first cost of equip- 
ment, it becomes very important that the usefulness and economy of 
equipment be increased through heavier loading, increased efficiency of 
operation, reduced maintenance costs and increased useful life, The 
problem is as much one of economics as it is of equipment design. 


Light Cars in Service 


The railroads have experimented with a number of kinds of ma- 
terials to reduce the weight of their equipment—including light metals, 
such as aluminum alloys, and in addition, stainless steel and high 
tensile low alloy steel. 

Several thousand freight cars of various types are in service, which 
were constructed using high tensile low alloy steel, which costs 
approximately 4 cents per pound. One large car builder has pro- 
duced over 1,300 passenger cars, which employed high tensile low 
alloy steel for the structures. The oldest of these cars have been in 
service for more than 10 years. 

A considerable number of suburban passenger cars constructed 
of aluminum alloys have been in service for a number of years—the 
oldest cars having had approximately 22 years’ service. A few hopper 
cars constructed entirely of aluminum alloys have been in service 
approximately 10 years, and a considerable number of tank cars con- 
structed of aluminum alloys have been in service during the last 
10 years, although a small number of aluminum tank cars have been 
in service approximately 20 years. Aluminum alloys have also been 
extensively used for parts of passenger cars, such as roofs, interior 
trim, bulkheads, etc., where the car structure is of steel construction. 
A number of railroads have also been using aluminum alloy locomo- 
tive cabs for keeping the total weights of locomotives within prac- 
tical operating limits. Some experiments have also been conducted with 
the use of aluminum alloys for locomotive side rods, locomotive boiler 
jackets and other items of locomotive construction. 


Several complete high-speed streamline passenger trains have been 
constructed of aluminum alloy and also of stainless steel, and many 
coaches, dining cars and other passenger train cars are in daily service 
which are constructed of these metals or low alloy high tensile steel. 
None of this equipment has yet been in service a sufficient length of 
time to develop its ultimate useful life in comparison with previous 
conventional equipment. 


Price Factor 


At the present time, two lots of freight cars constructed of alumi- 
num alloy are being built—one lot consists of 25 hopper cars being 
built by the Missouri Pacific Railroad and the other consists of 30 
box cars, 10 each being built for the Chicago and Alton Railroad, 
Minneapolis and St. Louis Railway and Rock Island Lines. 

Before railroads can generally justify recommending that largé 
numbers of freight cars be constructed of aluminum alloys, it seems 
necessary that the price of this material be reduced. It is to be hoped 
that the producers of the high-priced light metals will find means 
to materially reduce the price of their product. If this is accomplished, 
there can be no doubt that the railroads will use these light metals in 


the construction of new equipment and the rebuilding and heavy Tt: 


pairing of existing equipment where practicable. 

Much will also depend upon the final result of the study to eval- 
uate light weight in freight car equipment. 

Magnesium has never been used to any extent by the railroads 
and not at all for equipment construction. From our limited knowl- 
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edge of this metal, it seems very doubtful that it will be very seri- 
ously considered for the construction of post war railroad equipment. 
Safety Considerations 

Another problem which limits the amount of weight reduction in 
freight cars by the use of light metals or high tensile steel is the 
matter of brakes and braking ratios. The Bureau of Safety, Inter- 
state Commerce Commission, insists that the braking ratio for fully 
loaded cars be at least 18 per cent, preferably 20 per cent of the 
loaded car weight. ; 

The air brake companies are working on a practical variable load 
prake to take care of this condition and to also provide suitable 
praking conditions for the empty car and the light loaded car, but 
have not yet succeeded in perfecting such a brake. From present 
indications, it will be some time, possibly two years, before such 
a brake is developed and proven. It therefore is impossible at the 
present time to reduce tare weight of box cars to the maximum 
degree possible and to take advantage of such weight reduction by 
increasing the pay load an equal amount. ; 

With these factors of high cost of material and prices not yet 
solved and the further fact that other materials are available, the 
use of which permits approximately the same weight reduction in 
equipment, it is not believed that there will be any great demand 
for the use of aluminum in freight car construction in the immediate 
future. Undoubtedly, however, the railroads are very much _ inter- 
ested in obtaining further experience with freight cars constructed 
of aluminum, and it is believed that a number of railroads will desire 
to purchase small test lots of freight cars within the next year or two. 

These conditions do not apply to 4n equal degree in passenger car 
equipment, but in such equipment aluminum will also be in competi- 
tion with both stainless steel, where the price differential is not so 
much involved, and also with low alloy high tensile steel where the 
reduction in weight of equipment approximately balances increased 

he material. ; 

we on is a considerable field for the use of light weight metals 
in railroad equipment specialties such as running boards, car seat 
frames, crosshead shoes and other items used on cars and locomotives 
where material weight saving can be made. Another place where 
aluminum alloys might be attractive is in the construction of locomo- 
tive tenders where the capacity of the tender can be materially in- 
creased within the present allowable axle loads. Other promising fields 
for the use of light metals in railroad service are for baggage trucks, 
freight station trucks, shop ladders, permanent scaffolding, roundhouse 
smoke jacks, tools, tool boxes, etc. 


General Young of O. D. T. 


Brig. Gen. C. D. Young, deputy director of the Office of 
Defense Transportation, said the future use of aluminum and 
magnesium in transportation equipment, as against ferrous 
metals, would be determined largely by the relative price posi- 
tions of the two groups of metals and the development of the 
art in structural design as it involved the use of alloys of 
steel, aluminum and magnesium. 

General Young submitted a table showing the use of alum- 
inum by highway, railway, and water transportation in 1939, 
as prepared by the Aluminum Company of America, on the 
basis of its sales to transportation industries. Of the total dis- 
tribution made in 1939 to these three forms of transportation, 
said he, 64 per cent was used by highway, 24 per cent by 
waterway, and 12 per cent by railway. 

Highway Transport 

Taking up highway transport, General Young said it was 
probable that, in commercial vehicles—particularly over-the- 
road trucks and busses—there would be a greater demand on 
the part of purchasers of new equipment for light-weight units 
than would be the case in the purchase of passenger cars “but 
an average annual production in excess of 3,000,000 such 
vehicles must be considered in forecasting future uses of light- 
weight metals in the field of highway transport.” 

“The extent to which attention will be directed to the 
reduction in weight of truck and bus will depend upon a number 
of factors affecting the operators of these vehicles,” said he. 
“Among these are restrictions imposed by the several] states 
upon the gross weight of vehicles operated on the highways; 
the cost per gallon of gasoline or other fuel which is used for 
internal combustion engines; the mileage cost of tires as in- 
fluenced by the light and gross weight of the vehicles; and the 
burden of taxation, under state licensing provisions, as it is 
affected by the light and gross weight of the vehicles.” 


. Freight Cars 


General Young said the greatest opportunity for a large 
increase in the utilization of light-weight metals was in rail 
transportation, particularly in the construction of freight cars. 
Such cars, when built of steel, said he, were subject to corrosion, 
that being especially true of coal-carrying equipment, as the 
Properties of steel were such that the body deteriorated due 
to the action of sulphur in the coal in the form of sulphuric 
acid on the steel. Preliminary investigations had indicated, how- 
ever, said he, that “aluminum is highly resistant to such reac- 
tion, practically eliminating loss from this source.” 


Container Cars 


_ Use of light metals in construction of containers for con- 
tainer cars was discussed by General Young who filed with the 
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committee a copy of the container report prepared in 1936 
under direction of the Federal Coordinator of Transportation. 
To date, said he, comparatively little use had been made of 
the light-weight nonferrous materials in the construction of 
containers, largely because of the difference in initial cost be- 


tween containers of steel or plywood and of the nonferrous 
light-weight materials. 


Barges 


With respect to water transport, General Young said that 
aside from some special barges constructed for the transporta- 
tion of certain liquids requiring aluminum rather than steel 
because of the nature of the chemical handled, little use had 
been made of light-weight materials in barge construction. It 
was the general belief, however, of barge operators, said he, 
that the advantages of aluminum would be recognized in future 
construction. 

General Young said there probably would be increased use 
of aluminum in the construction of steam and diesel locomo- 
tives, as the designer was confronted by weight limitations due 
to axle load. 


Aviation 


Adoption of a national air power policy for the development 
of postwar military and civil aviation was necessary to assure 
realization of present promising opportunities for the light 
metals in the aircraft field said Eugene E. Wilson, president 
of the Aeronautical Chamber of Commerce. 

Mr. Wilson, who also is vice-chairman of the United Air- 
craft Corporation, testified for the aircraft industry, said he: 


The future of air transport, civil and military, is more dependent 
upon light metals than that of any other industry, because of the 
importance of weight in aircraft design. The aircraft industry has 


accumulated more light metal fabrication experience than all other 
metal industries combined. 


This experience will pay rich dividends in the production of 
superior postwar airplanes but it will also be reflected in the develop- 
ment of other new metal products that will enable Americans to 


perform their everyday tasks more cheaply, conveniently and com- 
fortably. 


However, the extent of the post-war demand for light 
metals from the aircraft manufacturers could not be foretold, 
Mr. Wilson said, because the volume of post-war production 
of military and commercial planes largely depended on public 
policy, which Congress must determine. 

Mr. Wilson called for the following four-point program to 
provide adequate post-war national defense through continued 
aircrafe research and development: 


1. Continuation of present development contracts. 2. Continuation 
of military research, design and development through competitive pri- 
vate industry. 3. Maintenance of a production program for the air- 
craft industry to retain its ability to establish production processes. 


4. Development of new and advanced models of military aircraft re- 
quired for a balanced air force. 


Kaiser Testimony 


Henry J. Kaiser, president of Kaiser Co., Inc., said the use 
of magnesium and aluminum in the superstructure of a ship 
would afford many advantages. He also said there was ample 
evidence that these metals could be employed to great advant- 
age to reduce the high cost of loading, unloading and storing 
freight. At present, said he, terminal costs were roughly equal 
to one-half of the total cost of waterborne traffic. He said these 
costs could be greatly reduced if freight were shipped in special 
demountable containers. These could be transferred from trucks 
to railroad freight cars, to ships and from ships back again to 
railroad cars and trucks, with a minimum of handling. He said 
large quantities of magnesium and aluminum could also: be 
used in the manufacture of truck bodies and busses. He said his 
organization had effected savings by using light metal in con- 
struction of trucks, had made experimental models of truck 
bodies and busses, and had made detailed preparations for the 
post-war manufacture of superior trucks and busses. He said 
that magnesium and aluminum would be more extensively 


employed than ever before in the manufacture of aircraft and 
aircraft accessories. 


HIGHWAY SPEED CONTROL AND ACCIDENTS 


William S. James, president of the Society of Automotive 
Engineers, and chief Engineer for the Studebaker Corporation, 
in a paper contributed to the 1944 proceedings of the Institute 
of Traffic Engineers, says that, in the second year of the war, 
with equal exposure to possible accident, there were no fewer 
fatal motor vehicle accidents with a 35-mile-an-hour speed limit 
than in the last year of peace before the 35-mile limit was estab- 
lished. 

Voicing criticism of statements that, because there were 
only 60 per cent as many traffic deaths in that year as in the 
last year of peace, the reduced speed limit was the cause of 
the fewer number of traffic deaths, Mr. James asked that “such 
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irrational thinking” not divert those interested in safety efforts 
“into a postwar program of arbitrary speed controls which 
will tend to destroy the public’s confidence in the entire safety 
effort.” 


A. T. A. Committee Action 


Investigation of the “extremely serious problem of increased 
cost of operation of motor transport” in the face of price con- 
trols controlling the income of motor carriers has been asked 
in a resolution adopted by the executive committee of the 
American Trucking Associations, Inc. The resolution is ad- 
dressed to the Director of War Mobilization, and the heads 
of the Office of Economic Stabilization, the Office of Defense 
Transportation, the Office of Price Administration and the War 
Production Board. The committee adopted the resolution in 
considering the situation confronting motor operators on account 
of tire prices. 

Opposition to abolition of the Trucking Commission of the 
War Labor Board and the handling of all truck labor cases 
by the War Labor Board and its regional boards was expressed 
by the committee in another resolution. The committee said 
that efforts should be directed toward enlargement of the 
Trucking Commission, strengthening of its position, and im- 
provement of its functioning. The committee, in another resolu- 
tion, said that the A. T. A. would move for enlargement of the 
Trucking Commission from its present membership of three, 
to six. It said the trucking industry was of too great a size 
and its labor relations problems too diversified to justify leav- 
ing with a single industry representative the responsibility of 
adequately representing the motor carriers, the industry now 
having only such single representative on the Trucking Com- 
mission. The committee said the volume of work which the 
Trucking Commission was now required to handle was too 
great to permit the commission in its present form properly 
and adequately to process it. It also said that the problem of 
absenteeism among members of the Trucking Commission was 
such as to command enlargement of the commission if the 
interests of the trucking industry were to be fairly reflected 
in the commission’s decisions. 

The committee also dealt with the problem of draft defer- 
ment of employes in the local cartage branch of the trucking 
industry. It adopted a resolution stating that the Local Cartage 
National Conference of A. T. A. be authorized to pursue the 
matter of essentiality of local cartage with the War Manpower 
Commission, in an effort to obtain improved treatment of local 
cartage operators, and that the A. T. A. lend its complete assist- 
ance and support to the Local Cartage National Conference in 
this effort. 

The committee also adopted a resolution directing enlarge- 
ment of the A. T. A. manpower supply department and ex- 
pansion of its activities as directed by resolution passed at the 
A. T. A. annual convention in October, 1943. 

The committee considered questions involved in the appli- 
cation of the federal wage-hour act to motor carrier operators 
and, by resolution, directed that the A. T. A. participate in 
Levinson vs. Spector, wherein the Supreme Court of Illinois 
held that “checkers” were subject to jurisdiction of the Com- 
mission and not entitled to overtime under the federal wage- 
hour act, if that case should be appealed to the Supreme Court 
of the United States. 

On account of the illness of Ted V. Rodgers, president, C. J. 
Williams, fourth vice president of the A. T. A., presided at the 
meeting of the executive committee. 


General Truck Rate Increases 


The Central States Motor Freight Bureau, Inc., in a notice 
to chambers of commerce in central territory that its standing 
rate committee, at a special meeting at the Stevens Hotel, 
March 21, will consider a proposal to increase rates three cents 
a hundred pounds on less-truckload traffic and one cent a hun- 
dred pounds on truckload traffic, said that the Office of Defense 
Transportation, expressing concern over the trucking situation, 
had told the bureau that “they anticipate the failure of a great 
many motor truck lines if some action is not taken at once to 
increase rates.” 

In order to expedite action, the bureau will hold a special 
meeting of the C. F. A. central committee—its appeal commit- 
tee—on April 10, in order not to delay consideration of appeals 
from the recommendation of the standing rate committee. 

The central states bureau referred to a proposal of the 
Middle Atlantic States carriers, embodying the same increases, 
and said that the Middle Atlantic States conference had ob- 
tained agreement to the increases from some of the larger 
shippers in that territory, ‘once they understood the dangerous 
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financial conditions in which many motor carriers find them. 
selves.” It said that the shippers, while recognizing that a 
flat increase “per hundred pounds” was not the most scientific 
way of making rates, preferred that method because it did not 
change the existing differentials between shippers in different 
localities serving the same market. 

Some motor carriers who had been “forced” to take jn. 
creases in rates above the rail level had done so reluctantly 
said the Central States bureau, adding that they were very 
reluctant to make any further rate increases, but that “when 
it comes to a question of whether or not they should make 
an increase or cease operations, they think, as we do, that it 
would be better for all concerned to continue in operation.” 


Midwest Increase Protest 


Motor common carriers parties to tariff MF-I. C. C. No, 
27 of Middlewest Motor Freight Bureau, Inc., apparently were 
attempting to eliminate all commodity rates named in the 
tariff, said the Price Administrator and the Economic Stabili- 
zation Director in petition to the Commission for suspension 
of supplement No. 34 to that tariff, published to become effec. 
tive March 19. 

The Price Administrator said that on December 29, 1944 
it had filed a protest against “innumerable commodity items” 
appearing in supplement No. 29 to Middlewest Motor Freight 
Bureau’s MF-I. C. C. No. 27, published to become effective 
January 15, and that those items now were under suspension 
in I. and S. M-2492. 

Several examples of increases that would result if the 
protested supplement were permitted to become effective were 
set forth in the Price Administrator’s protest, including the 
following: 


It is proposed to cancel the present l.t.l. rates on coffee from 
Kansas City, Mo., to Wichita, Kan., to numerous destinations in 
Colorado named in item 3610 on page 64 of tariff. At the present time 
the destination points are based on a group rate of 107 cents per 100 
pounds. The proposed rates are predicated upon class 55 and result 
in substantial increases from Kansas City, Mo. For example, the 
proposed rate to Avondale (the first destination point) is 124 cents, 
It will also be noted that the present rate of 107 cents does not apply 
to Denver and related points, and in this connection reference is made 
to item 4390 for rates applicable thereto. The latter item names a rate 
of 106 cents per 100 pounds. This rate is not being increased. Hence 
the northbound rate to Denver remains undisturbed while, at the same 
time, the southbound rate which is already on a higher basis is being 
cancelled outright. The spread between the rates now becomes more 
prominent, yet the distance is the same. In addition, all of the 
northbound and southbound rates, named in item 3610, are also being 
cancelled. Why respondents found it was necessary to maintain com- 
modity rates at certain points and cancelled commodity rates at other 
points bearing a direct relation thereto and on the identical commodi- 
pe a matter which would require justification before your Com- 
mission. 


The Price Administrator contended that the respondents’ 
proposals would result in rates that would be unjust and un- 
reasonable and unduly prejudicial to traffic moving for cer- 
tain shippers under the proposed class rates and preferential 
— moving for shippers under the applicable commodity 
rates. 





Heavy Duty Tire Cut 


In announcing a fifty per cent cut in the number of heavy 
duty tires allocated to meet essential commercial motor vehicle 
requirements for the second quarter of 1945, Director Johnson, 
of the Office of Defense Transportation, March 8, warned truck 
and bus operators that the number allocated might be subject 
to further reduction. He called attention to shortages of carbon 
black and other tire components recently announced by the 
War Production Board. 

The shortages, he pointed out, had resulted in the temporary 
cessation of seven-day week tire production, a four-month pro- 
gram adopted by labor and management in the tire industry in 
December, 1944, to increase heavy duty tire production to meet 
increased military and essential civilian needs. 

As claimant agency for civilian transportation, the O. D. T. 
requested 2,781,000 truck and bus tires to meet basic require 
ments for replacement purposes for the April, May and June 
period. The War Production Board allocated 1,410,000 or 50.7 
per cent of the amount requested, leaving a shortage of 1- 
371,000 tires. 

The amount allocated will restrict distribution to a rate of 
156,000 tires a month in the sizes 8:25 x 20 and larger and 
314,000 tires a month in sizes 7:50 and under. The second quar- 
ter total is 431,400 over the first quarter total of 978,600; the 
larger sized truck and bus tires being available at the rate of 
110,200 a month in the first quarter and smaller sized tires at 
the rate of 216,000 a month. 

Director Johnson said to truck and bus operators that the 
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seasonal increase provided no basis for being optimistic about 
any improvement or easement in the availability of heavy duty 
tires compared with commercial motor vehicle needs. Con- 


tinuing, he said: 


Furthermore we will enter the third quarter with a shortage of 
1,371,000 truck and bus tires so far as meeting the tire needs of essen- 
tial commercial motor vehicle operators is concerned, This figure is 
two and a half times as large as the present shortage of 519,000 truck 
and bus tires and does not include the tire needs for non-essential 
operations such as the delivery of beverages, retail items other than 
certain necessary items of fuel and food and circuses, carnivals and 
other non-essential operators ineligible for new tires. 

It is estimated that these presently ineligible operators need some 
691,000 new tires, which amounts to an over all shortage for all com- 
mercial motor vehicle operators of 2,052,000 tires. In other words, by 
midsummer an average of two out of five commercial motor vehicles 
will be in need of at least one new tire, thereby greatly increasing the 
need for tire care, recapping and retreading. — 


Ww. P. B. also allocated to O. D. T. sufficient truck and bus 
tires to equip new commercial motor vehicles to be constructed 
during the second quarter. The amount will total about 345,000 
depending on the number of vehicles produced. The first quarter 
total for new vehicles amounts to about 325,000 truck and bus 
tires. 


Tire Production 


A “superhuman effort” by men and management in the tire 
industry to supply the increasing demands of the European 
front boosted truck tire production 46 per cent in three months 
despite a severe winter, freight embargoes, and power difficul- 
ties, according to Hiland G. Batcheller, chief of operations for 
the War Production Board. 

Declaring the tire production record of the industry is a 
“truly remarkable accomplishment,” Mr. Batcheller pointed out 
that 1,770,000 vitally-needed truck and bus tires (A-1 through 
A-6) had been turned out in January. A total of 1,217,000 such 
tires were produced in October, 1944. 

“The tremendous rate of tire production has practically 
exhausted the inventory of carbon black,’ he said, ‘‘while the 
inventory of tire cord stocks has dropped down to dangerously 
low levels. The supply of these two critical components must 
be brought back to full working levels. Definite steps are being 
taken to develop new facilities for making carbon black and 
tire cord, so we may shoot at new tire production goals.” 

Mr. Batcheller disclosed that carbon black was one of the 
most critical component-shortages in the heavy tire picture. 
Every effort has been made by W. P. B. to divert all available 
carbon-black from other rubber products into the top-urgent 
heavy tire program, he said, but the supply situation still re- 
mained extremely critical. 

Due to the increase in tire production and lack of sufficient 
supplies of carbon black and tire cord to continue the produc- 
tion program the War Production Board and the army have 
‘advised the tire industry and tire workers that they are tem- 
porarily released from their pledge of seven-day week opera- 
tions and that tkey may go back to a six-day week for March. 
In the meantime, the W. P. B. and army said, steps were being 
taken to provide the necessary materials so that seven-day tire 
production could be resumed. 

The Rubber Bureau of the W. P. B. has announced addi- 
tional projects to increased tire production with authorizations 


by the Defense Plant Corporation as follows: McCreary Tire . 


& Rubber Co., Indiana, Pa., $100,000; General Tire & Rubber 
Co. Waco, Tex., $1,500,000; Lee Tire & Rubber Co., Kansas 
City, Kan., $4,000,000; Armstrong Rubber Co., Natchez, Miss., 
$750,000; Carlisle Tire & Rubber Co., Carlisle, Pa., $200,000; 
Mansfield Tire & Rubber Co., Mansfield, O., $1,700,000; Dayton 
Rubber Co., Dayton, O., $1,000,000, and Seiberling Rubber Co., 
Barberton, O., $450,000. 


A. T. A. TANK TRUCK GROUP PROPOSED 


_ Representatives of tank truck operators have under con- 
sideration a proposal to set up an organization of all types of 
lank truck operators within the American Trucking Associa- 
tions, Inc. After a meeting of the operators at A. T. A. head- 
quarters, it was stated that if the proposal met with approval 
of the tank truck industry the present Petroleum Transporters 
Conference of the A. T. A. probably would be reorganized to 
Ilude every type of tank truck operator on a national basis. 


ARMY GASOLINE TRUCK-TRAILER 


_ “The Quartermaster Corps has. adopted a new truck-trailer 
unit to be used in the transportation of gasoline and other petro- 
leum products,” says the War Department, adding: 


Production of the new 5,000-gallon units, whose capacity will more 
double that of the 2,000-gallon semi-trailers which they are to 
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replace, is to begin immediately. However, it is expected that some 
months will be required to produce the trucks and trailers in sufficient 
numbers to permit their widespread use in overseas theaters. 

The truck portion of the new unit is of 6-ton capacity, with six 
wheels, while the trailer section is of 7%4-ton capacity and also has six 


wheels. Truck and trailer each will carry a maximum of 2,500 gallons 
of gasoline. 


The new equipment will be used principally by quartermaster heavy 
truck companies which are organized as petroleum transportation units. 
When the new carriers are produced in sufficiently large quantities, 
they will take the place of the 2,000-gallon semi-trailers which are now 
part of the organic equipment of these companies. 

When the new type equipment is placed in operation, it will re- 
duce by 50 per cent the number of vehicles in the heavy truck com- 
panies, and will at the same time increase the companies’ carrying 
capacity from 96,000 to 120,000 gallons of gasoline. 

Experimentation which led to the development of the truck-traler 
gasoline units was conducted by the Ordnance Department at the re- 


quest of the Quartermaster Corps, and was initially instituted almost 
a year ago. 


Work on the newly developed units was handled for the Quarter- 
master Corps by the fuels and lubricants division of the Office of The 
Quartermaster General. 


D. P. C. MOTOR EQUIPMENT COMMITMENT 


The Defense Plant Corporation, R. F. C. subsidiary, has 
announced: 


Execution of a contract with R. W. Newell Trucking Co., El Dorado, 
Ark., to provide transportation equipment for operation in the states 
of Louisiana and Arkansas, at a cost of approximately $120,000. R. W. 
Newell Trucking Company will operate these facilities, title remaining 
in Defense Plant Corporation. 


AUTOMOTIVE INDUSTRY FIGURES 


The 1944-45 issue of “Automobile Facts and Figures,” the 
yearbook of the Automobile Manufacturers Association, says 
that approximately $24,000,000,000 of aircraft, guns, ammuni- 
tion, tanks, military vehicles and other war products were pro- 
duced by the industry in 1944, with the aid of thousands of 
subcontractors. The yearbook says that cumulative war orders 
received by motor plants since September 1, 1939, have been 
more than $32,000,000,000. Deliveries of aircraft products in 
the fourth quarter of 1944, compared with the production level 
at the time of Pearl Harbor, have increased 12 times according 
to the yearbook, with other increases as follows: tanks, eight 
times; guns, nearly seven times; marine items, six times; am- 
munition, four times; military vehicles, three times; and mis- 
cellaneous products, ten times. 

“Approximately 80 per cent of all state highway funds 
came from motor vehicle taxes,” says the yearbook. “Last 
year, special taxes on motor trucks averaged $126 a vehicle, 
providing over half a billion dollars in revenue. Special bus 
taxes totaled $995 per vehicle, while special taxes on motor 
vehicle owners brought municipal, county, state and federal 
governments $1,820,000,000 during 1944.” 


FIRST TRUCKS OVER STILWELL ROAD 


The first Allied truck convoy to enter China since Japanese 
forces sealed off Burma in 1942 rolled into Kumming early in 
March. Consisting of more than 100 vehicles, the convoy was 
driven by American and Chinese soldiers who had fought and 
worked to build the Stilwell Road, combining part of the old 
Burma Road with the new Ledo Road. The Stilwell Road was 
named in honor of General Joseph W. Stilwell, former American 
commander in the CBI theater, and covers 1,000 miles between 
Ledo, India, and Kumming. General Motors Corporation cites 
statements of engineers who built the road to the effect that 
it will accommodate trucks hauling as much as 100,000 tons 
of supplies a month, relieving transport planes of the task of 
carrying some heavier supplies and gasoline into China, and 


permitting extra heavy equipment to be moved that could not 
heretofore be delivered. 





GASOLINE RATIONING 


Petroleum Administrator for War Ickes has announced 
allocation of 1,276,000 barrels of automotive gasoline a day 
for United States civilian consumption in the second quarter 
of 1945 (April, May and June), an increase of 132,000 barrels 
a day over the first quarter allocation and reflecting the usual 
seasonal rise in demand. 

Gasoline allocated to the O. D. T., claimant agency for 
passenger cars, busses, trucks, and taxis, totaled 993, barrels 
a day, a reduction of 16,000 barrels a day from the comparable 
period last year, said the Administrator. However, he added, 
since there would be fewer vehicles in use this year, O. D. T.’s 
allocation was expected to be sufficient to maintain current 
ration values. 

“We were not able to meet claims of the Office of Defense 
Transportation in full, but the changes are not large enough 
to be significant,” said Deputy Petroleum Administrator Davies. 
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“Barring any sharp increase in military demand it is indicated 
that automobiles, busses, and trucks will get neither more nor 
less than their usual seasonal supply guring the second quarter.” 


Trade with Greece 


The Treasury Department has announced the relaxation 
of its restrictions on commercial and business communications 
with Greece. This action coincided with the restoration of postal 
and telecommunication service with Greece. 

Hereafter, Treasury licenses will no longer be required for 
concerns in the United States and Greece to exchange financial 
and commercial information and to establish business contacts. 

* Action by the Treasury was in the form of an amendment 
to General Ruling No. 11 removing Greece from the category 
of ‘enemy territory.” This action does not affect the status of 
Greek assets in the United States. Treasury officials indicated 
that the resumption of communications with other Balkan areas 
was now under consideration. 

Letters not exceeding one ounce in weight would be ac- 
cepted for mailing to civilians in Greece, Postmaster General 
Walker announced. The mail service to Greece has been limited 
to nonillustrated post cards. The postage rates would be 5 cents 
for each letter and 3 cents for each card, said the Postmaster 
General, adding: 


With the exception of instructions relating to support remittances 
and to the protection and maintenance of property interests in Greece, 
communications of a financial or business character are restricted to 
the ascertainment of facts and the exchange of information. 

Air-mail, registration, money-order, special-delivery and parcel- 
post services are not yet available. Enclosures of currency, checks, 
drafts or securities are prohibited. 


Ships for Supplies to France 


Foreign Economic Administrator Crowley has announced 
allocation of five additional ships to “the fleet of 26 allocated 
to carry vital war supplies and food to France” (see Traffic 
World, Feb. 3, p. 250, and Feb. 10, p. 364). 

Of the 31 ships now assigned to this service in the first 
quarter of 1945, Mr. Crowley said, 15 had already sailed or 
were loading, and were. carrying a total of about 115,000 long 
tons of cargo with a dollar value of about $26,000,000. Supplies 
being shipped, he said, included “such war materials as copper, 
cotton, sulphur, etc., and rice, lard, condensed milk and other 
foods.”’ Continuing, he said: 


The shipping schedule originally called for six departures in Janu- 
ary and ten each in February and March. However, only two were 
able to sail in January and seven in February, in addition to the six 
about ready to sail at the end of the second month. Domestic transpor- 
tation difficulties attributable largely to unusually severe winter weather 
somewhat delayed deliveries of cargoes to shipside in January, but 
F. E. A. is confident that the expanded schedule of sailings during 
the quarter will be fulfilled. 

While French ports and the transportation system have suffered 
great damage, the French industrial plant is about 85 per cent intact. 
Labor is plentiful; in fact, unemployment in France is a serious internal 
problem. Given vital war production and other essential raw materials 
and industrial equipment, French labor and industry will be rapidly 
directed toward rendering a major contribution to the war effort. 
Alleviation of the strain on labor, industrial transportation and supply 
facilities and resources in the United States would be an additional 
advantage flowing from the mobilization and use of the French economy. 





MAIL TO FRANCE 


Effective immediately the limited mail service now avail- 
able to France is extended to include the departments of Doubs, 
Meurthe-et-Moselle, Meuse, Haute-Saone, and Vosges, Post- 
master General Walker has announced. The order makes mail 
service available to the whole of continental France with the 
exception of the departments of Moselle, Bas-Rhin and Haut- 
Rhin, and the territory of Belfort. Letters and packages pre- 
paid at the letter rate of postage up to a weight of 4 pounds 
6 ounces may be sent to the areas in France with which the 
limited service has been established. Registry and special de- 
livery services are available. 


CONTROL OF EXPORTS AND IMPORTS 


“Importers or their agents who bring watches or watch 
movements through customs into the territories and possessions 
of the United States, as well as those who bring them into the 
continental United States, are subject to the provisions of 
Limitation Order L-323,” the War Production Board said 
March 5, and added: 


In L-323, as amended February 20, 1945, watch ‘“‘importers’’ subject 
to the order are defined as persons who have symbols or identifying 
marks recorded with the Bureau of Customs, U. S. Department of the 
Treasury, for the purpose of importing watches or watch movements, 
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or any other persons who in the course of their business, either directly 
or through an agent, bring watches or watch movements through Cus. 
toms into the United States, its territories and possessions. 

As previously, the order prohibits importers from selling or deljy. 
ering any watch or watch movement, either in a case or out of it, o 
any wrist chronograph or stop watch, released from customs after Jany. 
ary 1, 1943, without specific authorization from W. P. B. on Form WPR. 
3524. Pin lever, cylinder, and roskopf movements and lever type Move. 
ments smaller than 6% ligne continue to be exempt from this restriction, 


The War Production Board has announced that it is now 
prepared to consider applications covering the importation of 
jute goods for transshipment to Guatemala, Nicaragua anj 
Costa Rica. Continuing, it said: 


Applications should be confined to goods that will be purchaseg for 
shipment from India not later than June. 

They should be filed on Form W. P. B.-1041 and must be supportes 
by an import certification issued by the governmental authorities of the 
country of destination. In order to expedite clearance, both the appli. 
cation and the certificate should specify the quantity of the product 
the description, net weight of the goods and the month during whic, 
shipment will be made. 

The Foreign Economic Administration has issued its cy. 
rent export bulletin No. 231 announcing publication of com. 
prehensive export schedule No. 17 and containing items relat. 
ing to cotton yarn, rayon remnants and roll back of the de. 
centralization plan for Honduras, Guatemala, Uruguay and 
Venezuela. 


BENEFITS FOR SEAMEN 


Settlements with merchant seamen for wages and main. 
tenance due in cases of illness or injury would be expedited 
under instructions issued by the War Shipping Administration 
that agency said, adding: 


Seamen incapacitated while in the service of the vessel and not by 
willful misconduct are entitled under the general maritime law to 
wages to the end of the voyage, maintenance, and medical treatment 
for the illness or injury. 

Payment due under this traditional doctrine of law sometimes have 
been withheld pending efforts to arrive at settlements including dam- 
ages alleged to be due as the result of negligence. The new instructions 
are intended to separate the payment of wages and maintenance dye 
under the general maritime law from consideration of factors of dis- 
puted liability. 


‘ The instructions, directed to all general agents of W. S.A 
Ss joint legal bulletin and insurance instruction, are as 
ollows: 


Wages, maintenance, and cure are not to be withheld in any case 
merely because the claimant has filed suit or is taking steps to that 
end or has submitted a claim for damages. Whenever wages or mait- 
tenance are due to a seaman under the general maritime law, general 
agents are instructed to pay, promptly, currently, and in full. 

No settlements shall be made or attempted, in the payment of such 
wages and maintenance, for an amount that is clearly less than that 
to which the claimant is entitled under the general maritime law. 





FLORIDA SHIP CANAL 


The House has passed H. Res. 30, authorizing the printing of 
certain documents relating to the proposed Atlantic-Gulf ship 
canal in Florida. The documents are the letter of the Chief 
of Engineers to the chairman of the House committee on rivers 
and harbors, dated June 15, 1942, and the letter from the Sec- 
retary of War transmitted to the House of Representatives July 
31, 1942, including a report of the Chief of Engineers, U. S. 
army, dated June 12, 1942, together with accompanying papers 
and an illustration, on a review of reports on the ship canal, 
“with a view to determining the advisability of constructing 
a waterway across northern Florida, of suitable dimensions 
for barge traffic, and over the most practicable route, to Con- 
nect the existing intracoastal waterways along the Atlantic and 
Gulf coasts, requested by a resolution of the committee on rivers 
and harbors, House of Representatives, adopted on March 21, 
1942, and subsequent correspondence in relation thereto.” 





SHIPBUILDING PROGRAM 


Twenty-nine of the 125 ships built in merchant shipyards 
in February were turned over to the army and navy for military 
use, Vice Admiral Howard L. Vickery, vice-chairman of the 
Maritime Commission, said March 6 in announcing a total out- 
put of 1,300,340 deadweight tons in February. In addition, one 
V3 type tug having no deadweight tonnage was delivered. 

Nineteen of the vessels were constructed as military type 
and 10 were merchant-type ships turned over for military usé. 
The merchant vessels delivered in February included 71 @y 
cargo ships, 20 tankers, and five minor types. 

West coast shipyards turned out the greatest number of 
ships in February and the largest percentage of total dead- 
weight tons. They produced 55 vessels with an aggregate 0 
566,469 deadweight tons or 43.6 per cent of the tonnage. 
coast yards built 39 vessels. Their 418,801 deadweight tons wa 
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32.2 per cent of the total. Yards in the Gulf Coast area de- 
livered 27 vessels having a total of 295,030 deadweight tons 
for 22.7 per cent of the tonnage, and the one V3 tug. Four 
coastal cargo ships built in Great Lakes yards made up 1.5 
per cent of the total tonnage with 20,040 deadweight tons. 





Government Ship Sale Bill 


In a letter to Chairman Bland, of the House merchant 
marine committee, made public in hearings held by the com- 
mittee on H. R. 1425, the Bland bill prescribing procedure for 
the sale of government-owned ships by the Maritime Commis- 
sion (see Traffic World, Mar. 3, p. 530), Secretary Stimson, of 
the War Department, expressed opposition to enactment of the 
bill in its present form, on the grounds that it failed to assure 
the War Department the right to withhold from disposal by 
the commission the troop and cargo vessels necessary to meet 
the army’s present and future requirements, and that it provided 
for consultation by the Maritime Commission with the Secretary 
of the Navy, but not with the Secretary of War in connection 
with selection of vessels to be placed in an emergency stand-by 
fleet. 

Secretary Stimson said that wartime experience had clearly 
demonstrated that the War Department had a vital interest in 
the ability of the nation’s merchant marine to respond to war- 
time requirements. 


“The latest figures presently available,” he said, “indicate 
that well in excess of 50 per cent of the total current sailings 
of dry-cargo vessels under control of the War Shipping Admin- 
istration are for the account of the army, as against a figure 
of approximately 15 to 17 per cent for sailings for navy ac- 
count.” 

He said that amendments he was recommending with 
respect to designated sections of the bill were “necessary to give 
full recognition to the War Department’s consequent interest 
in the disposition of the government’s fleet of merchant vessels.” 

Kenneth Gardner, of New York City, an attorney represent- 
ing 12 U. S.-flag steamship companies holding operating-dif- 
ferential subsidy contracts under the merchant marine act, 
1936, in testimony before the committee, expressed general 
agreement with the provisions of the Bland bill, but contended 
that the bill should embody provisions that would give adequate 
protection to the subsidized operators, who had assumed the 
obligations of building new ships and of restricting their serv- 
ices to certain routes, against the competition of companies who 
would buy ships from the government and would not be subject 
to route restrictions in foreign trade. He appeared on behalf of 
the following steamship lines: Grace Lines, Inc.; American 
South African Line; Moore-McCormack Lines, Inc.; New York 
& Cuba Mail Steampship Co.; American Export Lines; United 
States Lines; Seas Shipping Co.; Lykes Bros. Steamship Cor- 
poration; American Presidents Line, Ltd.; Oceanic Steamship 
Co.; Mississippi Shipping Co., and American Mail Line Ltd. 

Mr. Gardner said 
against the i 
by unrestricted operators, but said he was not proposing any 
amendments to the bill. He expressed the belief that the bill 
gave advantages to non-citizens in the purchase of ships. 


State Department Views 


Chairman Bland placed in the record of the hearings a 
report he had received from the State Department with respect 
oH. R. 1425, advising him that no arrangements or agreements 
committing this country to post-war disposition of vessels to 
foreign governments or foreign individuals had been made by 

is government, but that agreements providing in general 
terms for aid in replacement or rehabilitation of merchant 
shipping had been made with Norway, Brazil and Chile. The 
department said that, although a considerable number of ships 
had been turned over to Great Britain in the course of the war, 
the arrangements under which these vessels had been chartered 
Contained no commitments with Britain with reference to post- 
War disposition of the vessels concerned. It cited a statement 
made in a report submitted last July to Congress, on lend-lease 
operations, that the British, because of ship sinkings, had a 
reserve of experienced seamen, and that, to utilize their serv- 
Kees, the United States would charter to the United Kingdom 
about 15 new ships a month for the succeeding ten months. 


Ship Owners 


_ George W. Morgan, counsel for the Association of American 
Ship Owners, told the committee that most of the members 

Mat association did not feel they could justify investment in 
ups at prices and under the conditions prescribed by the Bland 
bill. He contended that charter rates and conditions set forth 
M the bill would not work because they were not predicated 
Competitive rates and conditions and would result in carriage 
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by foreign vessels of cargoes intended for American chartered 
vessels. He said that the-16 steamship lines comprising the 
membership of his association owned and operated in domestic 
and foreign commerce, prior to the war, 237 ocean-going U. S.- 
flag freight and passenger ships aggregating 1,813,921 dead- 


proper ship disposal 
bill should be passed, but that there was ample time for giving 
thorough consideration to such a bill. 

Frank J. Taylor, president of the American Merchant 
Marine Institute, urged that the committee report the Bland 
bill favorably, with amendments that had been recommended 
earlier in the hearings by Almon E. Roth, president of the 
National Federation of American Shipping. 

iL. BD, Parmelee, executive vice president of Atlantic, Gulf & 
West Indies Lines (AGWI Lines), in his testimony dealt with 
the earnings debenture provision of the Bland bill and said he 
believed the debenture plan would be “most helpful” in assisting 
in the re-establishment of domestic i 


steamship operator, did not provide for payment by the govern- 
ment of an operating subsidy to the operator, but was designed 
only to make new tonnage available to the hard-pressed 
domestic operator and to aid him in paying the government 
for it. He suggested several amendments, including one provid- 
ing that the debentures and the Maritime Commission’s mort- 
gage thereunder would “terminate,” rather than “mature,” 
within 20 years, 

Joseph J. Geary, of San Francisco, counsel for the Ship- 
Owners’ Association of the Pacific Coast, contended that the 
Bland bill would not give non-subsidized operators an oppor- 
tunity to replace their tonnage without incurring a heavy 
burden of capital investment, and criticized the “just compensa- 
tion” provisions of the bill, particularly to the extent of their 
application to vessels in the lumber trade. 


Seatrain Testimony 


Graham M. Brush, president of Seatrain Lines, Inc.; testi- 
fied that his company preferred to reestablish its services after 
the war with the type of vessels it had perfected, and said that 
no Seatrain vessels had been built or planned by the Maritime 
Commission and that it was not contemplated that any such 
vessels would be available for sale under the Bland bill. He 
said that if the Bland bill was to accomplish its purpose, ways 
and means of reestablishing the coastwise ship services on a 
sound financial basis must be found. One question pertinent 
to the bill, he said, was, “How much money can safely and 
properly be reinvested by these lines in war-built ships which 
are less suitable and more costly than their previous ships with 
which these lines generally lost money?” He added that no 
coastwise line he knew of preferred to reestablish its services 
on the basis of cheap ships if anticipated profits were insufficient 
to make replacements in the future; that government aid in any 
form was the last thing these carriers wanted, and that 
Congress could properly create conditions that would make it 
possible for the coastwise lines to reestablish their “essential 
services” on an economically sound basis. 

“They (the coastwise lines) give a service in most part just 
as good as rail service,” he said. “Their ability to transport 
freight at such a difference in cost is a most powerful economic 
advantage over their competitors, the railroads. Certainly, there 
must be something wrong if these lines with such inherent ad- 
vantages cannot prosper and replace their fleets with new and 
better ships from time to time.” 


Coastwise Ship Problems 


Mr. Brush said there were four major problems that af- 
fected the abilities of the coastwise ship lines to reestablish 
their services on an economically sound basis for permanent 
operations, as follows: (1) That the rate structure under which 
they were required to operate would not permit profitable 
operations in spite of very low costs; (2) denial to water car- 
riers or water carrier terminals of the benefit of savings they 
made; (3) uncertainties confronting these lines with respect 
to certificates issued up to this time by the Interstate Commerce 
Commission and whether any of the ships included in the scope 
of the Bland bill could be used by those lines if pugchased or 
chartered, without new and further authority from the Com- 
mission, and (4) jurisdictional matters over their affairs which 
were “incomplete, inconsistent or conflicting.” 

He said the rate ceiling under which the coastwise lines 
operated had been fixed either by the railroads or the Com- 
mission, or both, including the rate ceiling on their port to port 
rates. He said Congress never expected that a high cost carrier 
could put a ceiling at unremunerative levels on a competing 
carrier whose costs were several times less. 

“I propose that specific provisions be incorporated into the 
regulatory acts which will make unlawful all the practices that 
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have brought about this uneconomic rate structure,” he said, 
adding: 


Water carriers do not require and their rates should not be de- 
termined by the complex railroad rate pattern of through rates, joint 
through rates, combination rates, column rates, class rates, exceptions 
to class rates, commodity rates, proportional rates, non-concurring 
rates, equalized rates, blanket rates, mileage rates, transit rates, and 
I don’t know how many more. Many of the coastwise lines operate 
services in other trades. We know that no such complex rate-making 
pattern is either necessary or desirable for water carriers. oe 

If the inherent advantages of each form of transportation are to 
be preserved, it is essential when one carrier can perform an operation 
in interchange cheaper or better than its connecting carrier or elimi- 
nate it altogether, the carrier which can perform the improved or 
cheaper service should receive the full benefit of the saving or advan- 
tages or the benefits should accrue to that carrier’s shippers. 


Asks Change in Law 


He said the Commission had denied the right to some water 
carriers to make changes in the size, type and speed of vessels 
and barges and that “such a situation seems almost incon- 
ceivable.” 

“Is it not clear,” he asked, “that Congress must amend the 
transportation act of 1940 to remove any powers therein which 
permit or may make obligatory the writing of specifications in 
certificates except as to the two points which Congress intended, 
namely, as to routes and ports?” 

He added that, because of problems such as these, many 
of the domestic water carriers would prefer to have the juris- 
diction over their rates, routes and certificates transferred to 
the Maritime Commission, but that this would not accomplish 
the purpose advocated except to a limited degree and for certain 
carriers. He suggested that the transportation act of 1940 be 
amended to remove uncertainties as to whether water carriers’ 
certificates. could be changed after they had acted in reliance 
on those certificates. 

“Congress should remove these uncertainties,” he said, “‘so 
that investors in ships to be sold under this bill will know that 
the Commission cannot place limitations in certificates which 
would prohibit or restrict the right to use any vessel so pur- 
chased or hereafter built.” 





W. S. A. RATE ACTION 


The War Shipping Administration has issued rate advice 
113, rates and surcharges, tankers, petroleum and petroleum 
products, in bulk, from ports outside continental United States 
to South American ports, and between South American ports; 
rate advice 114, rates and surcharges, tankers, petroleum and 
petroleum products in bulk, from Trinidad to British Guiana, 
and rate order No. 317, rates and surcharges, chemical bauxite 


in bulk, from Surinam and British Guiana to U. S. Atlantic 
ports. 


MARITIME COMMISSION HEARING 


The Maritime Commission has announced that hearing in 
No. 637, Rubber Developement Corporation vs. Booth Steam- 
ship Co., Ltd., and Lamport & Holt Line, Ltd., will be held in 
Hotel St. George, Brooklyn, N. Y., March 14, by Examiner 
C. O. Arthur. The complaint brings in issue rates on “basins, 
metal,” from New York to Belem, Brazil. The commission said 
a proposed report would be issued. 


T. V. A. AND CUMBERLAND VALLEY 

President Roosevelt has transmitted to Congress a report 
on “the physiographic, economic and other relationships be- 
tween the Tennessee and Cumberland Rivers and between their 
drainage areas,” with a request that legislation be enacted to 
“bring the Cumberland River and its tributaries within the 
scope of the Tennessee Valley Authority act.” The President 
said the report had been submitted to him by the chairman of 


the T. V. A. after having been prepared at the President’s 
request. 


N. Y¥. FOREIGN TRADE OBSERVANCE 


The National Foreign Council, New York, announces that 
the national foreign trade week will be held May 20 to May 26. 
James S. Carson, vice president of American and Foreign Power, 
chairman of the educational committee of the National For- 
eign Trade Council, has been selected to name a committee to 
make arrangements for the Greater New York foreign trade 
observance. Meetings are to be held locally in accordance with 
recent O. D. T. rules, E. L. Bacher, manager of the foreign 
commerce department of the Chamber of Commerce of the 
United States, declared. The chamber has been sponsoring 
National Foreign Trade week annually since 1935. 


FRUEHAUF SPANISH BOOKLET 


The export division of Fruehauf Trailer Co. has prepared 
a Spanish edition of the company’s booklet, “Executive Think- 
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ing,” for distribution in South American countries. The book. 
let, giving a detailed explanation of the trailer principle, tha 
“the same power can pull a much larger load than it can carry, 
is available through Fruehauf distributors, or may be had fron 
the Fruehauf Export Division, 30 Rockefeller Plaza, New York 
20, N. Y. 





Radio Control and Transport 


Technical difficulties that might beset actual operation of 
railroad radio communications systems under the “channel!” 
allocations that the commission had made for railroad use were 
suggested by railroad spokesmen in oral argument before the 
Federal Communications Commission on the tentative radi 
frequency allocations made by it for use in various existing and 
proposed fields of communications (see Traffic World, Feb. 3, p, 
269), and in briefs filed with the commission prior to the 
oral argument. ; 

John L. Niesse, of Indianapolis, assistant superintendent 
of telegraph of the New York Central and chairman of a tech. 
nical study group of the Association of American Railroads 
on railroad radio communications services, said the railroads 
were much concerned with the commission’s plan under which 
all frequencies proposed for yard terminal services would be 
shared with television. He said there was no test data to ind- 
cate that such an arrangement would be feasible. He asked 
that the commission permit the use by railroads, interchange. 
ably, of the frequencies assigned to them for end-to-end, point- 
to-train, yard and terminal communications, and also to permit 
their use for tugboat dispatching. On brief, the railroads’ radio 
communications services committee said that it had been ad- 
vised by several manufacturers of radio equipment that a 
60-kilocycle channel width proposed for the railroads’ use by 
the commission was presently impracticable for use under 
railroad conditions. 

A subcommittee of ‘panel 13, committee 8,” of the Radio 
Technical Planning Board, dealing with common carrier general 
mobile radio-telephone service, told the commission, in a brief, 
that although a general highway service could be given on the 
allocations proposed in the commission’s report, it would not 
be as satisfactory as it would be “at frequencies between 50 
and 200 megacycles,”’ and that seven frequencies were “utterly 
inadequate” to meet the substantial need for urban mobile 
service which cannot be met except by radio.” 

Peter Beardsley, in presentation of the oral argument for 
the American Trucking Associations, Inc., said that “given the 
necessary opportunity, we believe that the American trucking 
industry will demonstrate that the utilization of the airwaves 
by motor carriers will result in a real benefit to the public, as 
well as the industry itself.’ He said that until results of the 
commission’s allocations had been established, any criticism of 
its allocations seemed premature, but asked the commission to 
consider the desirability of allocating additional channels “be- 
tween 30 and 44 megacycles” for general mobile radio services. 
He referred to the commission’s suggestion that, for these serv- 
ices, “a common carrier method of operation may prove desir- 
able,” and added: 


Since the issuance of the commission’s report, conferences have 
been held between the truck and bus applicants with the view of work- 
ing out the operational factors common to both industries in the use 
of two-way radio communication. After careful consideration, it has 
been decided that the individual conduct of experimental work by the 
two industries, with each being apprised of the results attained by the 
other, is preferable to joint research. . . . For our part, experimenta- 
tion is necessary to obtain some idea of the total cost of the use of 
radio on a large scale by the industry. Further, experimentation may 
prove that individual utilization of a small number of frequencies by 
the bus and truck industries will obviate the necessity of a common 
plan requiring the sharing of all or certain of the frequencies proposed 
to be allocated. It will be necessary to have an accurate determination 
of the probable message load to be expected, both in urban areas and 
in highway operations. ... 


DOUGLAS TRUCK DRIVER TRAINING 

Douglas Aircraft Co., making use of a driver’s manual 
published by the White Motor Co., and training films produced 
by that company, is giving a three-hour training course for 
about 300 truck drivers working at west coast Douglas plants. 
The purpose of the training course is to boost truck operating 
efficiency and to conserve essential vehicles. The drivers take 
the course on company time. 





R. F. C. SELLS W. P. BONDS 

The Reconstruction Finance Corporation has announced 
that it has sold to Bear, Stearns & Co., New York City, $I, 
185,200 Western Pacific Railroad Company 4% per cent genera 
mortgage bonds, Series A, dated January 1, 1939, at par. 








divi 
visc 
Ad\ 
tion 
the 


on 


to ! 


pon 
the 
tior 


cra! 


tee 
vil 


24, 


C0! 


por 
ess 


dis 
ins 
int 


all 
fa 


a oP 









The book. 
‘iple, that 
an Carry,” 
had from 
New York 


ration of 
“channel” 
use Were 
efore the 
ive radio 
isting and 
Feb. 3, p, 
r to the 


‘intendent 
of a tech- 
Railroads 
railroads 
ler which 
would be 
a to indi- 
He asked 
erchange- 
nd, point- 
to permit 
ads’ radio 
been ad- 
it that a 
Is’ use by 
ise under 


the Radio 
or general 
n a brief, 
en on the 
vould not 
tween 50 
e “utterly 
in mobile 


iment for 
‘given the 
| trucking 
airwaves 
public, as 
Its of the 
‘iticism of 
nission to 
inels “be- 
> services. 
hese serv- 
ove desir- 


ences have 
w of work- 
in the use 
ion, it has 
ork by the 
ned by the 
<perimenta- 
the use of 
tation may 
juencies by 
a common 
25 proposed 
termination 
. areas and 


's manual 
produced 
sourse for 
las plants. 
operating 
ivers take 


announced 
City, $1,- 











March 10,1945 





Air Transportation 





w. P. B. Aviation Committees 


Creation of two civilian aviation industry advisory com- 
mittees was announced jointly by Josiah G. Fort, director of 
the War Production Board’s Office of Industry Advisory Com- 
mittees, and Henry P. Nelson, director of the W. P. B. aircraft 
division. The new committees are the Airlines Industry Ad- 
visory Committee and the Aircraft Manufacturers Industry 
Advisory Comimttee. 

The airlines committee is intended to include representa- 
tion from all of the American airlines that are certificated by 
the Civil Aeronautics Board to provide air transport service, 
both foreign and domestic. These airlines number twenty, 
W. P. B. said. The first meeting of the committee will be held 
on March 21. 

The chief functions of the airlines committee, according 
to Mr. Nelson, will be as follows: 


1, Consideration of questions involving shortages of materials, com- 
ponents, Manpower and facilities and their effect on the operation, 
maintenance and repair of passenger and freight transport aircraft of 
the airlines. 

2. The determination of firm airlines’ requirements for the produc- 
tion and modification of essential passenger and freight transport air- 
craft. 


The manufacturers committee will consist of about six- 
teen representatives of companies producing all types of ci- 
vilian aircraft, from heavy transports to small personal planes. 
The first meeting of this committee will take place on April 
24, the W. P. B. announcement said. 

Mr. Nelson said that the manufacturers’ committee will 
consider : , 


1, Questions involving shortages of materials, components, man- 
power and facilities and their effect on the production of airplanes for 
essential industrial and commercial needs. 

2. Questions involving proposed programs for the production and 
distribution of airplanes for essential industrial and commercial use, 
insofar as production and distribution may become possible without 
interfering with military plane production. 

3. Requirements for essential industrial and commercial aircraft. 

4, Coordination of programs for the production of civilian types of 
aircraft so as to fit into the contract termination plans of the manu- 
facturers. 


Mr. Nelson, as director of the aircraft division, will serve 
as government presiding officer of both new committees, W. 
P, B. said. The membership of the committees will be made 
public as soon as the names of all participants are known. 


International Air Transport 


Attorney General Biddle has submitted to Congress a 
report on international air transport policy, containing the 
recommendations, among others, that “government operation 
of international airlines should not be precluded where the 
absence of profit opportunities makes private operation impos- 
sible,’ that the United States should seek an international 
understanding defining and limiting the financial assistance to 
be given to international airlines, and that surface transporta- 
tion companies should not own or control international air 
transport services. 

The report was described by the Attorney General as “the 
first of a series of reports on transportation.” 

Conclusions set forth in it, in addition to those already 
mentioned, were as follows: 

The international aviation policy should be formulated by the 
government. 

The United States should pursue a policy aimed at a more liberal 
legal framework for international aviation. 

It would be in the interest of the United States to have the right 
of transit and the right to land for non-traffic purposes established as 
auniversal principle for international aviation. Any arrangement less 

nh a universal and world-wide arrangement respecting the right to 
land would be of limited importance for the United States. For ex- 
ample, a reciprocal exchange of landing rights with Great Britain, 
including the “¢rown colonies but not the dominions, would give the 
British valuable rights and would give the United States almost nothing. 

The advantages of direct government negotiation of rights to en- 
fage in air commerce appear conclusive. However, the United States 
should reserve the right to direct that its air carriers negotiate with 


foreign governments relative to operating rights when that procedure 
appears advantageous. ; 


Such intergovernmental agreements should be concluded as will 
conducive to the creation of a sound and progressive international 
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air service. These agreements should specifically provide (a) that the 
operating rights covered by the agreements may be made available only 
to air lines that are bona fide nationals of the countries concerned; 
(b) that such operating rights shall be of indefinite duration, subject 
to revocation only after consultation between the respective govern- 
ments and due notice to the carriers; (c) that exclusive arrangements 
designed to block the granting of air rights to or discriminate against 
carriers of other nations are prohibited; (d) that no arrangement shall 
impose undue delays on the inauguration of international air services; 
(e) that no limitations upon the number of schedules, the size or char- 
acter of the planes to be used, or the prices to be charged shall be 
imposed; (f) that appropriate standards with respect to safety of opera- 
tions, airworthiness of aircraft, and competence of airmen shall be 
observed; and (g) that each country shall enforce its own rules and 
regulations relative to customs, immigration, passports, quarantine, and 
air traffic control. Specific details of the operations to be conducted 
should probably not be spelled out in these basic agreements but should 
be left to the regulatory authorities of each country. 

The nation’s policy should seek to assure (a) that United States 
aviation will continue to be progressive in the development and adop- 
tion of the newest types of equipment and the best operating pro- 
cedures; (b) that adequate incentives will compel efficiency in opera- 
tion; (c) that the full economic potentialities of air transport will be 
realized by a constant widening of the market through reduction in 
costs and rates; (d) that healthy financial conditions will insure the 
inflow of adequate capital; and (e) that United States airlines will 
carry a volume of world traffic commensurate with the importance of 
the United States as a market for air transport services. 

The United States policy should seek to maintain the economic 
conditions and the legal framework essential to the continuance of 
private operation of air transportation. 

The United States should cooperate with other countries in secur- 
ing for international air transport the use of those airports and airways 
which are indispensable to efficient and economical operations. 

All international airlines should be permitted to use international 
airways, communications’ facilities, meteorological services, and air- 
ports without discrimination as to service and on equally favorable 
basis. 

Any necessary financial support granted to airlines should be in a 
form which will make it possible to pursue a policy of competition in 
the development of international airlines. 


The United States should not commit itself to a. single company 
operation. This does not, however, necessitate unrestricted competition. 
Even if direct competition is advisable on only a few routes at the 
present time, the benefits of indirect competition can be achieved by 
authorizing different companies to operate over different routes. 


The United States should seek to create conditions which will make 
it possible for its airlines to operate independently of any cartel 
restrictions. 

The creation of a sound and progressive international aviation 
industry requires the establishment of an international organization to 
assemble and analyze factual information with respect to the operations 
of international air carriers and the laws and regulations of the various 
countries, the formulation of air traffic and safety rules, and the 
medium through which the aviation authorities of the several nations 
may consider and resolve common problems. 


The report covered 105 mimeographed pages. 
Surface Carrier Control 


In his discussion of surface carriers and air transport, the 
Attorney General said, in part: 


In international as well as in the domestic arena, surface carriers 
are seeking to enter air transportation. In the domestic field, the 
railroads are seeking to establish air operations. Moreover, the rail- 
roads are urging the adoption of legislation to permit or require the 
creation of ‘‘integrated transportation systems’’ which would bring 
under common control rail, highway, and air transportation. Such 
systems would, of course, be dominated by the railroads. Thus far the 
nation’s transportation policy has decreed the independence of com- 
peting forms of transportation on the principle that any common control 
would obstruct the realization of the full potentialities of each mode 
of transportation. ... 

The case for permitting steamship lines to enter the air transport 
industry rests on their reputed ability to supply more and better service 
than can be supplied by the air lines independently. For: some smaller 
countries, it is doubtless true that the air lines require the financial 
backing which shipping capital can supply, and that the shipping 
companies, with their world-wide organizations, are in a position to 
divert prospective travelers to the air lines. The opening of air trans- 
portation to the shipping interests would, in the short run, result in 
the investment of more capital and the development of more air service 
than could otherwise be expected. 

Those who oppose the entrance of shipping companies into air 
transportation, and virtually all of the air lines do, are concerned with 
the long-run consequences of shipping control of air transport. It is 
assumed that the larger capital resources of the shipping companies, 
plus their ability to carry unprofitable air operations for years on the 
basis of their shipping earnings, would ultimately result in the elimina- 
tion or acquisition of all the independent air lines. It is urged that 
unfair competition would arise not simply from the ability of the 
shipping companies to carry losses from air operations while competing 
with the independent air lines, but also from their greater ability to 
control the routing of passengers by reason of their more extensive 
connections at home and abroad. Any dominance of international air 
transport is viewed with grave misgivings by those who realize that 
the new air transport industry requires imagination and vision to deal 
with new problems, which are scarcely analogous to those in which 
shipping managements are experienced. In the postwar world, both air 
transport and shipping will be confronted with a variety of problems 
of such magnitude that it would be unwise to expect the same manage- 
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ments, however gifted, to deal simultaneously with the tasks of adjust- 
ing each form of transport to the novel and changing conditions with 
which they each will be faced. 


Views on Government Ownership 


Attorney General Biddle said that the question of private 
or government ownership of international air lines could not 
be settled once and for all at the present stage of the indus- 
try’s development. 

“Unforeseen circumstances may make government owner- 
ship the only form of organization consistent with the public 
interest in adequate international air transport,” he said. ‘‘“Even 
in the immediate future, government operation of some of the 
thin-traffic routes may be preferable to private operation.” 

He said that, while contemporary opinion both within and 
without the government did not suggest that the United States 
would deliberately adopt a policy of government ownership of 
international air operations, public ownership and operation 
might come ‘“as the unforeseen consequence of other aspects 
of our aviation policy.” He added that in other countries heavy 
and increasing government financial support to international 
air lines had led successively to government ownership of air- 
line securities and to active participation in the management 
and operation of air lines; that the adoption of a single-company 
program to render essential public services was always an invi- 
tation to government ownership, and that, “finally, the dangers 
of monopoly and of heavy subsidies to the continuation of pri- 
vate ownership must be recognized.” 


Problem of Foreign Cartels 


The Attorney General said that in prewar Europe commer- 
cial aviation developed according to a cooperative rather than 
a competitive pattern; that the air lines of the several countries 
pooled their operations, and that some agreements also provided 
for a pooling of revenues, though expenses were not pooled, 
each company being responsible for operating specific parts of 
the joint service at its own expense. 

“For example,” he continued, “the flight from Stockholm via 
Copenhagen to Amsterdam might be conducted as a pool oper- 
ation with three air lines participating; but if the route could 
support only three flights daily, the three participants would 
alternate in flying the route so that each would bear its share 
of the cost. 

“As European air lines seek to extend their services to the 
United States and as American air lines extend their operations 
across Europe and around the world, a serious problem is posed 
by the entrenched position of the cartel in European aviation. 
Shall the United States acquiesce in the efforts of cartel mem- 
bers to impose restrictions upon the frequency of operations, 
rates and other manifestations of competition in the trans- 
Atlantic service, or shall the United States seek to avoid a 
situation which might either compel or permit United States 
air carriers to enter into cartel arrangements?” 

Answering that question, he said that the United States, 
in planning for postwar aviation, should exert its influence in 
support of the free and competitive approach to air transport 
service as opposed to the cartel approach, and that, under 
appropriate government regulation, each air line should be free 
to reduce its rates provided such reduction was not detrimental 
to the national public interest. 


World Aviation Authority 


He contended that the creation of a sound and progressive 
international air industry required the establishment of an 
international aviation authority. That authority, he proposed, 
would engage in at least three categories of activities: (1) The 
assembly and analysis of factual information with respect to 
the operations of international air carriers and the laws and 
regulations of various countries; (2) the formulation of air 
traffic and safety rules, and (3) the functioning as a channel 
through which the aviation authorities of the several nations 
might consider joint problems. 

“Early action to set up an international aviation authority 
should be taken,” he said, “so that the world may have ample 
experience with such intergovernmental action before it be- 
comes necessary to delegate mandatory authority to an inter- 
national body.” 


Use of Foreign War-Built Bases 


The Attorney General, in his report on international air 
transport policy, said that suggestions that U. S. air carriers 
make use after the war of the air bases and other facilities 
built in foreign countries with American funds as part of the 
war program and that the United States assert sovereignty 
over those bases appeared impracticable and unwise. 

“An examination of the agreements governing the construc- 
tion of the wartime bases reveals that the United States has 
almost no postwar contractual rights with respect to these 
bases,” he said. 


TRAFFIC WORL 


He stated that many of the wartime bases were strates. 
ically situated along the routes along which American-flag ling 
presumably would fly in postwar years, but said that it was jp 
reality unnecessary for the United States to have sovereignty 
over foreign bases and that it was probably of little momen 
that there were no prior commitments giving the United State 
the right to have its commercial air lines use such bases. 

“If the United States actively promotes the developmen 
of a sound international air network,” he added, “the right t 
use such bases should be obtainable without difficulty. By ip. 
ternational convention or by intergovernmental agreements, the 
United States should seek to establish the principle that aj 
commercial air lines have the right to use all public airport 
without discriminatory or prejudicial treatment.” 


North Atlantic Air Routes 


The extent to which there should be competition between 
American air carriers on routes extending across the North 
Atlantic to and through European capitals was the principal 
subject of debate in oral argument before the Civil Aeronautics 
Board by attorneys for applicants and interveners in “Docket 
No. 885 et al., the North Atlantic Case,” in which two C. A.B 
examiners had recommended, in a proposed report, that the 
present trans-Atlantic route of Pan American Airways be 
extended to Rome, that Pan American be authorized to oper. 
ate on another trans-Atlantic route, and that American Ex. 
port Airlines be permitted to operate over two additional 
routes across the Atlantic, subject to a condition that the 
board approve a pending application of American Airlines 
Inc., for authority to acquire control of American Export Air. 
lines (see Traffic World, Jan. 27, p. 219). 

Henry J. Friendly, Pan American Airways counsel, ex. 
plained that company’s position with respect to U. S. air 
carrier representation in trans-Atlantic service with the dee. 
laration that “if one company can do a better job than two, 
as we think it can, there will be less foreign competition against 
one United States company than against two, and if two can 
do a better job than three, there will be less foreign compe. 
tition against them than there would be against three Amer- 
ican companies.” 

George Spater, attorney for Transcontinental & Western 
Air, Inc., maintained that the board should find that. three 
American air carriers should operate across the Atlantic and 
that T. W. A. should be one of them. He contended that 
American Airlines was not ready to begin trans-Atlantic opera- 
tions “today,” but that T. W. A. was. He suggested that there 
was a corporate relationship between American Airlines and 
Pan American Airways, saying that 75 individuals held 47 per 
cent of the stock of American and 30 per cent of the stock of 
Pan American. The implication was made that there was an 
element of common control over the affairs of those com- 
panies by the Aviation Corporation of America. In rebuttal, 
Mr. Friendly said that the time to investigate the claims of 
affiliation between American Airlines and Pan American Air- 
ways was before American was permitted to participate in 
trans-Atlantic air transport, and Hamilton O. Hale, counsel 
for American, said that American Airlines had no nominees 
of Aviation Corporation on its board of directors or its man- 
agement, and that American Airlines, if granted the right to 
fly to Europe, would furnish as keen and bitter competition to 
Pan American as had characterized American’s fight against 
the “chosen instrument” policy advocated by Pan American. 


“Pan Am” Financing Plan 


Mr. Friendly said Pan American had an investment of 
about $40,000,000 in its properties and that it planned to file 
with the Securities and Exchange Commission, in June, 4 
registration statement covering issuance of securities “from 
which we hope to get the sum of $37,000,000.” He maintained 
that, if a second airline were authorized to fly over the North 
Atlantic, it should be an independent carrier, “free of any 
domestic complications,” because, he argued, a domestic cal- 
rier or subsidiary of such a carrier, if authorized to conduct 
overseas operations, would have access to traffic-producing 
points in the interior of the United States that Pan American 
could not reach. Mr. Hale, on the other hand, contended that 
American Airlines, if granted the authority sought, in its own 
right or through American Export, would be able to provide 
one-carrier service to points overseas from the many cities 
in the United States that it now served on its domestic routes, 
and that such one-carrier service was an inherent advantage 
in air transportation that the board must recognize. 

Charles H. Murchison, counsel for Pennsylvania-Central 
Airlines referred to comments by the examiners on the large 
financial resources of Pan American, American Airlines ani 
American Export, and said that if financial resources const 
tuted the test by which applicants for overseas routes had to 
qualify, “we might as well close all hearing rooms.” He com 
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tended that certification of P. C. A. for the trans-oceanic service 
it sought to perform would not disturb the “competitive bal- 
ce” between T. W. A. and American Airlines. 

Alexander I. Nichols, counsel for Trans-Oceanic Air Lines, 
Inc, a2 company organized by a number of individuals who 
had flown aircraft from Canada to the British Isles since 1940, 

jnted out that that company was seeking authority only for 
trans-Atlantic flights and averred that no domestic airline 
should be permitted to participate in trans-Atlantic service 
either directly or through subsidiary companies. 


Case of Steamship Co. 


M. J. France, attorney for Moore-McCormack Lines, Inc., 
said that that company, a steamship company, was “‘a sort of 
ugly duckling” in the proceeding and had been treated as such 
by the other applicants. He asserted that Moore-McCormack, 
although it did not now have any airplanes, could put itself 
in position to “do the job” before the war ended. He said 
the company would not have applied for air rights if the 
poard had not designated as one of the proposed air routes to 
Europe a route practically paralleling the steamship route of 
its American Scantic Line to the Scandinavian countries and 
points on the Baltic Sea. He contended that under section 401 
of the civil aeronautics act a steamship company had as much 
right as any other company to come before the board with an 
application for a route and to have that application granted 
if it could prove its ability and fitness. Moreover, he said, 
where an air route paralleled the route of a steamship com- 
pany, the latter should have the right to operate planes on 
the air route. He stated that of a total investment of $22,000,000 
that Moore-McCormack had in its property at least $5,000,000 
was invested in passenger facilities. He asserted that the 
company would not treat its proposed airline business as an 
incidental operation in connection with its steamship business, 
but would make a success of the airline business. 

E. Smythe Gambrell, attorney for Eastern Air Lines, Inc., 
said Eastern was not an applicant in this case, but had inter- 
vened to present its views as to the proper pattern of trans- 
Atlantic air service. He said Eastern opposed applicants who, 
under cover of their trans-Atlantic route proposals, sought to 
“wastefully duplicate existing services on domestic routes be- 
tween domestic points.” 


Position of Public Counsel 


John Wanner, of C. A. B. public counsel, said that, whether 
the other applicants liked it or not, the fact was that Pan 
American was “in the field,” that the foreign market was re- 
stricted in comparison with the domestic market, and that 
“we think the foreign competition will be quite severe.” Such 
facts, he said, lead to the conclusion that only two U. S. air 
carriers should be authorized to serve Europe. He stated that 
in pre-war trans-Atlantic steamship travel the United States 
furnished 60 per cent of the customers, but U. S. ship lines 
catried only 10 per cent of the business. He believed, how- 
ever, that American air carriers would get “half or better” of 
the trans-Atlantic air passenger business. 

“The dangers of making Pan American too big,” he said, 
“are more than offset by the danger to the public interest 
— uneconomic operations resulting from more than two 

. 8. carriers.” 


If three carriers were certificated, he said, T. W. A. should 
be one of the three. 

Other participants in the argument were: Frank J. Trus- 
cott, for the port of Philadelphia; Charles R. Seal, for the port 
of Baltimore; Leslie Craven, for American Export Airlines; 
John Lewis Kelly, for U. S. Midnight Sun Airlines; William 
I Denning, for National Airlines; George M. Morris, for the 
Miami port authority; Clarence A. Barnes, attorney general of 
Massachusetts, and Henry E. Foley, for the port of Boston, and 
John B. Ford, for Northeast Airlines. 


Air Routes to Latin America 


Under recommendations made by Chief Examiner Francis 
- Brown and Examiner H. Heinrich Spang of the Civil Aero- 
hautics Board in a proposed report in “Docket No. 525 et al., 
tin American Service,” the existing network of air routes of 
American Airways in the western hemisphere would be 
expanded, an additional route for Pan American-Grace Airways 
(Panagra) along the west coast of South America and across 
southern part of that continent to Buenos Aires would be 
Provided, and service by Eastern Air Lines, American Airlines, 
Airways and Western Airlines to points in Mexico, the 
American republics and the islands of the Caribbean 

Would be authorized. 
€ examiners had under consideration applications of 22 
‘mpanies, consolidated for hearing and decision on one record 
(see Traffic World, Oct. 14, 1944, p. 971). Applications of Penn- 
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sylvania-Central, Caribbean-Atlantic Airlines and United Fruit 
Co. were dismissed at the applicants’ request, and those of An- 
drew J. Burke, New York & Bermudian Air Line, Gordons 
North South Air Lines, and Aerovias Nacionales, P. R., were 
not prosecuted by the applicants and were therefore dismissed, 
the examiners said. They proposed denial, in their entirety, 
of the applications of Chicago & Southern Air Lines, Delta Air 
Corporation, Grace Line, Inc., Waterman Steamship Corpora- 
tion, Moore-McCormack Lines, Inc., National Airlines, and At- 
lantic Gulf and West Indies Steamship Lines. 

Grants of operating authority were recommended by the 
examiners as follows: 


That the certificate presently held by Pan American-Grace Airways, 
Ine., authorizing service between Balboa (Canal Zone) and Buenos 
Aires (Argentina) via ports on the west coast of South America, be 
amended to authorize service between Balboa and Buenos Aires via 
Guyaquil (Ecuador), Lima (Peru) and Antofagasta (Chile). 

That the certificate held by Pan American Airways be amended 
(a) to authorize service between Port of Spain (Trinidad) and Buenos 
Aires, via Manaos (Brazil) and Asuncion (Paraguay); (b) to include 
Sao Paulo (Brazil) as an intermediate point between Rio de Janeiro 
(Brazil) and Porto Alegro (Brazil); (c) to authorize service to Caracas 
(Venezuela) in lieu of La Guaira and include Caracao as an inter- 
mediate point between Caracas and Ciudad Trujillo; (d) to include 
Santiago (Cuba) as an intermediate point between Miami and Port-au- 
Pririce; (e) to authorize service between Havana and Santiago, and 
(h) to authorize the carriage of mail between Port-au-Prince and San- 
tiago and Kingston (Jamaica). 

That the temporary certificate held by Pan American authorizing 
service between New Orleans and Guatemala City (Guatemala) via 
Merida (Mexico) be made permanent. 

That Pan American be authorized to provide service on a route 
between New Orleans and Havana. 

That Eastern Air Lines be authorized to provide service on a 
route between Miami, Fla., southern terminus of Eastern’s operations 
within continental United States, and Balboa, via Havana and Kingston. 

That Braniff Airways be authorized to operate between Houston, 
Tex., and Balboa, via Merida (Mexico). 

That, Western Air Lines be authorized to operate between Los An- 
geles and Mexico City (Mexico). 

That the temporary certificate now held by American Airlines, 
authorizing service to points in Mexico, be made permanent as between 
Fort Worth-Dallas, Tex., and Mexico City, via San Antonio and Mon- 
terrey, subject to the condition that flights serving the intermediate 
point San Antonio shall originate or terminate at Mexico City, and 
Fort Worth-Dallas or points north thereof. 

That Braniff’s certificate for route No. 50 be amended to include 
Nuevo Laredo (Mexico) as a co-terminal point with Laredo, Tex. 


The examiners noted that under section 801 of the civil 
aeronautics act the issuance or amendment of certificates author- 
izing air carriers to engage in overseas or foreign air transpor- 
tation was subject to the approval of the President and the 
board’s decisions were submitted to the President before pub- 
lication thereof. This provision, they said, had been interpreted 
by the federal appeals court for the second circuit to mean that 
in those cases which fell within its terms the board acted in an 
advisory capacity to the President. 

The proposed report covered 162 mimeographed pages. 

With respect to the applications of the steamship compa- 
nies, the examiners said that those applications had to meet the 
requirements of section 408 (b) of the civil aeronautics act, 
“viz., that the aircraft will be used to public adavntage in the 
surface carrier operation,” and added: 


Under the interpretation heretofore made by the board this requires 
a finding that such use of aircraft will be auxiliary, supplementary 
and incidental to the other transport operations of the applicants... . 

Clearly, the proposed operations go far beyond being merely auxil- 
jary, supplementary and incidental to existing operations. ... None of 
the proposals of the steamship applicants...can meet the require- 
ments of the second proviso of section 408(b).... 


A. A. Air Route Consolidation 


By an opinion in No. 1255, American Airlines, Inc., Con- 
solidation of Routes Nos. 7, 21 and 23, the Civil Aeronautics 
Board has granted authority sought by American Airlines to 
consolidate its routes between New York, N. Y.-Newark, N. J., 
and Chicago, Ill., with its route between Cleveland, O., and 
Boston, Mass., and with the Albany-New York City segment 
of another route so as to permit, among other things, estab- 
lishment of a single route between Chicago and Boston “with- 
out the ‘necessity of stopping at a junction point.” 

The board authorized amendment of American’s certificate 
for route No. 7 so as to eliminate Windsor, Ontario, Canada, 
as an intermediate point on that route, and provided for cover- 
age of service to Windsor by the issuance of a separate certifi- 
cate to American. 

Route No. 7, the board said, extended between Chicago and 
New York-Newark via intermediate points including South 
Bend, Ind., Detroit, Mich., Windsor, Buffalo and Syracuse, N. Y., 
and Scranton-Wilkes Barre, Pa. It observed that route No. 21 
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extended between Cleveland and Boston via intermediate points 
including Buffalo, Syracuse and Albany, N. Y., and Springfield, 
Mass., and that route No. 23 extended south from Albany to 
Dallas, Tex., with New York City a& an intermediate point. 

“Operation of through flights over the several route seg- 
ments,” the board said, “involves a considerable amount of 
clerical work which could be eliminated by a consolidation of 
routes. For example, although passengers and express can be 
manifested from origin to destination, mail can be listed only 
to the route junction point.” 

In discussion of objections raised by several other air car- 
riers to American’s application, the board said that the record 
failed to justify authorization of new competitive nonstop serv- 
ice between Chicago or Detroit and Cleveland, between Cleve- 
land or Erie, Pa., and New York, but that authorization of a 
single route between Chicago and Boston would ‘place Amer- 
ican in a better position to meet the traffic demands of the 
cities which it serves, and at the same time will permit it, upon 
compliance with the board’s procedure, to furnish nonstop 
services which can cause little, if any, diversion of traffic from 
other air carriers.” 

The board said that the instant application of American 
had been heard in the so-called “Milwaukee-Chicago-New York 
case’”’ decided by it in December (see Traffic World, Dec. 23, 
p. 1640), but that the application of American had been deferred 
for a separate opinion because it involved amendment of a 
certificate authorizing service to a Canadian point, the granting 
or denial of which fell within provisions of the civil aeronautics 
act making authorizations of service to a foreign country sub- 
ject to approval by the President. 





Radar and Civil Aviation 


Among appropriations contained in H. R. 2374, the first de- 
ficiency appropriation bill for the fiscal year 1945, which the 
House has passed and sent to the Senate, is an item of $42,000 
for ‘technical development” by the Civil Aeronautics Adminis- 
tration—specifically, a study of the possibilities of adapting 
existing radar equipment used by the army and navy to civil 
aviation. 

In printed hearings on the bill, made available by the 
House appropriations committee, appeared testimony by Deputy 
Administrator C. I. Stanton, of the C. A. A., showing that one 
of the problems the C. A. A. would seek to solve in its “tech- 
nical development” study grew out of the fact, as reported by 
him, that the radar apparatus now used by the military services 
was “so complicated and so heavy that it is totally inapplicable 
to civil aviation.’’ Moreover, he said, the existing radar equip- 
ment was not entirely reliable in operation. He stated that 
there were “four definite features’? for which the C. A. A. be- 
lieved that radar equipment might be applicable in connection 
with civil aviation, and added: 


One is for installation at an airport, so that the traffic controller 
can, in thick weather, when the sky is overcast, and the visibility is 
low, scan the sky up to a radius of probably 25 miles and determine 
exactly what airplanes are in that area, which he must control and 
guide into the airport without danger of. collision. 

The second item we waat and need is an accurate distance indi- 
cator, so that an airplane flying along a radio range course may at 
any time determine from a reading on his instrument board, his exact 
distance from the station to which he is tuned. 

The third feature that is highly desirable is to develop collision 
warning information, so that an airplane in the overcast, when there 
is no visibility, and he cannot see any airplane in his vicinity, either 
day or night, may be able to determine the approach of another air- 
craft, so that he may alter his course and get out of the way and 
avoid collision. 

The fourth definite thing we feel can possibly be developed out 
of this is an automatic device for reporting the position of the airplane 
as it passes over certain fixed spots on the ground. 

So that, instead of a pilot having to communicate by radio with 
one of our ground stations, or to his company dispatcher, and then 
having that communicated from the ground station to the next ground 
station and then written down and placed on the traffic-control board. 
the passage of this plane over these spots can be automatically recorded 
on the traffic-control board of the traffic-control center more accurately 
and more quickly and thus give the controller a more complete picture 
of the aircraft on the airways approaching the airport. 


AVIATION LEGISLATION 


Chairman Bailey, of the Senate commerce committee, has 
announced that the committee will hold hearings, beginning 
March 13, on S. 2, a bill introduced by Senator McCarran, of 
Nevada, providing for a national airport program calling for 
expenditure of $1,000,000,000 by the federal, state and local gov- 
ernments, and S. 34, a bill introduced by Chairman Bailey, to 
provide federal aid for airports (see Traffic World, Jan. 13, p. 
93). After hearings on those bills, the committee would hold 
hearings on other aviation bills that had been referred to it, it 
was stated. 


Representative King, of California, has introduced H, R. 
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2446, a companion bill to S. 326, the McCarran bill to creat 
the All-American Flag Line, Inc., as the “chosen instrument” ¢ 
the United States in foreign aviation (see Traffic World, Fe 
24, p. 481). 





AIR CERTIFICATE APPLICATIONS 


The Postmaster General has filed with the Civil Aen 
nautics Board six certificates relating to the need for mail ser. 
ice between the following Alaska points: Nome and Kotzeby 
(No. 1759); Kotzebue and Barrow (No. 1760); Kotzebue an 
Kobuk (No. 1761); Juneau and Ketchikan (No. 1762); Juneg 
and Sitka (No. 1763); and Nome and Gambell (No. 1764). 

Applications for air transport certificates have been filej 
with C. A. B. as follows: 


No, 1781, K. F. Hodson, Martin, S. D.; scheduled air transportatig, 
of persons, property, and mail over two circular routes, east and weg 


from Martin, S. D., to South Dakota and Nebraska points, and retun 
to Martin. 


No. 1783, Mrs. T. W. Lanier, El Paso, Tex., scheduled air mail, an 
persons and property ‘‘as the need arises,’’ over two routes from El Pagy 
through New Mexico and Arizona points and return to El Paso. 

No. 1784, Russell C. Schumacher and K. H. Erickson, New Englané 
N. D.; scheduled air transportation of persons, property, and mail be 
tween New England, N. D., and Bismarck, N. D., via various inter. 
mediate points. 


AIRCRAFT PRODUCTION 

A total of 6,286 airplanes of all types were accepted in Feb. 
ruary, the Aircraft Production Board announced March 6. This 
output was almost three per cent below the schedule an 
marked the fourth consecutive month of under-schedule pro 
duction in the aircraft program, it said. 

“As pointed out by the Aircraft Production Board in earlier 
months, the seriousness of the continued below-schedule out. 
put is further magnified by the fact that actual military re. 
quirements, in many instances, exceed the working schedules,” 
the board said. 

“In terms of airframe weight, the February output totaled 
71,300,000 pounds, exclusive of spares, slightly less than the 
January production. February was a short month with only 
24 working days, and although 249 fewer airplanes were ac. 
cepted than in January, the actual daily rate of output ros 


slightly more than nine per cent, from 242 in January to 262 in 
February.” 


AIR TRANSPORT BOOKLET 


In publishing the sixth edition of its booklet, “Little Know 
Facts About the Scheduled Air Transport Industry,” the Air 
Transport Association of America observes that the edition dif 
fers from those of 1942-43 in that it reveals some information 
that, in the first two years of war was withheld for military 
reasons. Twenty of the twenty-eight pages of the booklet are 
given over to the presentation of statistical material in chart 
and graph form. 

As a result of increased efficiency, it says, the airlines 
carried mail for Uncle Sam in 1943 at one-half the cost of 1935, 
citing about $30,000,000 more as the amount taken in by the 
Post Office Department in 1943 as compared with 1935, and 
$50,000,000 as the estimated figure for 1944. The booklet says 
that shippers are saving money, observing that air express rates 
have been reduced so that shippers nation-wide are saving on 
an average of more than 10 per cent on charges in effect before 
July, 1944, and adding that passenger fares have also been 
reduced. 

Information in the graphs and charts include passenger 
data, air mail data, air express data, operations data, and mis- 
cellaneous data. Alaskan aircraft operations are also shown. 


MID-WEST BOARD APRIL MEETING 


Following the action of the National Association of Shippers 
Advisory Board in accepting the conclusion of Director Johnson, 
of the Office of Defense Transportation, that general spring 
meetings of regional boards should be cancelled and that, in lieu 
of the general meetings there should be meetings of executive 
and railroad contact committees (see Traffic World, Feb. 2%, 
p. 487), the Mid-West Shippers Advisory Board has notified 
members that its April meeting will be so restricted. : 

“It should be borne in mind by all of our membership that 
Colonel Johnson and others have expressed awareness of the 
excellent work Shippers Advisory Boards have put forth 1 
the furthering of the war effort, and desire that our activities 
be continued, with greater effort, if possible, than ever before, 
with the hope that by the time summer meetings are due Com 
ditions will have changed to such an extent that this restric 
tion can be lifted,” said General Chairman Irving M. Peters 2 
his notice to all Mid-West Advisory Board members. : 

He asked members to advise him of problems or subjects 
that should be handled by the executive committee at the 
“streamlined meeting” on April 5, assuring them of prope 
handling of such subjects and its incorporation in the minutes. 
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THE OPEN FORUM 


A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 


The 1945 Transportation Problem 


Editor, The Traffic World: 

Here in New England, as in other parts of the northeast, 
we are beginning to emerge from what might be called a good 
old fashioned winter. Keeping coal in the bins and grain on the 
farm has been more of a chore than we’ve known for many a 
year. Although shortages of delivery labor and equipment were 
contributing causes, the rail tie-ups caused the most anxiety. 

Heavy falls of snow accompanied by continued cold weather 
got most of the publicized blame for the carriers’ delays. And 
with the advent of spring some folks may be inclined to feel 
that snow can be forgotten and that the roads will again take 
hold and keep traffic circulating with the regularity of blood 
in the human body. 

Shippers’ Advisory Board, the A. A. R., the O. D. T. and 
other public agencies have, during the past four years, warned 
of a break-down in transportation unless. . . . No breakdown 
occurred. The capacity of the roads to absorb traffic has been 
amazing. All the more so in view of the carriers apparent policy 
towards manpower and equipment. 

So far as it has been possible for a follower of transporta- 
tion to observe, railroad management has been very lenient in 
its demands for new equipment and for men. There has been no 
great hue and cry that the job could not be done without spe- 
cial consideration. Management apparently has adhered to the 
policy of operating the roads with such facilities as have been 
at hand or developed during the past twenty years. Certainly, 
then, if the system got sluggish, management would have done 
its best with what it had. The fault would lie on someone else’s 
doorstep. | 


A new point of view may be necessary in 1945. W. P. B. 
has recently announced a cut in steel allocated for railway 
equipment manufacturing; and O. D. T. has announced that 
transportation cannot keep many men in the age group 18-29. 
The W. P. B. announcement may mean nothing so far as this 
year’s traffic is concerned. The equipment orders unfilled and 
their probable rate of delivery are perhaps more pertinent. 
The opinion on manpower, however, is something which needs 
more than passing consideration. As anyone even casually ac- 
quainted with transportation knows, the volume of traffic moved 
is the result of combining men and equipment into a dynamic 
force. Car miles, car days, net ton-miles per mile of road per 
day, turn around time, etc., are indications of the dynamic drive 
in the system. They are the result of men working with equip- 
ment. With a relatively fixed number of cars, increased traffic 
requires greater use and greater use requires more men; and, 
at this tage, no diminution in experience. Because the roads 
have to date taken everything handed out, it is no sign that 
there are not limitis to what they can do. 

Alfred A. Brown, Assistant Research Professor, 


Massachusetts State College 
Amherst, Mass., March 3, 1945 


Traffie Professionalization 


Editor The Traffic World: 

While all you have to say in the editorials of January 20 
and February 10 is, no doubt, in most respects, true, I just 
can’t believe that one of the reasons why attempts toward pro- 
fessionalization of traffic management has made so little prog- 
tess is due to the fact that there is no agreement as to the 
Meaning of the term. 

On the other hand, in my humble opinion, the biggest 
stumbling block is best explained by quoting a portion of your 
feémarks in the January 20 editorial: “Among those who op- 
Pose it, of course, are many who have arrived and see little to 

~ for themselves by having medals pinned on their 


Being brutally frank, this is just the reason why profes- 
ization has not progressed further than it has. Many of 
who are honestly interested in the profession will verify 

my statement that many of our top-flight industrial traffic 
ers, the so-called who have arrived, not only do nothing 
P along the general cause, but actually go out of their 








way in doing everything possible to stymie any attempt for pro- 
fessionalization. 


I must take exceptions to your statement: 


Among those who advocate it, of course, are many fledglings who 
fancy dignified titles and covet standing whether deserved or earned 
or not. 


First of all, these so-called fledglings who are successful 
in passing the required tests or examinations should be en- 
titled to some dignified title for their efforts. Second, it is ob- 
vious that, once a demand is created for the professionalized 
traffic man, it will create the recognition to which we feel we 
are justly entitled. 

As I have stressed before, I believe that the entire subject 
is one which the Associated Traffic Clubs of America should 
take the lead in progressing to an immediate and satisfactory 
conclusion. 

_ They will, no doubt, and should handle the subject by di- 
viding the: problem into three phases: 


(1) The education of management. 
(2) The education of students in various educational institutions. 
(3) The education of the industrial traffic manager. 


While there is no question but that phases 2 and 3 are 
equally important as phase 1, I would like to comment on 
phase 1. 

In general, there has been an assumption in the past of 
those interested in traffic management, particularly the so- 
called who have arrived, that, if industrial traffic men do a 
good operational job, the management will recognize the im- 
portance of the industrial traffic manager and that the best ap- 
proach to the problem of educating the executives of a com- 
pany is made when the industrial traffic manager does his work 
in the best possible fashion. 

Basically, this idea is sound. However, as many industrial 
traffic managers can testify, it has its limitations in practice. 
Obviously, an industrial traffic manager, in order to advance, 
must perform his assigned work well, must be thoroughly qual- 
ified to assume responsibility, and must show capacity for 
growth. These three requisites, however basic they may be to 
any further progress, are not in themselves likely to produce 
the desired results. 

The reason for this is that management has no recognized 
standard by which to evaluate the traffic manager’s perform- 
ance. It is difficult to see, in the absence of such a yardstick, 
how management can honestly know whether or not the indus- 
trial traffic manager is doing a good job. 

Furthermore, as long as management has no broad basic 
conception of the traffic functions, it is not likely to extend the 
responsibility of the industrial traffic manager beyond his pres- 
ent confinements. A man may be doing a well nigh perfect job 
on the duties already assigned to him—although, in the absence 
of a standard, it is difficult to understand how that fact would 
become known—without even a thought crossing management’s 
mind that the industrial traffic manager’s job is more import- 
ant than the executives may realize. 

In other words, the Associated Traffic Clubs educational 
committee in charge of promoting the professionalization of 
the industrial traffic manager should at the start concentrate 
on the education of management, and I feel that, if this end is 
accomplished, the other two phases of the problem will of ne- 
cessity fall in line. 

Hiram J. Adell, Traffic Manager The Wolf Envelope Co. 
Cleveland, O., Feb. 20, 1945. 


FORD PARTS BUILDING SITE 


The Ford Motor Co. has announced the purchase of an 
industrial site for the erection of a one-story service parts 
building at Houston, Tex. This is one of several such depots 
contemplated by the company, according to its announcement. 
The proposed Houston depot will serve 98 counties in the 
southern half of Texas, and such metropolitan areas as San 
Antonio, Austin, Del Rio, Beaumont and Corpus Christi in 
addition to the Rio Grande valley, the company says, estimating 
the volume of business to be handled in excess of $3,000,000 
a year. 
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T. P. & W. Notes 


Director Johnson, of the Office of Defense Transportation, 
has informed George P. McNear, Jf., president of the Toledo, 
Peoria & Western Railroad, the properties of which are under 
operation by the O. D. T. as a result of labor troubles, that he 
has authorized the federal manager to advance the Toledo, 
Peoria & Western Railroad (corporation) the sum of $100,000 
from the net cash earnings of the operation of the properties 
of the railroad by the O. D. T. director. The advance, he said, 
would be made without prejudice to the rights of the corpora- 
heme the O. D. T. director, or the government of the United 

tates. 

The O. D. T. director said his attention had been called to 
the report and order of the Commission in Finance No. 14607, 
Toledo, Peoria & Western Railroad Notes, in which division 4 
authorized the T. P. & W. to issue $100,000 of notes, series A, 
at not less than par, to bear interest at a rate of not more than 
3 per cent a year and to mature not later than June 1, 1949 
(see Traffic World, Feb. 17, p. 389). He said the Commission, 
in effect, had made a finding that the corporation was in need 
of $100,000 for necessary and appropriate corporation purposes. 

A spokesman for the O. D. T. said that, the Commission 
having made that finding, it was not necessary for the O. D. T. 
“to go back of it.’”’ Prior to the Commission’s finding, he said, 
the O. D. T. had not had sufficient information on which to 
take action. 

Following Director Johnson’s action in authorizing the ad- 
vance, Director Sweet, of the Commission’s Bureau of Finance, 
wrote Mr. McNear asking him to advise the Commission what 
necessity there would now be to exercise the authority granted 
by the Commission to issue the notes, and what objection he 
would have to division 4 vacating its order. He asked the ques- 
tion, he said, in view of the offer, “whereby the Toledo, Peoria 
& Western Railroad (corporation) will be able to obtain $100,- 
000 without incurring any liability therefore. .. .” 





HAY ORDER VACATED 
The Commission, Division 3, has vacated service order No. 
287, permit required for shipment of hay, effective 12:01 a. m., 
March 7 (see Traffic World, March 3, p. 519). As issued orig- 
inally, the order was to have expired March 10. 


0. D. T. TRUCK LINE OPERATION 


The Office of Defense Transportation has announced the 
termination of possession and control of the Heuer Truck Lines, 
Marshalltown, Ia., which operates to and from various points in 
Iowa. The firm is the sixteenth of 103 midwest trucking con- 
cerns taken over by the O. D. T. last August to be returned 
to private operation. The action was taken in Notice and Order 
of Termination No. 14. 


Digest of New Complaints 


No. 29238, Sub. 2, J. J. Schmitt & Co., Inc., Buffalo, N. Y., vs. L. & N. 
et al. 

Alleges bedding charges of $2.33 a single-deck car and $4.40 and 
$4.66 a double-deck car, collected on various carloads of sheep, 
lambs, and calves, shipped to complainant in 1941 and 1942, from 
Kentucky and Tennessee origins, as detailed in informal complaint 
No. 171652, in violation of section 1. Asks reparation. (George E. 
Morcroft, 212 Fruit Exchange Building, 21st St. & Penn Ave., 
Pittsburgh 22,, Pa.) 

. 29267, Duluth Board of Trade et al., Duluth, Minn., vs. Milwaukee 
Railroad et al. 

Alleges defendants’ failure to absorb switching charges of con- 
necting lines on non-competitive carload traffic at Duluth, Minn., 
and Superior, Wis., while at the same time absorbing switching 
charges on competitive traffic, in violation of sections 1, 2, and 3. 
Asks cease and desist order, rules and rates. (Robert H. Smith, 
212 Medical Arts Building, Duluth 2, Minn.) 

. 29268, M. J. B. Co., San Francisco, Calif. vs. Pennsylvania Railroad 
Co. et al. 

Alleges two shipments aggregating 1,814 bags of green Brazilian 
coffee, tendered to Pennsylvania railroad at New York, N. Y., on 
August 10, 1942, for loading into three cars, loaded into four cars 
contrary to instructions and in violation of service order No. 68 
and section 1. Asks reparation of $683.56. (F. P. Kensinger, 665 
Third St., San Francisco 7, Calif.) 

. 29270, The Goodyear Tire & Rubber Co., Inc., vs. The Akron, Can- 
ton & Youngstown Railroad Co. et al. 

Alleges rates on 20 l.c.l. shipments of tanks, cells, rubber and 
fabric combined, packed in boxes, from Akron and East Akron, O., 
to Ft. Worth and Benbrook, Tex., and Seattle, Wash., in the period 
from September 21, 1942, through November 18, 1942, in violation 
of section 6. Asks shortened procedure; otherwise that hearing be 
set for Chicago, Ill.; also cease and desist order, rates, and repara- 
tion of $381.65. (L. V. Brandt, 1811 Prairie Ave., Chicago 16, Ill.) 
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Traffic Club Doings 


nen ee memneneneaamemamatnmaeniamndimmnnmmeantie “tT 
Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members arg 
usually not sufficient, because often they are received too late to bg 
of value. THE TraFFic WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, dip 
ners and election of officers, is desired. If publicity is looked for ¢ 
should be made the duty of someone in the club to keep ue ade 
quately and promptly tnformed.—Hditor THE Tarrio Wor, 


The Traffic Club of New Orleans, with the aid of the Ney 
Orleans Steamship Association and other civic organizations 
sponsored a “Port Stevedore Day,” scheduled for March 1 
with a dinner, for the purpose of honoring port worker 
Speakers reviewing the work at the port were: Hon. Alvin R 
Christovich; C. H. Marshall, gulf regional director, War Ship. 
ping Administration; Commander S. E. Mittler, U. S. N., Bu. 
reau of Yards and Docks, Washington, D. C.; and Colonel 
Andrew Warwick, Transportation Corps, U. S. Army, Washing. 
ton, D. C. The club arranged for a showing of movies of the 
training of army stevedore battalions and navy Seabees, and 
action pictures, some of the latter of the kind not generally 
available to the public. 


The Traffic Club of Newark, March 5, heard a paper pre. 
pared by Col. Albert B. Drake, G. P. S. C., director, storage 
division, U. S. Army Service Forces, ‘How the Army Met Its 
Storage Problem.” Prior to being drafted into the armed forces 
by Lt. Gen. Somervell, Col. Drake was president of the Lehigh 
Warehouse & Transportation Co., of Newark, and its associated 
company, the Lackawanna Warehouse Co., Inc., of Jersey City, 
Because Col. Drake was unexpectedly called overseas, his paper 
was read by Lt. Col. H. A. Stevenson, deputy director, storage 
division, Army Service Forces. 


Allen .Dean, manager, Transportation Bureau, Detroit 
Board of Commerce, was slated to address the Motor City 
Traffic Club of Detroit, March 1, at a dinner meeting in Hotel 
Detroit-Leland, on ‘‘Air Cargo’s Threat,” with J. Grey Bruno, 
general traffic manager, Fruehauf Trailer Co., acting as guest 
chairman. As planned, the program included a showing of the 
new Denver & Rio Grande Western Railroad film, “Desert Em- 
pires.” 

E. R. Godfrey, president of the Motor City Traffic Club 
Bowling League, has sent out a call for new members of the 
league for the 1945-46 bowling season. 


The Women’s Traffic and Transportation Club of Baltimore 
will hold its regular monthly dinner meeting at the Park Plaza 
Hotel on March 14. Lowell M. Broomall, sales manager, West- 
ern Union Telegraph Co., will speak on “The Past, Present and 
Future of Wire Communications,’ with Miss Hazel M. Hare, 
president, presiding. The club also announces a meeting of the 
Study Group on March 28 at the Enoch Pratt Library, when 
readings will be given by Mrs. R. O. H. Weech. Miss Edith 
M. Bell is in charge of the meeting. 


R. S. Payne, manager, Denver Ordnance Plant, spoke at 
the monthly meeting of the Traffic Club of Denver, March 8, 
on “Ordnance Training for National Defense,” and showed 
films entitled ‘How Good Is a Gun” and “Lifeline.” 


At the March 22 meeting of the Metropolitan Traffic Ass0- 
ciation of New York, Inc., E. George Siedle, general traffic 
manager, Armstrong Cork Co., Lancaster, Pa., will be the 
speaker. His subject: “8% Pounds Per Cubic Foot.” Albert 
Warn is chairman of the association’s speakers committee. 


The Junior Traffic Club of Minneapolis, at its annual ele 
tion February 5, selected the following officers: President, 
J. B. Totushek, Norfolk & Western Railway; vice-president, 
W. W. Haselhuhn, Cargill, Inc.; secretary, L. E. Johnston, Mis- 
souri Pacific Railway; and treasurer, R. S. Goodge, Nash 
Finch Co. 


The South Bend Transportation Club will hold its annual 
dinner in the Rotary Room of the Oliver Hotel March 15. The 
guest speaker will be Samuel B. Pettengill, former representa- 
tive of Indiana in Congress. 


A discussion of the “Importance of Industrial Traffic Mat 
ager to Industry,” was the feature planned for the March 
dinner meeting of the New Haven Traffic Club, at the Hote 
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A Great American Asset is 


INGENUITY 


The economic and commercial history of the United States in its na- 
tional war effort is a broad and dynamic record of unprecedented 
achievement in which all its peoples . . . the industrial and agricul- 
— leaders ... the millions of workers ... all have contributed their 
share. 
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Records have been broken in the manufacture of ships, aircraft, mech- 
anized equipment, and the thousands of articles in which the most con- 
summate skill and manufacturing have been combined to produce. This 
equipment is being produced, of course, primarily to carry on the war. 
But the same industrial capacity and skill of the same millions of work- 
ers and other millions now serving in the armed forces .. . will be 
devoted to the production of even greater quantities of materials and 
goods for use in the building of peace and prosperity in years to come. 
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The same genius of capital, industry, science, and labor will provide, 
too, the channels of commerce for moving this vast output of commodi- 
ties. The American Merchant Marine, of which we are a vital part, is 
assiduously appraising and planning in contemplation of the day when 
it will transfer its energies and resources to our country’s peacetime 
economy effort. 
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Taft, with Alfred C. Fuller, president of the Manufacturers 
Association of Connecticut, and head of the Fuller Brush Co., 
of Hartford, and Arthur R. Gow, vice-president of the Seam- 
less Rubber Co., as the speakers. 





The Birmingham Traffic and Transportation Club installed 
Leo M. Cutliff, its new president, and other new officers and 
directors, at its annual inaugural ball at the Pickwick Club, 
March 8. In Traffic World for March 3, page 542, R. L. Parker, 
retiring president, was referred to as the club’s new president, 
in error. 





The Transportation Club of St. Paul heard Dr. Edmund A. 
Nightingale, assistant professor, economics and transportation, 
School of Business Administration, University of Minnesota, 
speak on “Some Observations on Training for the Transporta- 
tion Field’ at its luncheon meeting, March 6, in the Spanish 
Room, Hotel Lowry. Manley Boozier is chairman of the club’s 
educational committee. 





The inaugural dinner of the Traffic Club of Philadelphia, 
for R. Hogan and other officers and directors recently elected, 
will be held in the Benjamin Franklin ballroom, March 12. 





In recording the election of C. W. Nelson, general agent, 
Canadian National-Grand Trunk Railways, as second vice-pres- 
ident of the Omaha Traffic Club (see Traffic World, Feb. 24, 
p. 495), Mr. Nelson was incorrectly referred to as assistant 
general freight agent. 





Perfect Shipping Month will be the subject of the dinner 
meeting of the Transportation Club of Decatur, Ill., March 13, 
at the Decatur Club. 





R. A. Kirkpatrick, lecturer and personal representative of 
W. M. Jeffers, president, Union Pacific Railroad, will speak at 
the “pre-spring” luncheon of the Traffic Club of Kansas City, 
to be held March 19 in the Continental Room of the Hotel 
Continental. M. M. Stern is luncheon chairman. 





The Traffic Club of Fort Worth heard Miss Ruby Mixon, 
state education chairman of the American Association of Uni- 
versity Women, speak on “Education for Tomorrow’s World” 
at its regular luncheon meeting at the Blackstone Hotel, March 
5. Chairmen of the day were Robert M. Duke and James L. 
Wilkerson. 





The Dumbarton Oaks agreement will be debated by Don 
Musick, Jr., and Jack Maguire, seniors at St. Louis University, 
at the luncheon meeting of the Traffic Club of St. Louis, to be 
held at Hotel De Soto, March 12. The debate will be conducted 
by Ralph Waggoner, professor of forensics at the university. 





The Transportation Club of Springfield, Ill., will hold its 
March 14 dinner meeting at Hotel Leland. Thomas J. McVey 
is dinner chairman. A banjo trio will be the feature of the 
evening. 





G. L. Hilliard, commissioner, transportation department, 
Chamber of Commerce, Jamestown, N. Y., was honored, Febru- 
ary 28, at a luncheon tendered him by the Jamestown Trans- 
portation Club to mark the completion of his twenty-fifth year 
in the traffic department of the Jamestown chamber. H. G. 
Cooke, president of the club, presided. Fred E. Bigelow, presi- 
dent of the Chamber of Commerce, reviewed Mrs. Hilliard’s 
service, and presented him a joint gift of the club and the 
chamber. 





Six questions are on the agenda for the luncheon round 
table discussion to be held by the Transportation Club of the 
Rochester Chamber of Commerce March 15: responsibility for 
theft from a freight car while on a private siding; how to 
obtain a refund of “forced” charges on a portion of shipment 
astray, delivered by a carrier not a party to the tariff of the 
forwarding company via which the shipment is routed; liability 
of a motor carrier where shipper voluntarily stipulates “owners 
risk” in bill of lading; the applicable rate under a cited tariff 
item; collection of transportation tax on additional charges for 
inside delivery; and definition of an “act of God” as used in the 
standard bill of lading. 





Rev. Nevin E. Smith, pastor, Emanuel Reformed Church, 
Hanover, Pa., was guest speaker at the regular dinner meeting 
of oe York (Pa.) Traffic Club, held March 8 at the Yorktowne 
Hotel. 





The regular luncheon of the Traffic Club of Jacksonville, 
to be held at the Seminole Hotel, March 12, will be sponsored 
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by the Southern Railway. The speaker will be Gilbert ¢ 
Goshorn, assistant vice-president of the Florida National Bank 
whose subject will be “The G. I. Bill of Rights.” The ly 
also announces plans for a St. Patrick’s day outing at Rubin 
on the Mandarin Road, March 17. T. Harry Harrison, gener,j 
chairman of the club’s golf-athletic committee, announces , 
series of outings to be held in April, with a later affair to jy 
staged at Ponte Vedra Golf and Country Club. The clyh; 
schedule shows that April 9 will be Florida East Coast Raj. 
way day; May 14, Atlantic Coast Line Railroad day; June 
Seaboard Railway day, July 9, Industrial day; August 13, Air. 
lines day; and October 8, Truckers’ day. 





_ The Transportation Club of Dallas is planning to hold, 
spring dance, April 7, on the roof garden of the Adolphus Hote) 





A group of members of the Traffic Club of Denver attendej 
the dinner and meeting of the new Pikes Peak Traffic Clu} 
February 15, at the American Legion Hut in Colorado Springs 
Lowe P. Siddons, traffic manager, Holly Sugar Corporation, is 
president of the Pikes Peak club. The speaker of the evening 
was J. K. Weckbaugh, western district traffic manager, Branif 
Airways, whose subject was “The Chosen Instrument Theory 
of International Air Transportation as Developed by Unite 
Air Lines and Pan-American Airways.” 





Richard F.. Hogan, Traffic Manager, Warner Company, new 
president of the Traffic Club of Phila. 
delphia, was born at Bryn Mawr, Pa, 
He attended local schools and, on com. 
pletion, entered the United State 
Army in the first World War. His dis. 
charge came in June, 1919, and he 
entered the freight traffic department 
of the Pennsylvania Railroad at Phila- 
delphia. After six years, he left the 
Pennsylvania and accepted a position 
in the traffic department of the Warner 
Company, in the general offices, then 
at Wilmington, Del. In 1928 he was ap- 
pointed assistant traffic manager and 
two years later became traffic man- 
ager, the position he now holds. He is 
a member of the Commercial Traffic 
Managers Association of Philadelphia 
and was elected to the presidency of 
that organization a few years ago. He 
has been a member of the Traffic Club of Philadelphia for 
sixteen years. 








A “Petroleum Day” luncheon meeting was held by the 
Traffic Club of Minneapolis in the grand ballroom of Hotel 
Nicollet on March 8. The meeting was sponsored by petroleum 
industry members of the club: Ray W. Askin, H. K. Stahl Co. 
E. S. Everts, Midwest Oil Co.; George M. Grady, Standard 
Oil Co.; A. A. Jackson, W. H. Barber Co.; and Steve J. Tell, 
Western Oil & Fuel Co. Two official war films, “On Wheels,” 
and “Gateway to Germany” were shown. The club plans a 
St. Patrick’s day luncheon for March 15. 





The Traffic Club of Chicago will hold its last “Balloon 
Night” of the season March 14, in the club’s rooms. 





The Traffic Club of the Lehigh Valley will hold its ninety- 
third regular meeting at the Hotel Easton, Easton, Pa., on 
Monday evening, March 19. It will be a dinner meeting. Paul 
Hocher, secretary of the club, in announcing the meeting said 
that, in order not to conflict with the Office of Defense Trans- 
portation rulings on meetings, the board of governors had de- 
cided not to hold the annual dinner this year. A_ regular 
monthly meeting would be held for the transaction of routine 
business, he said, with the board of governors meeting as usual. 
The nominating committee will present, at the March 19 meet 
ing, names of candidates for club offices whose names Will 
appear on the ballot for election at the club’s April meeting a 
Allentown. 





The monthly stag party of The Traffic Club of Wichita will 
be held March 22 at Hotel Lassen. Jim Topton, general program 
chairman, will have charge of the program. 


GEN. GRAY NAMED M. R. S. DIRECTOR 


According to information from army transportation corps 
headquarters in Europe, Major General Frank S. Ross, chief 
of transportation in the European theater of operations, has 
announced appointment of Brigadier General Carl R. Gray, Jt. 
of St. Paul, Minn., to the newly-created post of director gene 
of the United States Army’s Military Railway Service. In that 
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capacity, it was announced, General Gray would direct the First 
and Second Military Railway Services on continental Europe. 
The announcement included the following: 


First Military Railway Service units under General Gray have sup- 
ported land and air forces of the U. S. army through eight countries 
in the Mediterranean area....General Gray directed the movement of 
coal into Rome soon after the city’s liberation by American forces... . 
He also piloted the first train into Rome. With the invasion of southern 
France, General Gray moved his forces in to supply the Sixth Army 
Group....He has received a number of personal awards.... These 
include the Legion of Merit for service in north Africa, the Distinguished 
Service Medal and...the Order of the Crown of Italy, presented to 
him by the Itaitian government in recognition of his rehabilitation of 
the Italian railway system.... 

In 1929, he was appointed vice president and general manager of 
the Chicago, St. Paul, Minneapolis & Omaha Railroad. He was ap- 
pointed executive vice president of the C. St. P. M. & O. in 1937 and 
he also took over the job as president of the Lake Superior Terminal 
& Transfer Co. His father, Carl R. Gray, Sr., was president of the 
Union Pacific Railroad until his death a few years ago. 


Personal Notes 


Friends and associates of Henry A. Palmer, recently re- 
tired as editor of the Traffic World, held a luncheon in his 
honor at the Union League Club, Chicago, March 8. Thomas 
E. Bond, president, Elgin, Joliet and Eastern Railway, pre- 
sided, and presented to Mr. Palmer a war bond on behalf of 
those present. J. J. Kavanaugh, assistant traffic manager, Mis- 
souri Pacific, was in charge of arrangements. 

At a meeting of the newly formed Railroad General Agents’ 
Association of San Francisco, the following officers and direc- 
tors were elected: President, Ralph Kulp, New York Central 
System; first vice-president, Merten Baker, Chicago, Burling- 
ton & Quincy Railroad; second vice-president, E. J. Piatt, Atchi- 
son, Topeka & Santa Fe Railway; third vice-president, Reid M. 
Rowan, Texas & Pacific Railway Co.; secretary, Tracy Cum- 
mings, Boston & Maine Railroad; treasurer, Sly R. Fiorita, 
Pittsburgh & West Railway Co.; directors, G. A. Sorrell, Great 
Northern Railway; C. J. Harbeke, Denver & Rio Grande West- 
ern Railroad Co.; C. L. Wiegner, Chicago, Rock Island & Pa- 
cific Railway Co.; E. J. Anderson, Green Bay & Western 
Railroad Co.; and H. L. Hale, Kansas City Southern Railway. 
The principal announced objects of the association are to create 
good fellowship and understanding among its members and to 
hold open discussions on all matters that will promote the 
mutual interests of the membership, thus increasing the value 
of railroad transportation to the shipping public. 

Seaboard Air Line Railway announces the appointment of 
D. W. Anderson as general agent at Chattanooga, Tenn., of 
L. W. Fincher as division freight agent at Atlanta, Ga., and of 
J. T. Hamn as city freight agent at Atlanta, reporting to the 
division freight agent, all effective as of March 1. 


The Southern Railway System announces the establish- 
ment of an office of manager stations and transfers, at Chat- 
tanooga, Tenn., and the appointment of J. R. Formby as 
manager of that office to supervise package car lines and the 
handling of less-than-carload freight at stations and transfer 
points on the Southern. Mr. Formby joined Southern as an 
agent-operator on the Memphis division, later serving as agent 
at Huntsville, Ala., and Rome, Ga. In 1924 he was promoted 
to inspector of agencies on the Memphis division, and in 1941, 
agent-yardmaster at Columbus, Ga., following which he served 
successively as agent at Macon, Ga., and trainmaster at Co- 
lumbia, S. C. The Southern also announces the appointment 
of L. M. Davis, E. E. Ellison and J. R. Legg as supervisors, 
with headquarters at Chattanooga. At Birmingham, the rail- 
road announced the following appointments: Charles W. Gow], 
assistant freight traffic manager; Earl Brown, assistant general 
freight agent; Harvey H. Peters, division freight agent; and 
Dewey E. Manderson, district freight and passenger agent. 
C. J. Youngblood assumed the duties of western traffic manager 
at St. Louis at the beginning of the year. 


F. J. Jeffrey, assistant treasurer of the Chicago, Milwau- 
kee & St. Paul Railroad Co. since July, 1941, and previously 
auditor of station accounts for that road, has been appointed 
treasurer, succeeding John Dicke, who died February 24. The 
appointment of W. W. Beckman as. assistant treasurer has also 
been announced. Both men will have their headquarters in 
the Chicago Union Station. 

The Chesapeake & Ohio Railway Co. announces the ap- 
pointment of William W. Abendroth, Cleveland district pas- 
senger agent for the road since July, 1944, as special repre- 
sentative in the office of the assistant vice-president—assistant 
to the president. He will be succeeeded as district passenger 
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agent by John C. Metz, formerly with the freight traffic dg 
partment at Cleveland. Mr. Abendroth went wtih the C. &Q 
as passenger service agent in September, 1943, after six year 
service as assistant ticket agent of the New York Central g 
White Plains and Harmon, N. Y. . 

The Freight Traffic Institute Alumni Association of Chi 
will hold its annual meeting for election of officers in th 
Midland Hotel, March 14. There will be a ping pong tourna. 
ment for members only. Orv. Magnuson, of the Chicago, jp. 
dianapolis & Louisville Railway, is program chairman. 

K. G. Schroff has been advanced to executive vice-preg. 
dent, and S. A. McGeown has been advanced to vice-presiden; 
of the International Forwarding Co. Mr. Schroff was former) 
vice-president of the company. 

The New York Central System has announced the appoint. 
ment of Byron G. Ryan, traveling freight agent, New Yor 
Central Railroad, Washington, D. C., as foreign traffic repre. 
sentative. L. P. Huppman, formerly city freight agent of the 
railroad, was appointed foreign freight traffic representative 
at Baltimore. Both appointments were effective February 1, 

Eugene W. Clapp, an executive of the Southern Pacific 
before his retirement in 1933, died March 1 at his home ip 
Atherton, Calif. He was 71 years old and a native of Mem. 
phis, Tenn. 

The Baltimore & Ohio Railroad Co. has announced the 
appointment of Walter M. Randall as general freight agent 
with headquarters at New York City, effective March 1. Mr, 
Randall has been district freight agent for the road at Cin 
cinnati since February, 1939. Also effective March 1, the Bal. 
timore & Ohio announced the following appointments: H, §, 
Smith, district freight agent, Cincinnati, vice Mr. Randall; C. P, 
Mabie, division freight agent, Dayton, O., vice Mr. Smith; E. H 
Gardner, division freight agent, Indianapolis, Ind., vice Mr. 
Mabie; and P. K. Groninger, district freight agent, Indianap- 
olis, vice Mr. Gardner. 

Effective March 1, the Minneapolis, St. Paul & Sault Ste. 
Marie Railroad Co. appointed J. Orr to be superintendent of 
communications with jurisdiction over maintenance and oper- 
ation of all telegraph and telephone service, with headquarters 
at Minneapolis; W. H. Hawes as general agent at Detroit, 
Mich., vice W. A. Carlsen, resigned; and B. F. Mason, superin- 
tendent of telegraph, Stevens Point division (Wisconsin Cer- 
tral Railway), with headquarters at Chicago, vice R. C. Wick- 
izer, resigned. 

C. R. Rasmus has been appointed general agent, and H 
A. Lowry, assistant traffic manager, of the Texas & Pacific 
Railway Co., with headquarters at Chicago. 

The New York chapter of the Army Transportation elected 
its board of directors for the coming year at a meeting March?: 
Col. W. C. Otten, commanding officer, New York Port Agency; 
Col. Omar J. Ruch, supply division, Second Transportation 
Zone; Maj. C. E. Reagin, Second Transportation Zone; and 
Maj. R. G. Stone, office of the Chief of Transportation. Lt. Col 
Robert W. Sayre was appointed chief of the finance com- 
mittee by Col. E. C. R. Lasher, president of the New York 
chapter. 

L. C. Faus, former motor truck operator, rate and trans 
portation counsellor of Los Angeles, Calif., was appointed vice- 
president and general manager of Arrow Transportation Bulk 
Petroleum Transporters at Portland, Ore., effective January 1, 
1945, according to an announcement of the company. 

William Elmer Holt, 62, western land agent of the North- 
ern Pacific Railway and former governor of Montana, died 
suddenly March 1 in Seattle. 

General Motors Corporation announces that Capt. James 
D. Mooney, released from active duty by the navy, has returned 
to the corporation and resumed his duties as vice-president, 
group executive of the overseas operations of the corporation, 
as a member of the administration committee, and as a mem 
ber of the board of directors. Capt. Mooney, in the naval I 
serve since 1937, was called to active service in November, 11, 
serving in the Bureau of Aeronautics, then the advanced base 
division, the 11th Amphibious Force in Europe, and finally 
the staff of the chief of naval operations. 


K. Cutter Kerrihard, in charge of engineering and sales 
for the Chicago Paper Group, has arranged to show a moving 
picture, “Wartime Packaging,” prepared by the celanese plas 
tics division of the Celanese Corporation, at the luncheon meet- 
~~ = the Chicago Packaging Club, March 12, at the Builders 

ub. 

Col. Edgar S. Gorrell, president of the Air Transport As 
sociation of America, died in Washington, D. C., March 5, 
after a brief illness. i 

The Union Pacific Railroad has announced the retiremefl 
of John C. Gale, general manager of the road’s eastern dis 
and the appointment of H. H. Larson, acting general supe af 
tendent of the eastern district, as acting general manager 
that district. ; 

The Chicago, Milwaukee, St. Paul & Pacific Railroad © 
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has announced the following changes in its traffic department, 
occasioned by the death of W. F. Keefe, who was division 
freight and passenger agent at Dubuque, Ia.; R. E. Beuvais, 
since 1939 general agent at Duluth, Minn., appointed division 
freight and passenger agent with headquarters at Dubuque; 
Paul F. Gehrig, since 1930 special coal agent in Minneapolis, 
appointed general agent at Duluth. 

Louis A. Schwartz is now general manager of the New 
Orleans Traffic and Transportation Bureau, succeeding E. H. 
Thornton, who resigned to become chairman and general man- 
ager of the Galveston Wharves, Galveston, Tex. Mr. Schwartz 
was associated with the New Orleans Joint Traffic Bureau, 
predecessor organization of the present bureau, in 1929. Busi- 
ness groups tendered a testimonial luncheon to Mr. Thornton 
on his departure from New Orleans. 

A. B. Bowers will become manager of the New Orleans 
office of H. P. Lambert Co., Inc., freight forwarders and cus- 
toms brokers, on March 16. He has been associated with the 
Texas & New Orleans Railroad for 31 years. 

Les Allman, vice-president, Fruehauf Trailer Co., addressed 
the Memphis Sales Managers Club recently on ‘A Modern 
Merchandising Miracle.” He said that America had found its 
way out of the depression of 1920 and 1921 by hand-to-mouth 
buying made possible by motor transport. 

Gheene H. Scragg, director of advertising and sales pro- 
motion, The White Motor Co., was named a director of the 
Dairy Industries Supply Association at its annual election, to 
represent the delivery phase of the association’s activities. 

As part of an extensive organizational change by which 
managers of operations, with full administrative authority over 
all operation activities have been established, T. G. Williams 
has been appointed manager of operations for American Air- 
lines, Inc., in Chicago effective March 1. Prior to this assign- 
ment, Mr. Williams was superintendent of eastern flight opera- 
tions at Chicago. He will be in charge of maintenance, flight 
personnel, passenger and cargo service, flight operations and 
communications. George Whittlesey, who has been station 
manager at Chicago since April, 1942, has been appointed su- 
pervisor of all passenger and cargo service at that point. 

The Missouri Pacific Lines has announced the appointment 
of F. C. Devine as commercial agent at Sacramento, Calif., 
and of Julius Gaedtke as commercial agent at Stockton, Calif., 
effective March 1. 

Representative Jennings Randolph, of West Virginia, will 
address the Airport Development Clinic luncheon, to be held 
March 18 by the aviation section of the New York Board of 
Trade at the Pennsylvania Hotel, on “Airport Legislation and 
Metropolitan New York.” 


Continental Air Lines, Inc., has announced the appoint- 
ment of George D. Rash to the newly created post of manager 
of schedules and tariffs, retroactive to January 1. His duties 
will include preparation and publication of company schedules, 
and maintenance of interline relationships. He will also con- 
duct company tariff affairs and those pertaining to Continental 
participation in the A. T. C. tariff program. Matt J. Kramer, 
formerly in the reservations office in Denver, takes over the 
job of chief clerk, formerly held by Mr. Rash. 


Robert L. Hill, of Union Freightways, Inc., will be chair- 
man when the Motor Rate Club of Chicago holds its annual 
election and business meeting in the Midland Hotel, March 16. 

Col. B. C. Allin, of Berkeley, Calif., has tendered his res- 
ignation as director of the Greater Miami Port Authority, a 
position he has held for the past six months. Col. Allin re- 
signed to join Airways Engineering Consultants, Inc., of Wash- 
ington, D. C. On his return to California he will become vice- 
president in charge of the Pacific Coast area and will make 
his headquarters in Berkeley. 


“Motor Freight Management and Operations” will be the 
subject of an address by Harry Werksmen, president of the 
Pittsburgh chapter of the Pennsylvania Motor Truck Associa- 
tion, at a meeting, March 15, of the Pittsburgh chapter of 
Delta Nu Alpha fraternity. The meeting will be held in the Blue 
Room of the Fort Pitt Hotel. 


The Chicago, Burlington & Quincy Railroad Co. announces 
the appointment of E. G. Waterman as general agent, Milwau- 
kee, Wis., vice C. J. Leydon, deceased. 


Harry D. Fenske has been appointed director of trans- 
portation for Great Lakes Steel Corporation, its Stran-Steel 
and N-A-X Alloy Steel divisions and Hanna Furnace Corpo- 
ration. Mr. Fenske joined the company as traffic manager when 
it was founded in 1929. Prior to that, he was assistant. direc- 
tor of the transportation and foreign trade department of the 
Detroit Board of Commerce. 


_ The Southern Railway System has announced the ap- 
pointment of Hugh E. Hamilton as district freight and pas- 
senger agent, with headquarters at Pittsburgh, Pa., and of 


Rudolf O. Lawhon as district freight agent, with headquarters 
at Laurel, Miss. 








Questions and Answers 


* In thts column will be published answers to questions relat. 
ing to traffic, of general reader interest. A specialist in 
interstate transportation, who is a@ member of our special service 
department, will furnish references to regulations and decisions ang 
will answer questions of application of tariff schedules and prao 
tical traffic problems. 
We do not desire to take the place of the traffic man, but to help 
him in his work, nor do we undertake to render legal opinions, 
The right is reserved to refuse to answer any question that does 
not seem to be of general interest or that may appear to us wy, 
wise to answer or too complex for the kind of investigation herein 
contemplated. 
No attention will be paid to anonymous communications or 
questions from nonsubscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. (, 
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Receipts—Effect of 


iNinois:—Question: We would like to bring to your attep. 
tion a peculiar situation which exists in our type of busines 
and will greatly appreciate any advice you may give us along 
this line. 

Our firm is known as a steel warehousing and fabricating 
company. We receive steel from many different sources, both 
in carload quantities and by trucks. Shipments received by 
rail do not cause us any inconvenience, but truck shipments 
cause much difficulty, especially when a loss of material is 
involved. 

Approximately six months ago the truck carriers com. 
plained about the length of time they had to wait until their 
trucks were unloaded in our warehouse. We believed that their 
complaint was justified and have taken the necessary steps 
whereby these trucks can be released much faster. One of the 
corrections was to unload the truck and count the steel later, 
in order that the trucker could be on his way. In order to pro 
tect ourselves, we were signing the truckers’ delivery receipt 
with notations such as follows: ‘‘Received, subject to check.’— 
“Received, subject to count and inspection,” etc. In the past 
two weeks we have filed several claims with certain truck 
lines for material which was lost. That is, after the truck left 
the plant we noticed that one or two bars were missing from: 
sizeable shipment. These carriers have definitely refused pay- 
ment of our claims, stating that these notations are worthless 
and do not bear any weight as far as claims are concerned. 
In other words, they state that they have received a clear 
receipt because it is our duty to check the shipment upo 
arrival at our plant. 

What recourse do you believe we have in the above de- 
scribed situation, for if we count this material when the truck 
is on hand it will be necessary to keep the trucker waiting for 
an hour or two. As you know, to count 4,000 bars of % inch 
steel would take considerable time. 

Answer: A receipt, whether clear or with exceptions, is not 
conclusive and does not preclude a showing by either carrier 
or consignee to the contrary. 

As all receipts not based upon an actual count with botl 
parties present must be based upon mutual confidence in the 
integrity of the parties, there seems to be no solution other 
than to detain the representatives of the carriers who refuse 
to pay your claims, while a check of the goods is being mate. 


Tariff Interpretation—Mixed Truckloads 


New York.—Question: Early in December, 1944, we tral 
ported the following shipment from Schenectady, N. Y,, 
Boston, Mass. 















TRINA CT TR TER LT aE RNP READ SO 8,540 Ibs 
oh a ta elg in chin Venue olde RS eiseves Bsavacs wwe etOeO 1,500 Ibs 
NI shai crisce arose cin! 4 oicmraie nie he sedi are Seika bd age eae 2,250 Ibs 
eM MINN 555 sca 2 can Ua assy hansen caatiln akc waa wie ada a bse ace wie Stoel 4,400 Ibs 
NE RSM og Fr Nest avtdp Rumi eeask obi ods RE Raat 1,390 Ibs. 

18,080 Ibs. 






The shipment was rated out of the New England Moto! 
Rate Tariffs MF-ICC A-12, A-30, A-32, and A-11 as follows: 








Transformers (Item 460 in MF-ICC A-32).............. 8540 x .60 sm 
Paper, gummed (Item 570 in MF-ICC A-30)............ 1500 x .58 80 
Leather, sole (Item 100 in MF-ICC A-12)............... 2250 x .58 13.6 
Shirts, cotton (Clothing MF-ICC A-12)................. 4400 x .88 = 38.4 
ae ee a oe: | re ee 1390 x .71 981 
_—_ 

$121.8 






There is disagreement in this office as to the correctnes 
of the above charges, arrived at by the use of Rule 7” 
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A. we trate make every tire mile count—helps keep _— scarce. The Army's requirements come 
, N. Y, America’s transportation rolling. These _first. You wouldn't want it any other 
famous U. S. Royals are examples of way. 
-- Oe 4 what we mean by the statement—“In See your U. S. Truck Tire Dealer about 
2,250 Is every service, U. S. Tires excel”. Each U. S. Transportation Maintenance. He 
4,400 Ibs A : P . 
1,390 Ibs is engineered and built specifically for will help you make every tire mile 
18,080 Ibs the job it has to do. count toward victory. 
pland Moto! Listen to ‘Science Looks Forward”—new series of talks by the great scientists of America— 
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MF-ICC A-12. It has been suggested that Rule 8 should apply; 
increasing the weight of the lowest rated article to make up 
the necessary truckload weight. The charges would then be: 


I) 5 oo rar kaabe de wasmmaaneusebeeoees 8540 x .60 51.24 

cs 8 chy bigs Wie Tele W'S ALDI Bio pas bie Rabe em wbHe 3750 as 

I a ax Git Sista mw pis bs ao aca mi ata a0 Lace be 5670 x .37 21.98 

a ado, ip pias pipe sh moi ha dt oleh a paw ane 4400 x .72 31.68 

PM 5 cara inh Sip iv dine evade oo cae AAT Ee Rama 1390 x .47 6.53 
$110.43 


An examination of Item 460 in MF-ICC A-32 shows that 
Transformers receive an “any quantity” rate of 60c. Reading 
Rule 8, we find that “truckload” rates must be established, in 
order to apply “truckload” rates. 

Since the Transformer item is given an “any quantity” 
rate, it does not have a “truckload” rate and could not be 
used in a rule (Rule 8), which requires the use of a “truck- 
load” rate. Therefore, it is contended that Rule 8 is out, as far 
as this situation is concerned and that use of the weight of the 
transformers to force the other items down to their truckload 
rates would be illegal and unjust. (Rule 7 has a footnote 
which forbids its application on articles taking specific com- 
modity rates.) 

We shall greatly appreciate your advice in helping us 
straighten this matter out. 

Answer: We are of the opinion that the fact that the 58c 
rate on transformers as published in Item 460 of New England 
Motor Rate Tariff, MF-ICC No. A-32 is an any quantity rate 
does not bar the application of Rule 8 of MF-ICC No. A-12. 
However, the fact that paragraph (a) of Rule 8 states that 
the truckload minimum weight will be the highest provided 
for any of the articles provided in the truckload would bar 
the use of Rule 8, since an essential factor to the application 
of Rule 8, namely a minimum weight, is absent in the case of 
transformers, there being no minimum weight for this com- 
modity. 


Tariff Interpretation—Application of Intermediate Rule 


Missouri.—Question: 
following problem: 

Item 5015-A, Supplement 12 to Middlewestern Motor 
Freight Tariff No. 1014, MF-ICC No. 28, carries a commodity 
rating on various packing house products from Kansas City, 
Mo. to Chicago, Ill. of 40c on 18,000 lbs., from St. Joseph, Mo. 
to Chicago, Ill., 37c on 18,000 lbs. This item makes reference 
to Item 280 of the same tariff, which is an intermediate appli- 
cation item covering the commodity rate applicable from inter- 
mediate points. The first paragraph of this item reads as 
follows: ‘When any point of origin is not provided in this 
tariff with a commodity rate on a given article to a particular 
destination over a particular route, and such origin is between 
the considered destination and a point from which a commodity 
rate on the article is published herein over the same route to 
such destination, apply on such article the commodity rate 
from the next more distant point from which a commodity 
rate is named thereon over the considered route through the 
intermediate point, except as provided in Notes 1, 2, 3, 4 and 5.” 

My question is,—Would loads of packing house products, 
originating at Leavenworth, Kansas and Atchison, Kansas, be 
allowed the Kansas City, Mo. rate to Chicago or the St. Joseph 
rate to Chicago, or either? Bear in mind, the carrier involved 
has rights between and via all cities involved and Item 280 
makes no mention that the point must be intermediate over 
the most direct route. 


Answer: If there are routes from Kansas City or St. 
Joseph, Mo. to Chicago, Ill. via which Leavenworth and Atchi- 
son, Kan. are intermediate without back-haul and over which 
routes the carriers involved have operating rights, it is our 
opinion that the rate from Kansas City or St. Joseph, which- 
ever is lower, may be applied under the provisions of the 
intermediate rule, assuming there is no specific provision in 
the tariff which renders the rates from Kansas City and St. 
Joseph inapplicable via those routes. 

In connection with the above see the report in Continental 
Steel Corporation vs. New York C. & St. L. R. Co., 243 I. C. C. 
775, on page 777 of which the Commission said: 


In the case of open-routed tariffs involving the intermediate rule, it 
must be determined whether there is a rate applicable over a given 
route through the alleged intermediate point. In no proceeding has the 
Commission established any precise formula regarding what may or may 
not be a reasonable or natural route for the application of commodity 
rates published. from more distant points subject to the rule. Each 
situation presented must be considered upon its merits. See Miner Lbr. 
Co. vs. Pennsylvania R. Co., 161 I. C. C. 801. Intermediate rules are 
permitted to save carriers the expense of publishing specific commodity 
rates from or to intermediate points and as a tariff method of prevent- 
ing fourth section violations. The rules are voluntarily published by 
carriers, and they may be so restricted as to render them inapplicable 


Please give us your opinion of the 
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where the circumstances would warrant, provided that no violations 
of the statute result. 


Tariff Interpretation—Application of Rule 38 of Consolidate, 
Freight Classification 


New Jersey.—Question: Referring to your answer to Djs 
trict of Columbia appearing in the February 10th issue of th 
Traffic World under the above caption: 

It is my interpretation of the freight forwarders tariffs tha 
they publish no class rates and refer to rail carriers’ tariffs jp 
obtaining rates, although they provide in tariffs of their ow 
issue rate bases and the minimum rates in connection there. 
with. 

On a shipment originating at Chicago and destined to Ney 
York, freight forwarders’ tariffs provide that class rates ' 
common carriers by rail will apply, subject to certain classe F 
as a minimum, such as 1, 2, 3, Rule 26 and 4. Agent Jones 
class rate tariff No. 490 does not show the freight forwarder; 
as a participating carrier, although under special permission 
of the Commission, freight forwarders are permitted to refe 
thereto, not specifically, but in a blanket arrangement ani 
make use of these tariffs to apply class rates. 


Therefore, if the class rates referred to above are per. ( 
mitted to apply for the account of the freight forwarders, I an 
of the opinion that the commodity rate in Agent Jones’ Tariff ' 


218-M displace the class rate, provided the commodity rate 
are not lower than the basis provided in freight forwarder 
tariffs. By that I mean that the commodity rates will not 
lower than 4th class as a minimum. 

Do you agree? | 

Answer: The tariff which is the subject of the answer ty 
which you refer is not a tariff which refers to Agent Jones 
Class Tariff for the rates to apply, subject to the minimum 
rates published in the forwarders tariff, as this tariff publishes 
the class rates therein. In other words this tariff is complete ' 
in itself. 

Assuming that there are forwarder tariffs which refer to 
Agent Jones’ Class Tariff 490-B, ICC No. 3642, under authority 
granted by Special Permission 11647 amended, it is our opinion 
that a reference to Agent Jones’ class tariff for class rates ty , 
apply without something further, does not authorize the appl: 
cation of a lower commodity rate published in Agent Jone 
commodity rate tariff through the medium of Rule 38 of th 
consolidated Classification. It is our opinion that in order for 
commodity rates in the latter tariff to apply there must bk 
reference made thereto in a more specific manner than is 
furnished by Rule 38. 


Damages—Interest on Overcharge on Traffic from Point in 
Canada to Port in United States for Export 


District of Columbia.—Question: In your publication of 
February 3rd, 1945, you were kind enough to publish an am- 
swer to the original question, which question, however, was 
not explanatory enough to warrant a definite conclusion. 

While the material originated in Canada, and the Canadian 
Railroads collected the full amount of charges to San Fran- 
cisco, freight charges were based on a combination of rates— 
for instance, rate shown in Canadian tariffs to Port Huron 
Michigan, and therefrom rate found in Transcontinental West- 
bound Tariff No. 1-W to San Francisco. 

I am of the opinion that this represents a different situa- 
tion than that previously presented to you, and a specific and 
definite answer can now be furnished. 

When shipments originate in Canada, are billed through 
to San Francisco, but rated in accordance with Canadian tariffs 
to Port Huron, Michigan, and therefrom in accordance with 
U. S. Railroads Tariffs to San Francisco, is not the portion of 
the movement covered by the U. S. Tariffs governed by the 
Interstate Commerce Commission’s rules and regulations, and 
therefore entitled to the payment of interest where overchargé 
are concerned ? 

Answer: If, as we understand, the shipments to which you 
refer originate in Canada and have their destination in a forelge 
country, such transportation is not subject to the jurisdiction 
of the Interstate Commerce Commission. See E. J. Stanton & 




























































Son vs. Atchison, T. & S. F. Ry. Co., 258 I. C. C. 315, in which | — 
case the Commission said: 

In Comella vs. Delaware, L. & W. R. Co. 201 I. C. C. 529, the Com we 
mission found that it was without jurisdiction over shipments of bananas & Corp, 
from New York, N. Y., to points in Canada which originated in Cost YY 
Rica and Cuba. Citing Seymour vs. Morgan’s Louisiana & T. R. & $. 

S. Co., 35 I. C. C. 492, the Commission concluded that the shipments “a 
were ‘‘from a non-adjacent foreign country, through the United States 
to destinations in an adjacent foreign country,” and that although the 
regulatory power of Congress undoubtedly extends to such transporta 
tion within this country, it has not been placed within our jurisdiction. 
Section 1(1)(b) of the Interstate Commerce Act, in which is define? 
the transportation to which the act applies, does not embrace transpol & 
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Symbol of Dependability 


The heavily-loaded iron 


horses on rails are symbols 





of war dependability because 
without the performance of railroads, the 
tempo of World War II would never have 
been stepped up as it has. 


Just as this railroad performance is im- 
portant to America, not only at war but 
equally in peace, so is the function of 
interchange important to transportation 
and shipping. That is where the P. & P. U. 
Ry. comes into the picture, a veteran in 
such service over sixty years. 


With efficiency and speed, the P. & P. U. 
—the road that made Peoria famous as a 
GATEWAY — assembles and reassorts 


freight cars and speeds them along to 
destination. 


PEORIA & PEKIN UNION BAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 





SWITCHING SERVICE BETWEEN 
Perla & Pekin Union Ry.; Chleago, Rock Island & Paelfie Chicage Marty Werte 
SA 3 Hie ie aes rind : ie 
oulis RK. Iton 
Md ntral ; Pennsylvania Raliroad; Peorla Terminal iat 
Ralireads’ "New York, Chieago & Louls omer 
Chieage & St. Louis Ry. (Peorla & Eastern); Tolede 4 & Westera aR 





"One of America’s Rallroads—All United for Victory” 
Don't Forget to Buy Those War Bonds 
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: ; ; The grandeur of Colorado’s 
mountains, its sparkling lakes, tall 
pines, colorful canyons, invigorat- 
ing climate, and the hospitality of 
its people have, in peacetime, lured throngs of vacationists. 





But Colorado relinquished its role as host to the nation 
to play a vital part in wartime activity. Thousands of its 
citizens joined the armed forces. Its agricultural workers 
enlarged production of sugar beets, grain, cattle and other 
products of farm and ranch. Its mine workers unearthed 
increased quantities of copper, iron, zinc, lead, coal... 
of molybdenum and other rare and essential industrial 
minerals. 


Union Pacific has provided rail transportation for Colo- 
rado’s people and products since the year 1870. A steady 
stream of troops and war materials moves, day and night, 
over The Strategic Middle Route, uniting Colorado with 
the East and the Pacific Coast. 


After victory, Colorado’s wealth of agricultural and 
industrial resources will continue to offer|ample reward 
to all who have courage, ambition and enterprise. 


Colorado believes in the fundamental doctrine of indi- 
vidual enterprise, the driving spirit that built Colorado 
. built the Union Pacific ... built Your America. 


NOTE: Write Union Pacific, Omaha, 
Neb., for information regarding in- 
dustrialor business sites in Colorado 
or other western States. 
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States, to points in an adjacent foreign country. The shipments from 
Los Angeles Harbor under consideration herein manifestly were of this 
character.”’ ‘ 


The Commission having no jurisdiction over such traffic, 
interest on an overcharge must, it appears, be sought elsewhere. 


See, also, U. S. Steel Products Co. vs. Director-General, 
ei Cc C. Be. 


Tariff Interpretation—Joint Through Rate Must Be Applied 
in Absence of Alternative Rule 


Missouri.—Question: We check 66c on ammunition, 30,000 
pounds minimum, from New Haven, Conn. to East Alton, Ill. 
(Item 385, N. E. F. A. No. 26-E, Agent Doe’s I. C. C. No. 439). 

Item 2050, W. T. L. No. 18-R, Agent Kipp’s ICC No. A-3549 
carries a 62c rate on ammunition, 30,000 pounds, from East 
Alton, Ill. to Salina, Kansas. This makes a through rate of 
$1.28, 30,000 pounds minimum, from New Haven, Conn. to 
Salina, Kans over East Alton, Ill. 

Item 410-C, Supplement No. 33, N. E. F. A. No. 3-E, ICC 
No. 435 publishes a through rate of $1.13 on ammunition, 40,000 
pounds minimum, from New Haven, Conn. to Salina; Kansas. 

It it our belief that on a shipment weighing 35,000 pounds 
or less, it is our privilege to use the $1.28 combination rate, 
while some insist that charges must be computed at $1.13 
subject to a 40,000 pounds minimum. 

Answer: The fact that the through rate has one minimum 
whereas the factors of the combination are subject to a differ- 
ent minimum does not result in there being two rates from 
origin to destination which may be alternated, in the absence 
of an alternative provision. 

A combination rate cannot be applied where there is in 
effect a through rate, unless the tariff containing the through 
rate permits the alternative application of such combination 
rates if they produce a lower charge. 

In the present instance the through rate is published in 
Agent Doe’s ICC No. 435, Tariff No. 3-E. Section 3 of this 
tariff did provide for the alternative application of combination 
rates, but the provision was applicable only where specific ref- 
erence was made thereto. Furthermore the reference mark 
bearing authority for the departure from the terms of certain 
rules of Tariff Circular No..20 in the publication of this pro- 
vision also states that this item expires with February 16, 1942, 
unless sooner canceled or extended. Apparently Section 3 of this 
tariff is no longer in effect as it does not appear that the expira- 
tion date was ever extended. 


Tariff Interpretation—Application of Rule 11 of Motor Freight 
Classification 


Missouri.—Question: Will you kindly give us the benefit 
of your views on the following question: 

Rule 11 of the current National Motor Freight Classifica- 
tion provides, “the charge on a package containing freight of 
more than one class shall be at the rating provided for the 
highest classed article in the package.” A shipment of one box 
contained four (4) items, which, if shipped separately, were 
packed so that each item would be accorded a Class 3 rating. 
However, one item when shipped in boxes carries a first class 
rating. Does the consolidation of the items into one shipment 
of one box raise the rating to a minimum of Class One? 


Your interpretation or your advice as to any decision of 
the Commission as to proper application will be appreciated. 


Answer: In its report in Casket Mfrs. Association of Amer- 
ica vs. Baltimore & O. R. R. Co., 49 I. C. C. 327, the Commis- 
sion gave effect to the provisions of a rule contained in the 
rail carriers classification similar to Rule 11 of the National 
Motor Freight Classification. See also Paper in Official Terri- 
tory, 248 I. C. C. 135. 


Tariff Interpretation—“Scrap” 


Wisconsin.—Question: We have been receiving shipments 
of aluminum castings in the rough. These shipments were for- 
warded as rough aluminum castings. When inspected by con- 
signee, several castings were rejected and returned to con- 
signor for reinspection. These castings were returned in their 
original form and, after a certain length of time, claims were 
presented on the basis of scrap aluminum as described in Na- 
tional Motor Freight Classification No. 7, Page 11, Item 14. 

Our contention is that, regardless of the fact that eventually 
these castings are scraped and remelted, the return movement 
of the casting in its original form would still be rated as second 
class as per Item 28, page 10 of National Motor Freight Clas- 
sification No. 7. 

Will you kindly advise whether our contention is correct, 
and if possible cite one or two cases regarding shipments of 
this kind? 

Answer: It is a question of fact as to whether the ship- 
ments consist of castings or scrap aluminum. See the report of 


TRAFFIC Wor |! 


the Commission in Ship Supply Co. vs. L. & N., 139 1 C¢@ 
110, in which case the Commission said: 


The shipment was sold by complainant to the Franklin Steel Works 
as scrap and was used by that company for rerolling, which involyg 
breaking into pieces ranging from 5 to 8 feet long, heating ip, 
furnace and reduction to a condition from which it may be rolled inty 
bars, angles, or other desired shapes. It would be difficult to prodyg 
more conclusive evidence that the lading of this car was in fact 
scrap material. 


Army Transportation Association 


Local chapter presidents of the Army Transportation Aggy. 
ciation, and the association’s board of directors, have elect 
national officers with Brig. Gen. William J. Williamson, chief of 
traffic control division, Army Transportation Corps, as preg. 
dent. General Williamson was recently elected president of the 
Washington chapter (see Traffic World, Feb. 17, p. 426). The 
association includes in its membership both military and civilian 
people engaged in the transportation industry “throughout this 
country and overseas, having representation from every indus. 
try and military organization interested in the progress of 
transportation by land, sea and air.” 

The following other national officers were elected by the 
association: 


1st vice-president, Brig. Gen. Calvin DeWitt, commanding genera 
Boston Army Base; 2nd vice-president, Col. Luke W. Finlay, executiye 
officer Office of the Chief of Transportation; 3rd vice-president, Col, 
Aram Kojasser, chief military personnel, Office of the Chief of Trans. 
portation; 4th vice-president, Col. James K. Herbert, commanding off. 
cer Los Angeles Port of Embarkation; and 5th vice-president, Brig. Gen, 
John R. Kilpatrick, commanding general, Hampton Roads Port of Em. 
barkation, 


Following the election to the office of president, General 
Williamson stated: 


The members of this organization, realizing that in the future nm. 
tional defense transportation problems similar in character with those 
of this war may again arise, have formed this Association as a patriotic 
obligation to preserve the knowledge gained in this war as well as to 
encourage improvement continually in the transportation field with its 
high standards and traditions. It is the belief of the members that this 
organization will foster and promote the development of the art of 
transportation by disseminating transportation knowledge and cultivat- 
ing perpetual friendship, good will, and mutual air and improvement 
among its members, and preserving the memories and traditions de 
veloping from the service of both army and civilian personnel now 
serving with the world’s greatest Transportation Corps and industria 
organizations. This association will be the headquarters for the collec- 
tion of information regarding transportation procedures which have been 
tried and proven, as well as for new procedures which may be de 
veloped to improve and facilitate transportation by land, sea and air. 


Membership is invited from both military and civilian in- 
dustrial persons engaged in and interested in the field of trans- 
portation. The membership of the national organization exceeds 
9,000, making it one of the largest industrial organizations in 
the world, says the association. The national headquarters at 
930 F Street, Washington, D. C., says it will welcome member: 
ship applications directly or preferably through the local chap- 
ter in the cities in which they are located. 


MAINE POTATOES BY BOATS 


A program to make use of boats in transporting Irish pote 
toes from Maine to points along the mid- and south-Atlante 
seaboard has been announced by the War Food Administration 

“Because of the higher wartime cost of transportation by 
water, shippers have not been using boats to move potatoe 
out of Maine,” it said. “Under the W. F. A. program, the 
Commodity Credit Corporation, through payments to shippet, 
will absorb the difference between shipping by rail and by 
boats to ports along the mid- and south-Atlantic seaboard. 
use of boats in moving potatoes from Maine is intended t0 
insure maximum distribution to meet military, lend-lease and 
civilian requirements. This program is necessary because of a 
critical shortage of refrigerator cars and other rail facilities 
for moving potatoes from Maine and is expected to make & 
substantial saving in car miles, which will helpu to relieve the 
congested rail situation in the northeast. 

“Of the 103,530,000 bushels of merchantable potatoes in 
storage in the country January 1, nearly one-third were sto 
in Maine—nearly all in Aroostook county. Normally only about 
a fourth of the potatoes are stored in Maine. ; 

“This program does not change the requirement that ship- 
pers in Aroostook county must first make offers to sell to 4 
government agency and shipments cannot be made from the 
area except under permits issued by W. F. A. ; 

“While a substantial part of the potatoes moved out of Maine 
by boats may be purchased by the military and war service 
some relief from the tight potato supply for civilians is ex 
particularly along the Atlantic seaboard.” 
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One man can open the most binding, balky, No strained muscles 
box car door with the Monarch Car Door No slips or falls. 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE Trarric WorRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere 


March 12—Burlington, la.—Fed. Bldg.—Jt. Bd. 54: 
MC 102020, Sub. 2—G. W. Sparrow, Burlington, Ia., extension, Macomb. 
March 12—Columbus, Ohio—State Comm.—Jt. Bd. 57: 
MC 106243—E. D. Pfeifer, Upper Sandusky, O., certificate. 
March 12—Mobile, Ala.—Cawthon Hotel—Examiner Booth: 
MC 71516, Sub. 18—Alabama Highway Express, Inc., Birmingham, 
Ala., certificate to extend operations. 
March 13—Cincinnati, O.—Gibson Hotel—Jt. Bds. 57 and 117: 
MC 105404—Safe Way Lines, Coldwater, Mich., certificate. 
MC 1513, Sub. 10—Great Lakes Greyhound Lines, Inc., Detroit, Mich., 
certificate to extend operations. 
MC 13027, Sub. 13—Short Way Lines, Inc., Toledo, O., certificate to 
extend operations. 
MC 8666, Sub. 1—Greenville-Dayton Transportation Co., Greenville, O., 
certificate to extend operations. 
March 13—Omaha, Neb.—Hotel Fontelle—Examiner Kilroy: 
MC 73381, Sub. 2—Harris Truck Lines, Inc., Omaha, Neb., extension, 
Denver, Omaha, and Chicago. 
MC 73381—Harris Truck Lines, Inc., Omaha, Neb., certificate or permit. 
March 13—Portland, Ore.—Multnomah Hotel—Examiner Linn: 
1. & S. M-2500—Consolidated Freightways, Inc., restrictions. 
March 14—Fargo, N. D.—U. S. Ct.—Jt. Bd. 24: 
MC 105574—E. Spiker, Valley City, N. D., permit. 


March 14—Kansas City, Mo.—Hotel President—Examiner Walsh:, 
|. & S. 5332—Transit on Soya Bean Cake or Meal at Kansas City. 

I. é S. 5332 (1st sup.)—Transit on soya bean cake or meal at Kansas 
ty. 

March 14—Lincoin, Neb.—Hotel Cornhusker—Jt. Bd. 136: 

MC 998, Sub. 3—H. Lindsay, Coatesfield, Neb., to extend operations. 

March 14—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 75: 

MC 105408—Morgan Bros., Maywood, Calif., permit. 

March 14—Portland, Ore.—Multnomah Hotel—Jt. Bd. 172: 

MC 105167, Sub. 1—Mc Peak Truck Service, Banks, Ore., certificate. 
MC 105492—Oakridge-Westfir Truck Line, Westfir, Ore., certificate. 

March 14—Washington, D. C.—Commissioner Splawn: (Argument) 
28995—Lewis Grain Corp. et al. vs. B. & O. et al. 

March 15—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 110: 
MC 71516, Sub. 16—Alabama Highway Express, Inc., Birmingham, 

Ala., certificate to extend operations. 

March 15—Kansas City, Mo.—Hotel President—Examiner Walsh: 
29022—Midland Flour Milling Co. et al. vs. A., T., & S. F. et al. 
29021—Bernhard Stern & Sons., Inc., vs. C. and N. W. et al. 

March 15—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 137: 

MC 104801, Sub. 1—Routt and Vitalis, Des Moines, Ia., permit. 
MC 38082, Sub. 4—Bailey Refrigerator Line, Kirksville, Mo., permit 
to extend operations. 

March 15—Louisville, Ky.—Kentucky Hotel—Examiner Weaver: 
W-254—Ohio River Sand Co., Inc., certificate or permit. 

March 15—Portland, Ore.—Multnomah Hotel—Jt. Bds. 5 and 45: 

MC 2512, Subs. 8, 11 and 12—M. W. Wilson, Long Beach, Wash., cer- 
tificate to extend operations. 

March 15—Raleigh, N. C.—Sir Walter Hotel—Jt. Bd. 103: 


MC 31642, Sub. 6—Safety Transportation Corp., Weldon, N. C., cer- 
tificate to extend operations. 


March 15—San Diego, Calif.—City Hall—Jt. Bd. 75: 
MC-4363, Sub. 1—Bisher Truck Line, Ramona, Calif., certificate to 
extend operations. 
March 15—Washington, D. C.—Examiner Naefe: 
MC-C 442—Released ratings and rates on engines. 


March 16—Atlanta, Ga.—State Comm.—Jt. Bd. 101: 
MC 12303—W. T. Sullivan, Athens, Ga., license. 


March 16—Charleston, W. Va.—State Comm.—Jt. Bd. 61: 
MC 32562, Sub. 2—Point Pleasant Transportation Co., 
Pleasant, W. Va., certificate to extend operations. 


March 16—Cincinnati, O.—Gibson Hotel—Examiner Weaver: 
W-759—Maxon Construction Co., Inc., contract carrier application. 
March 16—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 431, Sub. 2—South Bend Transfer Co., South Bend, Wash., cer- 
tificate to extend operations. 
MC 95070, Sub. 1—Chappell Truck & Transfer Co., Portland, Ore., 
certificate to extend operations. 
March 16—Washington, D. C.—Argument: 
“— -C ee pbell Sixty-Six Express, Inc., vs. Frisco Transportation 
0. 
March 17—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 41107, Sub. 1—Ferrier Transfer Co., Raymond, Wash., certificate 
to extend operations. 
MC 94427, Sub. 1—Maddox Transfer & Storage, Portland, Ore., cer- 
tificate to extend operations. 
March 19—Birmingham, Ala.—Jefferson Hotel—Examiner Booth: 
* MC 73462—Sub. 22—Jack Cole Co., Inc., Birmingham, Ala., certificate 
to extend operations. 


Ine., Point 
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March 19—Indianapolis, Ind.—State Comm.—Jt. Bd. 23: 

MC 105495—Detroit Dixie Limited, Detroit, Mich., certificate. 
March 19—Kansas City, Mo.—Hotel Pickwick—Examiner Kilroy; 

1. & S. M-2482—Various commodities between points in Kan. and y 


March 19—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 19665, Sub. 1—-Rich Freight Lines, Inc., Wasco, Ore., certifica 
to extend operations. 


March 19—St. Louis, Mo.—Coronado Hotel—Examiner Walsh: 
* Fourth Section Appl. 20822—Wooden handles from the Southwest 4 
the South. 


March 20—Denver, Colo.—Cosmopolitan Hotel—Jt. Bds. 50 and 213; 
MC 105350, Sub. 2—North Park Transportation Co., Walden, Coy, 
certificate. 
MC 105532—Janes Brothers, Meeker, Colo., certificate. 


March 20—Des Moines, l!a.—Hotel Kirkwood—Examiner Kilroy: 
1. & S. M-2480—Stopping and delivery rules, Tall Corn Motor Exprey 
March 20—Fort Worth, Tex.—Hotel Texas—Examiner Borroughs; 
MC 61609, Sub. 3—Bob Day Transfer and Storage, Sherman, Te, 
certificate to extend operations. 


March 20—Portland, Ore.—Multnomah Hotel—Jt. Bds. 80 and 45; 
MC 104469, Sub.-2—A. P. Anrig, Goldendale, Wash., certificate, 
MC 105411—Newhouse & Hutchins, Portland, Ore., certificate. 

March 20—Washington, D. C.—Examiner Valentine: 

Fourth Section Appl. 20915—Green Salted Hides from south to east, 

March 20—Washington, D. C.—Argument: 
29103—Summer & Co. vs. N. Y. C. et al. 
29104—South Bend Steel Co. vs. N. Y. C. et al. 

29104, Sub. 1—Empire Sheet & Tin Plate Co. vs. N. Y. C. et al, 
29093—-H. L. Stimson, as The Secretary of War vs. A., C. & Y. eta 

March 20—Washington, D. C.—Examiner Naefe: 

1. & S. M-2494—Cereal food preparations, classification ratings. 

March 21—Baltimore, Md.—Assn. of Commerce Bldg.—Assistant Dire 

tor Snow: 
FF-113—Appl. of Baltimore-New York Dispatch, Inc., Baltimore, Mi, 
for permit to continue operations. 


March 21—Baltimore, Md.—Assn. of Commerce Bldg.—Assistant Directo: 
Snow: 
FF-96—Appl. of New York-Philadelphia Dispatch, Jersey City, N, J, 
permit to continue operations. 
March 21—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 111: 
MC 105463—C. E. Hornback, Tama, Ia., permit. 


March 21—Des Moines, la.—Kirkwood Hotel—Examiner Kilroy: 
1. & S. M-2502—Minimum rates or charges, Young Transfer Co, 


March 21—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Walsh: 
29241—G. C. Murphy Co. vs. A. C. L. et al. 
March 21—Portland, Ore.—Multnomah Hotel—Jt. Bd. 81: 
MC 105247, Sub. 6—St. Johns Motor Express Co., Portland, Ore., cer 
tificate to extend operations. 
March 21—Sioux City, la.—Warrior Hotel—Jt. Bd. 148: 
MC 105257—H. Ahlgrim, Vermillion, S. D., permit. 
March 21—Washington, D. C.—Argument: 
1. & S. M-2458—Bakery goods Intermountain-Pacific Coast points. 


March 21—Washington, D. C.—Examiner Sharp: 
29161 and Subs. 1, 2, 3, 4, and 5—Atlantic Commission Co., Inc., wu 
Bangor and Aroostook et al. 
29208—Paskoff Bros. & Co. vs. Aroostook Valley R. R. et al. 


March 22—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 138: 
MC 89985, Sub. 1—C. D. Kruse, Glidden, Ia., certificate. 

March 22—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Walsh: 
29252—The William Schluderberg ... TT. J. Kurdle Co. vs. L. &N 

et al. 

29238—J. G. Rogers vs. L. & N. et al. 

March 22—Pittsburgh, Pa.—Hotel Roosevelt—Examiner Walsh: 
29256—Forst Packing Co., Inc., vs. L. & N. et al. 


March 22—Portland, Ore.—Multnomah Hotel—Jt. Bd. 11: 
MC 102975, Sub. 5—A. L. Vincze, Klamath Falls, Ore., certificate, 
March 22—Washington, D. C.—Argument: 
MC 15735—Allied Van Line, Inc., common carrier application, 
MC 15735, Sub. 1—Allied Van Lines, Inc., extension, all states. 
March 23—Des Moines, la.—Hotel Kirkwood—Examiner Kilroy: 
MC 105498—F’. S. Millard, Des Moines, Ia., permit. 
March 23—Seattle, Wash.—Olympic Hotel—Jt. Bd. 45: 
MC 105392, Sub. 1—Polar Truck Lines, Seattle, Wash., permit. 
March 24—Seattle, Wash.—Olympic Hotel—Jt. Bd. 80: 
MC 77189, Sub. 2—Therkelsen Auto Freight, Inc., Vashon, Wash., ce 
tificate to extend operations. 
March 26—Chicago, III.—Hotel Sherman—Jt. Bd. 111: 
MC 105573—Eldon Miller, Iowa City, Ia., permit. 
March 26—El Paso, Tex.—Hotel Paso Del Norte—Jt. Bd. 33: 
MG 104210, Sub. 9—Transport Co., Corpus Christi, Tex., certificate 
extend operations. 
March 26—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Walsh: 
* 29217—American Steel Abrasives Co. et al. vs. B. & O. et al. 
March 26—Spokane, Wash.—Davenport Hotel—Examiner Linn: 
MC 9789, Sub. 1—E. R. Fruin, Spokane, Wash., certificate 
operations. 
March 26—Spokane, Wash.—Davenport Hotel—Jt. Bd. 80: 
MC 100931, Sub. {—Williams Transfer, Nelson, British Columbia, Can 
ada, certificate. 
March 26—Washington, D. C.—Argument: 
W-125—G. N. Childs, contract carrier application. 
March 27—Joplin, Mo.—Fed. Bldg.—Jt. Bd. 180: 
MC 105499—Interstate Bus Line, Carterville, Mo., 
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March 27—Rapid City, S. D.—Alex Johnson Hotel—Jt. Bd. 183: 
MC 105586—Northwest Fuel & Transfer, Spearfish, S. D., certificate. 
March 27—Spokane, Wash.—Davenport Hotel—Jt. Bd. 169: 
MC 105389—O. F. Long, Spokane, Wash., certificate. 
March 28—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 67: 
MC 102616, Sub. 258—Costal Tank Lines, Inc., York, Pa., certificate 
to extend operations. 


March 28—Atlanta, Ga.—State Comm.—Examiner Yardley: 
* 1, & S. M-2508—Southeastern Motor Truck Lines, Inc., restrictions. 


March 28—Chicago, iI!.—Hotel Sherman—Examiner Kilroy: 
MC 39521, Sub. 3—Chicago Southern Transportation Co., Chicago, IIl., 
permit to extend operations. 


March 28—Washington, D. C.—Examiner Weems: 
1. & S. 5336—Deming rates, eastern ports to southwest. 


March 29—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 33: 
MC 69419, Sub. 25—Groendyke Transport Co., Enid, Okla., certificate 
to extend operations. 


March 29—Brooklyn, N. Y.—Hotel St. George—Examiner Cockrum: 


MC 48899, Sub. 1—Hagens Van & Storage, Forest Hills, N. Y., cer- 
tificate to extend operations. 


Classified Adver 


The only weekly market place in print covering the entire fisid of transportation and 
Gistribution for those who have services, materials, equipment, etc., to bay or sell. 
(Reader ads —$1.00 a line, minimem 3 lines. Classified display —$15 a colomm inch.) 






















1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, 11]. 


MOTOR CARRIER RATE CLERK—For day time position in Miami, 
Florida. Pays 80 cents per hour for first 40 hours. Time and half for 
overtime. No Sunday work. Average week about 57 hours. If qualified, 
write W. G. Dinsmore, Traffic Manager, Overseas Transportation Co., 
Inc., 236 S. W. River Drive, Miami, Florida. 








COMPLETE FILE OF RAILROAD—agents’ and express tariffs—H. J. 
Fernandez’ file, current and canceled. Peel, Hoke, Jones, Curlett, 
Dodge, Kipp, Emerson and other important agents. Railroad and Inter- 
state Commerce Decisions, Practitioners Journals, Traffic Worlds, etc. 
In fact, a complete file. Write Mrs. H. J. Fernandez, Box 1781, 
Monroe, La. 








SHIPPERS-CARRIERS: If you are in need of a reliable traffic 


expert and practitioner who knows the business, write Box 329, Chicago 
office, Traffic World. Minimum initial annual salary $5,000. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $4250 each! 


Which of these cars could you use? 


8—Hopper, Twin 50-Ton 
40—Hopper, Triple, 50-Ton 
50— r, Side-Discharge, 50-Ton 
80—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
50—Box, 40-Ft., 40-Ton 
10—Dump, Magor, Automatic, 30-Yd., 50-Ton; lift doors 
9—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
4—Dump, Western, 20-Yd., 40- and 50-Ton; steel floors 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton; steel floors 
25—Dump, Koppel, 20-Yd., 40-Ton; lift doors 

20—Fiat, 40-Ft., 40- and 50-Ton 

70—Gondola All Steel, 40-Ft., 16 drop doors 

6—Gondola, 50-Ton, High-Side, Steel 

10—Tank, 8000-Gallon, 40- and 50-Ton 
Perhaps this list also has some other cars you could use to very 

cial edvantage now? 


All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 


40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 


“ANYTHING containing IRON or STEEL"’ 

































TRAFFIC WORL) 


March 29—Lewiston, Idaho—Fed. Bldg.—Jt. Bd. 169: 
MC 88088, Sub. 1—R. Trautman, Genesse, Idaho, certificate to exten, 
operations. 
March 29—Cape Girardeau, Mo.—U. S. Ct.—Jt. Bd. 135: 
MC 104171, Sub. 2—Kelso Oil Co., Cape Girardeau, Mo., certificate, 


March 30—Lubbock, Tex.—Lubbock Hotel—Jt. Bd. 33: 
MC 105580—Edward’s Service, Denver City, Tex., certificate. 


March 30—Montgomery, Ala.—State Comm.—Examiner Romero: 
Finance 14714—Application of A. C. L. for a certificate Permitting 
abandonment of line of railroad extending from Sprague to Luvery 
Ala. 


March 31—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 100: 
* MC-101870, Sub. 4—Valley Transit, Anniston, Ala., certificate to ¢. 
tend operations. 


March 31—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 100: 
* MC 89917, Sub. 3—Missala Stages, Jasper, Ala., certificate to exten §} 
operations. 

| 


March 31—Boise, idaho—State Comm.—Jt. Bd. 81: 
MC 105475—Coates and Son, Payette, Idaho, certificate. 


March 31—Brooklyn, N. Y.—Hotel St. George—Examiner Cockrum: 
* MC 4199, Sub. 5—Vincent Goldere’s Sons, Inc., Morristown, N, Jj 
permit to extend operations. 


April 2—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 100: 

* MC 66562, Sub. 621—Railway Express Agency, Inc., New York, N, y. 
certificate to extend operations. 

* MC 101997, Sub. 1—Towns Truck Line, Oneonta, Ala., 
extend operations. 


April 2—Boston, Mass.—N. P. O. Bldg.—Examiners Lawton and Bennett: 
1. & S. M-2487—Textile products, New England. 
April 2—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 119: 
* MC 16872, Sub. 2—Carlton Hill Trucking Co., Carlton Hill, N. J., ce. 
tificate to extend operations. 
* MC 18282, Sub. 2—Bound Brook Transportation Co., 
N. J., certificate to extend operations. 
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Your Post-War Competition 


TRAFFIC 
JOBS 


Will you be ready for the keen competition cer. 
tain to come for Traffic jobs after the war? Jobs 

are plentiful now but will they be when forme ( 
Traffic men come out of the armed services and 
from war production? 

One way to make your chances surer is to pre 
poe yourself thoroughly now—to build you 

owledge and ability quickly. 

Write for our free 48-page booklet telling hov 
our home study training in Traffic Management 
has helped hundreds of men now successful, hoy 
it can help you interestingly, speedily, at mot: 
erate cost. No obligation. 


LaSalle 


EXTENSION UNIVERSITY 


A Correspondence Institution 
417 S. Dearborn St.,, Dept.395-T Chicago 5, Illinois 


































The Port of San Francisco 







* Center of Pacific Coast Shipping * 


for a Century 






BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 


5,000 MILES IN MISSOURI, ARKANSAS, 
OKLAHOMA, TEXAS, KANSAS, TENNESSEE, 


ST LOUIS SAN FRANCISCO RY] 


MISSISSIPPI, ALABAMA, FLORIDA. 
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Power and 
Performance to 


"KEEP ‘EM ROLLING’ 


The Chicago Great Western Railway is adequately 
equipped to perform its full share in carrying out the 
Nation’s war program. 


5 Tracks, motive power and all equipment are in first class 
Important Gateways condition. Operations are well organized and function- 
' ing efficiently and smoothly. 

Chicago , , ; om 
By virtue of its strategic location and its modern facili- 
ties, the Chicago Great Western Railway is prepared to 
Council Bluffs (Omaha) meet demands for added transportation for the Nation's 


St. Joseph war program and for the ordinary needs of America. 


Kansas City 


Minnesota Transfer At your service. 


(The Twin Cities) B. R. HARRIS, General Trafic Manager 


309 West Jackson Blvd., Chicago, Ill. 
Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY 


The Corn Belt Route 
adja 
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‘faee Roller Bearings remove all 
speed restrictions as far as bearings are con- 
cerned; simplify and economize lubrication; 
increase equipment availability; and decrease 


maintenance cost. 


Thousands of Timken Bearings are now in ser- 
vice under passenger equipment cars—includ- 
ing Pullmans and all types of locomotives. Many 
of these applications have given over 1,000,000 
miles of trouble-free service to date. The Timken 


Roller Bearing Company, Canton 6, Ohio. 








Quad Type Timken Roller Bearings 
for Existing Pedestal Openings. 


TIMKEN 


TRADE-MARK REG. U. S. PAT. OFF. 


RAILWAY ROLLER BEARINGS 








